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BACKGROUND  AND  INSTITUTIONAL  FRAMEWORK 
LEGISLATION 

The  requirements  for  a  Congestion  Management  Program  were  established  in  1989  as  part  of 
a  bi-partisan  state  legislative  package,  known  as  the  Katz-Kopp-Baker-Campbell 
Transportation  Blueprint  for  the  Twenty-First  Century  (AB  471).  The  actual  requirements 
for  CMPs  became  effective  when  voters  approved  Proposition  1 1 1  on  June  5,  1990. 

The  state  legislation  not  only  provides  for  increases  in  transportation  funding,  but  also  makes 
significant  changes  in  the  requirements  for  planning  and  programming  of  transportation 
projects  to  be  funded  from  these  sources  of  revenue.  The  goal  of  the  legislation  is  to  tie 
transportation  funding  decisions  to  measurable  traffic  congestion  relief,  local  land  use 
decisions  and  their  impact  on  the  transportation  system,  and  implementation  of  transportation 
control  measures  to  meet  air  quality  goals. 

The  CMP  requirements  are  the  legislature's  response  to  the  growing  traffic  congestion 
phenomenon  experienced  by  all  urbanized  areas  in  California.  It  is  widely  perceived  that 
traffic  congestion  is  outpacing  the  traditional  transportation  planning  process  in  its  ability  to 
provide  adequate  solutions.  In  San  Francisco,  with  its  high-intensity  land  uses  and  extensive 
transit  network,  this  traffic  congestion  phenomenon  manifests  itself  differently,  posing 
challenges  to  the  interpretation  of  the  CMP  mandate  in  the  city,  but  for  the  majority  of  the 
state's  highly  suburbanized  metropolitan  areas  it  is  a  reality. 

For  most  of  suburbanized  California  the  inability  to  keep  up  with  transportation  demand 
lends  credibility  to  the  prospect  of  land  development  coming  to  a  halt  because  of  increasing 
traffic  congestion  and  deteriorating  accessibility.  Consequently,  the  CMP  legislation  aims  at 
extracting  more  productivity  out  of  the  existing  transportation  infrastructure  while 
encouraging  more  efficient  use  of  scarce  new  dollars  for  transportation  investment,  with  the 
intended  result  of  fending  off  congestion,  improving  air  quality,  and  ultimately  allowing 
continued  land  development  where  feasible.  In  order  to  achieve  this,  the  CMP  law 
mandates  a  coordinated  strategy  based  on  five  main  concepts: 

a.  Require  more  coordination  between  federal,  state,  regional  and  local  agencies 
involved  in  the  planning,  programming,  and  delivery  of  transportation  projects, 
programs,  and  services; 

b.  Favor  transportation  investments  that  provide  measurable  and  quick  congestion  relief; 

c.  Create  a  definite  link  between  local  land  use  decisions  and  their  effect  on  the 
transportation  system 

d.  Favor  transportation  solutions  that  are  less  dependent  on  the  single-occupant 
automobile,  and  improve  air  quality; 

e.  Place  emphasis  on  local  coordination  and  responsibility  by  requiring  the  designation 
of  a  Congestion  Management  Agency  in  each  urban  county  in  the  state. 


1993  San  Francisco  CMP  -  Executive  S 


Page  i 


Mandated  Program  Components 

The  CMP  legislation  establishes  the  following  statutory  requirements,  to  be  met  by  all  urban 
counties  in  the  state: 

1.  Development  and  adoption  of  the  initial  CMP  and  biennial  updates.    The  CMP 
document  must  contain  the  following  elements: 

•  A  designated  CMP  roadway  network 

•  Traffic  level  of  service  (LOS)  standards  and  a  methodology  for  monitoring  LOS  on 
the  designated  CMP  roadway  network 

Transit  service  standards 

•  A  trip  reduction  and  travel  demand  element 
A  land  use  impact  analysis  methodology 

•  A  seven-year  multi-modal  capital  improvement  program 

2.  Development  of  a  common  database  and  method  for  analysis  of  impacts  of  local  land 
use  decisions  on  the  CMP  network. 

3.  Designation  of  a  Congestion  Management  Agency  for  the  county. 
Changes  to  Transportation  Fund  Programming 

The  CMP  legislation  included  the  creation  of  new  funding  sources,  as  well  as  changes  to 
existing  fund  programming  mechanisms,  tied  to  implementation  of  CMP  requirements.  The 
Authority,  at  the  local  level,  and  the  Metropolitan  Transportation  Commission  (MTC)  at  the 
regional  level  have  been  empowered  to  make  CMP  conformance  determinations  affecting 
funding  eligibility.  Annually  the  Authority  must  make  a  finding  of  conformance  with  the 
CMP.  The  conformance  finding  affects  the  City's  eligibility  for  the  following  funding 
sources:  State  Fuel  Tax  increment  and  Flexible  Congestion  Relief  (about  $25.6  million/year), 
Traffic  System  Management  program,  State  Rail  Bond  Propositions  108  (about  $174  million) 
and  116  (about  $35  million)  and  Federal  Surface  Transportation  Program  and  Federal 
Congestion  Management  and  Air  Quality  program  (about  $1 1.4  million/year). 

Relationship  to  Ongoing  Planning  and  Programming  Efforts 

Congestion  management  programs  are  a  component  of  a  larger  set  of  ongoing  transportation 
planning  and  programming  efforts  at  the  local  and  regional  levels,  including  the  Regional 
Transportation  Plan  (RTP),  the  Regional  Transportation  Improvement  Program  (RTIP),  the 
City's  General  Plan,  and  air  quality  attainment  plans. 

CONGESTION  MANAGEMENT  IN  SAN  FRANCISCO 

The  main  impetus  for  the  CMP  legislation  derives  from  worsening  suburban  transportation 
conditions,  caused  by  land  use  patterns  that  perpetuate  over-reliance  on  the  private 
automobile.  Although  land  redevelopment  opportunities  exist,  San  Francisco  is  essentially  a 
built  out  city,  with  an  extensive  transit  network  and  long  standing  policies  and  programs  to 
encourage  a  balanced  and  truly  multi-modal  transportation  system.  It  is  therefore  necessary 
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to,  within  the  constraints  of  State  law,  reinterpret  congestion  management  -goals  and 
requirements  so  that  they  work  for  San  Francisco. 

If  we  rethink  congestion  management  as  maximizing  people  throughput,  that  is,  if  we  re- 
interpret congestion  management  requirements  as  an  opportunity  to  improve  overall  mobility 
in  the  city,  then  we  have  opportunities  to  capitalize  on  the  city's  significant  supply  of  transit 
services,  and  on  its  relatively  pedestrian-friendly  environment.  In  this  regard,  the  current 
CMP  legislation's  rigid  focus  on  vehicular  congestion  as  the  only  measure  of  performance  of 
the  transportation  system  is  a  major  stumbling  block.  Congestion  Management  Program 
activities  for  the  next  two  fiscal  years  will  include  the  identification  of  issues  such  as  this 
one,  which  can  be  pursued  as  part  of  the  Authority's  agenda  for  legislative  change. 

The  City's  Congestion  Management  Track  Record 

San  Francisco  has  had  considerable  success  in  managing  travel  demand,  especially  with 
respect  to  control  of  automobile  access  to  the  downtown  area  during  peak  commute  times. 
Transportation  demand  management  and  land  use  regulation  measures  have  been  in  place 
over  the  last  fifteen  years  and  have  allowed  major  growth  in  downtown  trip-making  without 
significant  deterioration  in  operating  conditions  (or  traffic  levels  of  service)  for  downtown 
streets. 

This  success  is  the  result  of  the  combined  application  of  several  major  policies,  in  particular: 

parking  pricing  and  supply  policies  which  discourage  driving  into  downtown; 

transit  service  investment  policies  to  provide  and  maintain  local  travel  options  that  are 

truly  competitive  with  the  private  automobile;  and 

land  development  policies  that  gave  transportation  system  investments  a  chance  to  keep 
pace  with  the  growth  in  trip-making. 

The  city's  winning  strategy  was  a  truly  multi-modal  transportation  strategy,  which  allowed 
each  travel  market  to  be  served  by  the  transportation  modes  best  suited  for  it. 

Future  Strategies 

Maintaining  travel  options  is  an  essential  strategy  not  just  to  prevent  a  worsening  of 
congestion  but  also  to  improve  mobility  for  San  Francisco  travelers.  Enriching  the  city's 
inventory  of  available  transportation  options  will  be  a  key  strategy  for  congestion 
management  in  San  Francisco. 

Maintaining  transit  service  levels  is  essential  to  ensure  that  transit  remains  a  viable  option  to 
the  private  automobile,  but  there  are  significant  travel  markets  within  the  city  which  are  oniy 
marginally  suited  for  transit  service  and  cannot  be  captured  by  transit  without  major 
operating  expense.  Other  trips  simply  cannot  be  attracted  to  transit.  Ridesharing  (carpooling) 
strategies  and  non-traditional  transit  options  (zonal  express  bus  service,  demand  responsive, 
etc.)  may  need  to  be  explored  as  alternatives  to  drive-alone  in  some  of  these  cases. 

Whereas  the  program's  primary  emphasis  on  transit  reinvestment,  with  new  service  proposed 
in  redeveloping  areas,  is  not  in  question,  street  and  roadway  reinvestment  will  not  be 
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neglected.  Particular  attention  will  be  paid  to  projects  that  improve  the  operating  efficiency 
of  the  existing  system,  such  as  interconnection  of  traffic  signals  to  improve  vehicular  traffic 
flow,  or  signal  pre-emption  to  improve  the  operating  speed  and  reliability  of  transit  vehicles. 
These  projects  will  be  necessary  not  only  to  ensure  that  the  current  level  of  congestion  does 
not  worsen,  but  also  to  improve  overall  mobility,  and  help  transit  re-gain  operating  speed  and 
retain  its  market  share.  Table  S-l  lists  major  CMP  milestones  through  the  next  fiscal  year. 

Strategic  Analysis  Reports 

Congestion  management  activities  during  the  next  two  fiscal  years  will  include  the 
development  of  Strategic  Analysis  Reports  (SARs).  These  will  be  policy-level  thought 
pieces  aimed  at  facilitating  policy-making  relative  to  congestion  management  by  describing 
systemic  congestion,  and  analyzing  likely  transportation  outcomes  taking  into  account  factors 
such  as  transportation  investment  decisions,  and  transit  funding  and  service  policies.  SARs 
will  be  action-oriented  documents  to  be  used,  for  instance,  to  systematically  identify  potential 
travel  markets,  such  as  those  described  above,  matching  them  with  transportation  options 
most  likely  to  effectively  serve  them,  and  estimating  their  potential  impact  in  alleviating 
congestion  levels.  SARs  could  be  developed  on  topics  as  wide-ranging  as  the  congestion 
reduction  potential  of  parking  supply  and  pricing  policies;  alternative  ways  to  measure 
congestion  relief  and  mobility  benefits  for  city  residents,  and  the  potential  congestion 
management  implications  of  implementation  of  the  Americans  with  Disabilities  Act.  The 
number  of  SARs  to  be  developed  over  the  next  two  fiscal  years  will  depend  on  the  need  for 
information  to  support  policy-making,  and  on  the  level  of  effort  required  by  the  complexity 
of  the  topics  chosen. 

CONGESTION  MANAGEMENT  AGENCY 

The  San  Francisco  County  Transportation  Authority 

The  Authority  is  a  special-purpose  government  agency,  created  on  November  7,  1989,  when 
San  Francisco  voters  approved  Proposition  B.  The  Authority  is  responsible  for  the 
administration  and  strategic  prioritization  and  programming  of  the  local  sales  tax  revenues 
generated  by  Proposition  B  for  transportation  projects  and  services.  The  Authority  Board  of 
Directors  consists  of  the  eleven  members  of  the  San  Francisco  Board  of  Supervisors,  acting 
as  Commissioners. 

On  November  6,  1990,  the  Board  of  Supervisors  designated  the  Authority  as  the  Congestion 
Management  Agency  (CMA)  for  the  County.  In  its  capacity  as  the  CMA  for  San  Francisco, 
the  Authority  has  primary'  responsibilities  in  the  following  areas: 

Development  and  adoption  of  the  biennial  CMP  document  and  related 
implementation  guidance. 

Monitoring  of  City  agencies'  compliance  with  CMP  requirements. 
•        Programming  of  various  federal  and  state  transportation  funds,  and 

Policy  input  into  the  regional  transportation  planning  and  programming  process. 
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In  addition,  acting  as  the  CMA,  the  Authority  plays  a  key  role  in  evaluating  and  providing 
guidance  on  major  local  transportation  projects  and  policies  which  may  affect  compliance 
with  congestion  management  requirements  or  attainment  of  CMP  standards.  * 

Implications  of  the  Board's  Multiple  Roles 

Policy  decisions  made  by  the  Board  of  Supervisors  may  have  negative  congestion 
management  impacts  and  place  the  Authority  Board,  as  CMA,  in  a  position  to  find  the  City  in 
non-conformance  with  the  CMP.  A  finding  of  non-conformance  has  significant  implications 
for  funding  of  transportation  programs  in  the  city.  This  may  in  turn  pose  difficult  Proposition 
B  funding  choices  for  the  Authority  Board. 

To  minimize  the  potential  for  conflict,  the  Authority  cannot  limit  its  role  to  just  monitoring 
CMP  conformance  after  the  fact,  and  must  instead  take  a  proactive  role  to  serve  as  a  resource 
in  analyzing  the  potential  congestion  management  implications  of  transportation-related 
actions  or  policies  proposed  for  the  city.  Such  an  approach  will  allow  the  Board  to  better 
shape  policy  outcomes  by  anticipating  potential  problems  as  part  of  its  decision-making 
process  at  a  time  when  policy  options  may  still  be  available,  instead  of  having  to  react  when 
congestion  impacts  reach  crisis  proportions  and  require  hasty  funding  decisions. 

According  to  state  law,  it  is  the  City's  responsibility  to  ensure  that  transportation  projects, 
programs,  and  services  are  put  in  place,  through  its  implementing  departments,  to  maintain 
annual  conformance  with  the  CMP.  In  fulfilling  its  CMA  mandate  the  Authority  must 
function  as  an  independent  agency,  to  be  able  to  objectively  evaluate  CMP  conformance. 
This  dictates  a  special  relationship  with  City  departments  whose  transportation-related 
actions  must  be  assessed  annually  relative  to  congestion  management  impacts.  On  the  other 
hand,  because  of  the  Board's  multiple  roles,  as  described  above,  the  Authority's  approach  is 
to  act  as  a  resource,  maximizing  coordination  with  the  City's  departments  responsible  for 
planning  and  implementation  of  transportation  actions,  so  that  such  actions  may  be  evaluated 
for  congestion  management  impacts  before  they  are  put  in  place.  The  Authority's  Strategic 
Analysis  Reports  (SARs)  will  be  a  key  component  of  that  coordination  function,  which  will 
involve  early  identification  of  potential  congestion  management  problems  and  opportunities, 
fostering  continued  communication  with  implementing  departments,  and  providing  system - 
level  evaluation  of  proposed  actions  where  appropriate. 

Relationship  to  Regional  Planning/Programming  Agencies 

As  the  Congestion  Management  Agency  for  San  Francisco,  the  Authority  plays  a  key  liaison 
role  with  MTC  and  with  the  Bay  Area  Air  Quality  Management  District  (BAAQMD).  The 
Authority  serves  as  the  focal  point  for  local  input  into  MTC's  Regional  Transportation  Plan 
(RTP),  which  establishes  the  overall  vision  for  long-range  transportation  development  and 
funding  in  the  region,  and  the  Regional  Transportation  Improvement  Program  (RTIP). 
Through  its  membership  in  the  Bay  Area  Partnership,  the  Authority  plays  a  key  role  in 
shaping  the  evolution  of  planning  and  programming  processes  affecting  San  Francisco's 
ability  to  capture  transportation  investments  and  preserve  its  economic  vitality. 
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DESCRIPTION  OF  PROGRAM  ELEMENTS 


CMP-DESIGNATED  ROADWAY  NETWORK 

CMP  legislation  requires  that  all  state  highways  (including  freeways)  and  principal  arterials 
be  included  in  the  CMP  network.  Designation  of  facilities  as  part  of  this  network  must  strike 
a  balance  between  the  cost  of  annual  monitoring  of  the  network  according  to  mandated 
methods,  and  the  usefulness  of  the  network  to  track  the  transportation  impacts  of  land 
development  decisions,  as  well  as  to  assess  the  congestion  management  implications  of 
proposed  transportation  actions. 

San  Francisco's  CMP  roadway  network  includes  17  miles  of  freeways  in  the  city,  on 
Interstate  80,  Interstate  280,  and  US  Route  101.  A  total  of  15  miles  of  state  routes  designated 
along  city  streets  are  also  part  of  the  CMP  network,  as  follows: 

•  US  Route  101  -  Richardson  Avenue,  Lombard  Street  west  of  Van  Ness  Avenue,  and 

Van  Ness  between  Lombard  Street  and  Golden  Gate  Avenue; 

•  Route  1  -  Park  Presidio  Boulevard,  19th  Avenue  ,  and  Junipero  Serra  Boulevard 

south  of  1 9th  Avenue; 

•  Route  35  -  Sloat  Boulevard  between  19th  Avenue  and  Skyline  Boulevard  as  well  as 

Skyline  Boulevard. 

In  addition,  the  CMP  network  includes  102  rniies  of  city  arterials.  Figures  E-l  and  E-2  show 
the  complete  CMP-designated  roadway  network,  which  comprises  134  miles  of  roadway 
facilities.  San  Francisco's  CMP  roadway  network  is  consistent  with  the  Metropolitan 
Transportation  System  (MTS),  as  defined  by  the  Metropolitan  Transportation  Commission's 
latest  revisions  to  the  Regional  Transportation  Plan. 

ROADWAY  LEVEL  OF  SERVICE  (LOS)  MONITORING 

The  performance  of  the  CMP  roadway  network  is  measured  against  level  of  service  (LOS) 
standards.  The  LOS  scale  classifies  operating  characteristics  on  roadways  from  A  (free  flow) 
to  F  (bumper-to-bumper).  If  roadway  performance  falls  below  the  standard,  (i.e.,  congestion 
worsens)  actions  must  be  taken  to  restore  or  improve  LOS.  Annually  the  Congestion 
Management  Agency  is  required  to  determine  the  City's  conformance  with  the  CMP, 
including  attainment  of  LOS  standards.  The  San  Francisco  CMP  sets  a  standard  of  "E"  for 
LOS  on  the  designated  CMP  network. 

Improvements  on  the  LOS  scale  ensure  better  travel  conditions  for  motorists,  but  the  LOS 
scale  does  not  take  into  account  the  people  throughput  potential  of  a  roadway,  just  the  car 
throughput.  San  Francisco  faces  a  double  challenge  on  this  issue:  on  the  one  hand  the  City 
must  comply  with  the  LOS  requirements  and  prevent  LOS  conditions  from  deteriorating 
below  the  set  standards;  on  the  other  hand,  it  must  strive  to  identify  a  performance 
measurement  method  that  reflects  San  Francisco's  transportation  realities  more  appropriately 
than  LOS. 
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Over  the  next  decade,  the  performance  measurement  method  will  play  an  increasingly 
significant  role  in  San  Francisco's  congestion  management  efforts  as  the  City  undertakes  or 
proceeds  with  the  construction  of  a  number  of  significant  transportation  projects,  such  as  the 
Embarcadero  Roadway,  the  Terminal  Separator  Structure,  and  the  MUNI  Metro  Turnback. 
Mitigation  of  congestion  impacts  and  analysis  of  deficiencies  will  require  significant 
coordination  between  City  departments  and  the  Authority,  to  ensure  continued  conformance 
with  CMP  requirements. 

Annual  LOS  monitoring  on  the  entire  CMP  network  is  performed  by  the  Department  on  . 
Parking  and  Traffic  (DPT)  using  Federal  planning  funds  available  through  the  Authority. 
The  methodology  used  for  monitoring  LOS  on  San  Francisco's  CMP  network  follows  the 
specifications  detailed  in  the  Highway  Capacity  Manual.  All  freeways  and  arterials  in  the 
network  are  monitored  using  a  floating  car  technique,  which  allows  determination  of  LOS  on 
the  basis  of  average  operating  speed.  For  this  purpose  the  entire  CMP  network  is  divided 
into  89  segments. 

The  law  exempts  from  monitoring  all  CMP  network  segments  which  were  already  operating 
at  LOS  F  at  the  time  of  baseline  monitoring  conducted  in  connection  with  the  development  of 
the  first  CMP  in  1991. 

Development  of  the  1993  CMP  included  a  comprehensive  effort  to  document  the  criteria 
used  in  1991  to  establish  the  initial  segmentation  of  the  CMP  roadway  network  in  San 
Francisco,  including  freeway  facilities.  Five  criteria  were  identified  as  major  determinants  of 
segment  limits  for  the  city  arterials  in  the  CMP:  predominant  development  pattern  (including 
factors  such  as  number  of  driveways,  institutional  users,  etc.),  changes  in  speed  limits,  major 
cross  streets,  significant  changes  in  traffic  volumes,  and  occurrence  of  freeway  ramps. 
Changes  were  introduced  in  the  segmentation  of  18  arterials  in  the  network.  By  better 
reflecting  local  conditions  these  new  segments  increase  the  reliability  and  explanatory  power 
of  LOS  measurements  on  the  network. 

LOS  monitoring  for  the  current  conformance  determination  cycle  was  performed  during  July 
and  August  1993.  In  addition  to  arterial  segments  already  identified  at  LOS  F  during  the 
1991  monitoring,  the  1993  monitoring  identified  only  one  arterial  segment,  on  Clay  St. 
(between  Keamy  and  Davis)  operating  at  LOS  F  during  the  AM  peak.  During  the  PM  peak 
there  were  no  new  segments  identified  at  LOS  F.  In  order  to  corroborate  these  results,  and  to 
determine  the  contribution  of  regional  trips  to  this  LOS  F  measurement,  the  segment  on  Clay 
Street  will  be  monitored  every  four  months  until  April  1994.  If  the  segment  is  found  to  be 
deficient  during  the  April  monitoring,  the  City  will  be  required  to  prepare  and  implement  a 
deficiency  plan. 

In  general,  the  1993  monitoring  showed  some  improvement  in  overall  traffic  conditions  over 
the  entire  arterial  network.  There  are  many  possible  factors  contributing  to  explain  this 
change,  particularly  the  downturn  in  the  California  economy,  which  has  manifested  itself  in  a 
the  decline  in  the  total  number  of  jobs  in  San  Francisco  and  in  the  region,  as  well  as  a 
slowing  down  of  commercial  activity  in  the  city.  Improvements  and  standardization  in  the 
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speed  measurement  technique  introduced  during  1993  may  also  account  for  some  of  the 
differences  in  LOS  measurements  from  1991.  The  freeways  show  no  significant  change. 

In  addir.cr,  ::  average  speed  measuremerr-i .  during  fiscal  year  1993-94  the  Authority  will  be 
exploring  with  the  Department  of  Parking  and  Traffic  the  possibility  of  systematizing 
existing  measurements  of  arterial  traffic  volumes  by  tube  counts  (mechanical  counters)  so 
that  they  can  provide  additional  data  at  regular  intervals.  Although  not  acceptable  for  CMP 
conformance  determination  purposes,  arterial  volume  counts  can  be  used  to  monitor  the 
progress  of  congestion  management  actions  between  annual  LOS  measurements. 

TRANSIT  SERVICE  STANDARDS 

The  CMP  legislation  mandates  the  establishment  of  standards  for  frequency,  routing 
(geographic  coverage)  and  coordination  of  transit  services.  The  transit  standards  are  intended 
to  work  in  concert  with  roadway  LOS  standards  and  trip  reduction  components  of  the 
Congestion  Management  Program,  to  achieve  improvements  in  congestion  conditions  and  air 
quality.  However,  the  legislation  does  not  provide  a  clear  link  between  funding  for  transit 
operations  and  CMP  requirements. 

In  a  densely  built  up  urban  setting  like  San  Francisco,  transit  plays  a  substantive  role  in 
enhancing  individual  mobility,  creating  opportunities  to  develop  highly  integrated  congestion 
management  strategies.  In  addition,  the  jurisdictional  authority  of  the  City  over  its  mam 
local  transit  provider  (MUNI)  makes  it  possible  to  expect  a  closer  link  between  transit  service 
policy  decisions  and  congestion  management  outcomes. 

Although  the  legislative  intent  is  clearly  to  encourage  the  use  of  alternatives  to  traveling  by 
single-occupant  automobile,  lack  of  additional  funding  for  transit  operations  dictates  a 
cautious  approach  to  determining  the  degree  to  which  congestion  mitigation  will  be 
dependent  on  expansion  of  traditional  fixed-route  transit  service,  particularly  in  light  of  the 
City's  current  fiscal  crisis,  which  may  trigger  MUNI  service  cuts.  Other  alternatives  for 
improving  mobility  and  addressing  congestion  are  addressed  as  part  of  the  Tnp  Reduction 
Element. 

The  1993  CMP  establishes  transit  service  standards  for  all  operators  serving  the  city, 
including  MUNI,  BART,  AC  Transit,  SamTrans  and  Golden  Gate  Transit.  Standards  differ 
among  operators  due  to  variations  in  service  goals  and  financial  ability,  as  reflected  in  each 
short  range  transit  plan.  The  standards  also  vary  depending  on  the  time  of  day  and  between 
weekdays  and  week  ends,  to  reflect  the  change  in  demand. 

TRIP  REDUCTION  ELEMENT 

Tne  Trip  Reduction  and  Travel  Demand  Element  is  a  key  feature  of  the  CMP  legislation. 
Tne  trip  reduction  element  mandates  the  establishment  of  local  policy  (i.e.,  trip  reduction 
ordinances)  coordinated  at  the  subregional  (county)  level,  explicitly  aimed  at  curbing 
congestion  by  promoting  major  changes  in  trip-making  behavior  affecting  both  the  nature  of 
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travel  (as  in  staggered  work  hours),  as  well  as  the  choice  of  travel  mode  (as  in  transit  and 
shared  rides  instead  of  solo  driving). 

City  Policies 

Over  the  last  two  decades  the  City  has  adopted  a  variety  of  policies  designed  to  discourage 
travel  by  single-occupant  automobile  and  promote  other  transportation  alternatives.  As  a 
result  the  City  was  able  to  accommodate  unprecedented  growth  in  travel  demand  without 
significantly  increasing  investment  in  highway  and  street  capacity  expansion.  In  1973,  the 
City  adopted  a  policy  giving  priority  to  transit  vehicles  on  certain  "transit  streets".  Over  the 
next  twenty  years  this  action  evolved  into  a  set  of  strategies  and  policies  known  collectively 
as  the  City's  "Transit  First  Policy" .  Transit  First  is  San  Francisco's  pioneering  and 
comprehensive  response  to  the  need  for  trip  reduction  and  travel  demand  management.  The 
City's  Transit  First  Policy  is  documented  in  three  different  sources:  the  Transportation 
Element  of  the  City's  General  Plan;  the  Planning  Code;  and  other  City  ordinances. 

The  policies  and  objectives  of  the  General  Plan  that  focus  on  transit-oriented  solutions  to  the 
growth  in  transportation  demand  include  support  for  the  development  of  an  extensive 
regional  network  of  rail  transit  facilities,  priority  for  the  improvement  of  transit  services 
through  various  means,  such  as  the  Transit  Preferential  Street  program,  discouragement  of 
long  term  institutional  parking  in  favor  of  short-term  parking,  and  support  for  the  provision 
of  safe  pedestrian  and  bicycle  facilities. 

Existing  City  ordinances  affecting  trip  reduction  include  the  Planning  Code,  which  regulates 
the  supply  and  rate  structure  of  the  city's  parking  inventory,  and  establishes  the  requirement 
for  Transportation  Management  Programs  and  Transportation  Brokerage  Services  for  office 
buildings  in  the  greater  downtown  area.  In  addition,  the  Downtown  Transit  Impact 
Development  Fee  ordinance,  enacted  in  1981,  requires  a  S5  fee  per  square  foot  from  all  new 
or  converted  office  spaces  in  the  downtown  area.  The  revenues  help  to  defray  the  cost  of 
providing  transit  services  to  accommodate  the  trips  generated  as  a  direct  result  of  the 
additional  office  space  over  its  useful  life.  In  ten  years  of  implementation,  the  fee  has 
generated  approximately  S71  million. 

Housing  and  Employment  Balance 

During  the  1980-1989  period  about  14,100  new  jobs  and  12,250  net  new  residential  units 
were  created  in  the  City,  for  a  ratio  of  about  87  net  new  housing  units  built  for  every  100  new 
jobs  created  during  this  period.  This  is  a  significant  improvement  in  the  balance  between 
jobs  created  and  housing  supply  compared  to  the  previous  decade,  when  only  about  1 1  net 
new  housing  units  were  built  for  each  100  new  jobs. 

City  policy  also  promotes  new  housing  in  conjunction  with  new  developments.  Section 
313.3  of  the  Planning  Code  imposes  housing  requirements  for  downtown  buildings  with 
more  than  25,000  square  feet  of  office  space,  including  a  specific  percentage  to  be  allocated 
for  low  or  moderate  income  housing.  Rezoning  activities  undertaken  in  the  city  during  the 
1980's  have  also  actively  promoted  new  residential  development. 
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Regulation  13,  Rule  1  (3AAQMD)  -  San  Francisco's  Demonstration  of  Compliance 

Implementation  of  air  quality  mandates  in  the  Bay  Area  is  the  purview  of  the  Bay  Area  Air 
Quality  Management  District  (BAAQMD).  Under  Rule  1  of  the  BAAQMD's  Regulation  13, 
adopted  in  December  1992,  Bay  Area  employers  with  100  or  more  employees  at  a  single 
work  site  must  develop  programs  that  encourage  employees  to  use  alternative  modes  of 
transportation,  such  as  transit,  carpooling,  biking,  or  walking,  to  reduce  drive-alone 
commuting.  The  Rule  established  average  vehicle  ridership  (AVR)  standards  for  the  region 
based  on  the  relative  density  of  development  and  level  of  available  transit  service  in  each 
subregion.  For  San  Francisco,  the  1999  AVR  goal  was  set  at  2.5  commuters  per  private 
vehicle  for  the  Northeast  Quadrant,  including  downtown;  and  1.5  for  the  rest  of  the  city.  In 
an  effort  to  provide  some  flexibility  to  cities  that  have  invested  in  transportation  alternatives 
in  the  past,  the  BAAQMD  included  a  provision  allowing  a  jurisdiction  to  demonstrate  that 
the  1999  AVR  goals  are  currently  met  for  all  affected  work  sites  within  its  geographic  area. 
In  1992  the  Authority,  in  conjunction  with  the  Public  Utilities  Commission  (PUC)  funded 
two  citywide  travel  behavior  surveys,  one  focused  on  randomly  selected  work  sites,  and  the 
other  one  centered  on  visitor  travel  behavior.  Both  surveys  were  conducted  by  the 
Department  of  City  Planning.  The  worktrip  survey  determined  that,  on  average,  San 
Francisco  businesses  already  exceed  the  BAAQMD's  standards  for  1999,  a  finding  that 
clearly  reflects  the  City's  commitment  to  transit  investment  over  many  decades.  In  light  of 
the  survey's  results  the  BAAQMD  determined  that  work  sites  located  in  San  Francisco  will 
not  be  subject  to  Rule  1  through  1995,  when  a  new  demonstration  of  compliance  will  be 
required. 

LAND  USE  ANALYSIS  PROGRAM 

The  intent  of  the  legislative  requirement  for  a  CMP -based  land  use  analysis  program  is  to 
establish  a  direct  connection  between  land  development  decisions  and  proposed 
improvements  to  the  regional  transportation  system.  The  land  use  analysis  program  for  San 
Francisco  is  focused  on  strategically  assessing  the  cumulative  impacts  of  land  development 
proposals  on  the  viability  of  the  designated  CMP  network.  This  also  includes  the  evaluation 
of  impacts  that  cross  county  lines,  affecting  congestion  management  efforts  by  other 
congestion  management  agencies  in  the  region.  The  analysis  performed  as  part  of  this 
element  informs  the  transportation  investment  recommendations  in  the  Capital  Improvements 
Program,  and  it  identifies  areas  of  the  transportation  network  where  existing  deficiencies  are 
likely  to  worsen  or  where  new  deficiencies  are  expected  to  materialize.  This  program  is  not 
intended  to  replace  the  exacting  local-level  analysis  process  currently  in  force.  Rather,  it  uses 
local  analysis  data  as  an  input  into  the  system-level  evaluation  of  subregional  impacts.  In  the 
same  vein,  the  program  is  not  intended  to  add  a  new  layer  of  complexity  to  the  land 
development  review  process  in  the  city;  instead,  it  takes  advantage  of  information  already 
available,  for  the  most  part,  through  the  local  and  regional  analysis  processes,  but  it  analyzes 
it  from  a  different  perspective. 

A  central  goal  of  the  CMP's  land  use  analysis  program  is  to  provide  periodic  input  into  the 
CMP's  Capital  Improvement  Program  (CLP).  This  input  is  essential  to  the  effectiveness  of 
the  CMP  because  it  complements  the  long-range  policy  framework  established  by  the 
General  Plan,  and  allows  informed  prioritization  of  transportation  investments  in  the  short 
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and  medium  term.  CMP  requirements  are  not  expected  to  change  the  City's  existing 
governmental  structure  for  land  use  decision-making.  The  institutional  roles  of  the  City 
Planning  Commission  and  Board  of  Supervisors  remain  unaffected. 

To  ensure  compliance  with  state  and  federal  mandates  regarding  congestion  management,  the 
Authority  must  develop  and  adopt  a  methodology  for  analysis  of  impacts  of  land  use 
decisions  on  the  regional  transportation  network.  This  method  will  be  a  refinement  of  the 
current  process  used  by  the  City,  and  it  should  build  as  far  as  possible  on  existing  resources 
and  data.  It  is  important  to  emphasize  that  this  methodology  must  be  developed  to  satisfy 
CMP  analysis  requirements  only.  It  is  expected  that  the  City  will  give  due  consideration  to 
the  results  of  CMP-generated  analyses  of  transportation  impacts;  however,  as  established  in 
state  law,  the  City  retains  its  full  jurisdiction  over  the  land  development  approval  process. 

During  the  rest  of  fiscal  year  1993-4  the  Authority  will  work,  in  coordination  with  city 
departments,  to  develop  and  adopt  the  land  use  analysis  methodology  and  guidelines  to  be 
followed  for  CMP -related  analysis,  including  any  needed  modifications  to  the  current  land 
use  analysis  process.  The  range  of  possible  options  for  these  modifications  is  closely  linked 
to  the  decisions  regarding  development  of  a  travel  demand  methodology  and  database  to 
permit  forecasting  of  transportation  impacts  given  different  land  use  assumptions.  The  new 
methodology  and  guidelines  for  land  use  impacts  analysis  will  be  finalized  by  December 
1994,  and  adopted  by  the  Authority  Board  by  February  1995.  Until  then  the  current  local 
land  use  analysis  process  will  be  used  as  the  interim  land  use  analysis  approach  for  CMP 
purposes. 

CAPITAL  IMPROVEMENT  PROGRAM  (CIP) 

The  CMP  legislation  was  formulated  around  a  relatively  simple  concept:  future 
transportation  needs  would  be  estimated  through  the  land  use  analysis  program,  curbed  to 
some  degree  through  actions  in  the  trip  reduction  element,  and  otherwise  addressed  through  a 
fund  programming  mechanism  to  supply  new  transportation  projects  and  services.  That 
mechanism  is  the  Capital  Improvements  Program  (CIP),  which  ensures  the  steady  supply  of 
transportation  improvements  needed  to  at  the  same  time  accommodate  land  development  and 
prevent  congestion  from  worsening.  The  legislation  defines  the  CIP  as  a  seven-year 
program.  This  makes  it  into  a  medium-range  programming  tool,  clearly  not  intended  to 
replace  long-range  plans,  but  rather  to  provide  a  vehicle  for  implementation  of  improvements 
consistent  with  long-range  policies.  The  CIP  is  intended  to  address  future  problems 
anticipated  through  land  use  impacts  analysis,  rather  than  to  react  to  problems  already 
observed. 

Coordination  between  the  CMP  and  the  updates  of  various  other  planning  documents  such  as 
the  Transportation  Element  of  the  City  General  Plan,  transit  operators  Short  Range  Transit 
Plans,  and  the  5-year  departmental  plans  for  Proposition  B  funds,  will  enhance  the 
effectiveness  of  the  CIP  as  a  strategic  programming  tool,  and  contribute  to  the  overall  success 
of  the  CMP.  Coordination  is  indispensable  because  inclusion  in  the  CMP's  Capital 
Improvements  Program  is  now  the  key  to  State/Federal  funding  eligibility  for  transportation 
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projects.  The  CP  is  therefore  the  primary  vehicle  to  fund  implementation  of  transportation 
policies  contained  in  the  City's  General  Plan. 

Coordination  with  the  Authority's  Strategic  Plan,  which  provides  local  matching  funds  for  a 
majority  of  San  Francisco's  transportation  projects,  is  one  of  the  key  factors  in  detennining 
which  projects  are  incorporated  into  the  CIP.  This  ensures  that  CEP  projects  will  be 
financially  viable,  and  it  reinforces  and  supports  the  funding  policy  choices  made  as  part  of 
the  Strategic  Plan. 

The  seven-year  period  covered  by  the  1993  San  Francisco  CMP  includes  transit  and  roadway 
improvements  programmed  as  part  of  the  1993  and  1995  (Federal)  Transportation 
Improvement  Program  (TIP)  for  the  Bay  Area  (MTC,  September  23,  1992),  including 
Surface  Transportation  Program  (STP),  and  Congestion  Mitigation  and  Air  Quality  Program 
(CMAQ).  No  funds  were  recommended  for  funding  under  the  1994  State  Transportation 
Improvement  Program  (STIP)  due  to  the  decision  by  the  California  Transportation 
Commission  not  to  program  any  funds  for  the  SUP  this  year. 

San  Francisco's  program  is  truly  multi-modal.  Of  a  total  of  S27  million  included  in  the  1993 
TP,  about  $22  million  were  programmed  for  transit  and  pedestrian  projects,  and  about  $5 
million  to  roadways.  Similarly,  of  a  total  of  $40  million  recommended  for  programming  in 
the  1995  TP,  $  33  million  is  for  transit,  bicycle,  pedestrian,  and  freight  projects,  and  about 
$7  million  for  roadways.  It  should  be  noted  that  the  1991  and  1993  CMPs  have  programmed 
about  56.6  million  to  improve  freight  access  to  the  port  of  San  Francisco,  thus  lessening  the 
impacts  of  truck  traffic  on  the  CMP  network. 

The  CP  also  includes  $577,000  for  projects  funded  under  the  AB  434  (Vehicle  Registration 
Fee)  program.  These  funds  are  devoted  to  projects  that  improve  air  quality.  The  1993  list 
includes  a  significant  commitment  to  projects  involving  use  of  alternative  fuels. 

DEFICIENCY  PLANS 

The  provision  for  deficiency  plans  is  intended  to  work  in  conjunction  with  the  requirement 
for  annual  monitoring  of  levels  of  service  (LOS)  on  the  designated  CMP  roadway  network. 
In  order  to  make  its  annual  finding  of  conformance  with  the  CMP,  the  Congestion 
Management  Agency  (CMA)  must  first  ascertain  that  the  LOS  standard  is  not  being  violated. 
If,  however,  the  results  of  monitoring  on  a  CMP  roadway  segment  show  that  LOS  has  fallen 
below  the  established  standard,  the  CMA  can  still  make  a  finding  of  conformance  with  the 
CMP  if  the  local  jurisdiction  designates  the  roadway  segment  as  deficient  and  develops  a 
deficiency  plan  for  it. 

In  order  to  make  deficiency  plans  effective  for  San  Francisco,  they  should  be 

effective:  linked  to  some  evaluation  method  or  periodic  monitoring  of  their 
efficacy,  and  designed  to  address  congestion  at  a  scale  commensurate  with  the 
magnitude  of  the  problem;  and 
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•  infrequent:  used  only  to  address  contingencies,  i.e.,  truly  unforeseen  events, 
rather  than  to  replace  medium  or  long-range  planning,  or  to  circumvent  CMP 
programming  that  occurs  through  the  Capital  Improvements  Program. 

There  is  a  close  connection  between  projects  proposed  as  part  of  the  CMP's  Capital 
Improvements  Program  and  actions  included  in  deficiency  plans.  Because  deficiency  plan 
actions  must  be  taken  from  the  list  developed  by  the  Air  Quality  Management  District,  which 
de-emphasizes  roadway-based  solutions,  deficiency  plans  are  likely  to  include  mostly  transit 
or  travel  demand  management  (TDM)  types  of  measures. 

San  Francisco's  congestion  management  program  is  designed  to  be  forward-looking  and 
systematic  in  its  treatment  of  current  and  anticipated  congestion  problems  on  the  CMP 
network.  This  can  be  achieved,  as  intended  in  the  legislation,  through  effective  coordination 
of  land  use  impacts  analysis  activities  with  decisions  regarding  prioritization  of 
improvements  proposed  as  part  of  the  Capital  Improvements  Program.  In  addition,  the 
Authority's  Strategic  Analysis  Report  (SARs)  will  be  used  as  a  vehicle  for  identifying 
anticipated  deficiencies.  Actions  (particularly  transit  and  other  operational  improvements) 
identified  as  part  of  deficiency  plans  will  be  consistent  with  the  general  funding  policy 
direction  in  the  Capital  Improvements  Program. 

Deficiency  Plan  guidelines  will  be  developed  and  adopted  by  the  Authority  by  March  1995, 
with  input  from  City  Departments.  The  guidelines  will  provide  detailed  direction  about  the 
required  contents  of  deficiency  plan  documents,  as  well  as  establish  timelines  for  submittal 
and  approval,  and  standards  for  evaluation  of  the  mitigation  measures  proposed.  Preparation 
of  the  deficiency  plan  reports  will  be  the  responsibility  of  the  City  through  its  departments. 

Development  of  deficiency  plan  procedures  will  emphasize  maximum  utilization  of  current 
mechanisms  for  assessment  of  development  impact  mitigation  measures.  Tne  Authority  will 
work  with  the  Department  of  City  Planning  on  this  topic.  However,  there  are  differences 
between  the  mitigation  assessment  process  associated  with  development  proposals  and  the 
deficiency  plan  process.  Pursuant  to  state  law,  deficiencies  on  the  CMP  network  must  be 
addressed  by  the  City,  regardless  of  whether  they  can  be  linked  to  a  specific  development  or 
not.  The  Authority  will  therefore  seek  input  from  implementing  Departments,  particularly 
MUNI,  the  Department  of  Parking  and  Traffic,  and  the  Department  of  Public  Works,  to 
ensure  that  the  guidelines  result  in  a  process  that  leads  to  expeditious  implementation  of 
deficiency  plan  actions. 

TRAVEL  DEMAND  METHODOLOGY  AND  UNIFORM  DATABASE 
A  methodology  and  guidelines  for  travel  demand  forecasting  will  be  developed  by  the 
Authority  during  fiscal  year  1993-4.  The  process  for  methodology  development  will  include 
an  evaluation  of  current  software  options  available  for  computerized  travel  demand 
modeling.  This  evaluation  will  be  part  of  a  larger  exploration  of  feasible  methods  to  obtain 
travel  demand  forecasts  to  suit  San  Francisco's  CMP  process  and  other  related  data  needs. 
The  potential  uses  and  limitations  of  continuing  to  rely  on  MTC's  regional  model  will  also  be 
considered,  as  an  option  to  developing  an  entirely  new  model  for  San  Francisco. 
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Complex  computerized  travel  demand  models  can  only  be  built  at  great  expense,  and  require 
major  commitment  of  resources  to  maintain  and  update  them.  Computerized  models  have 
traditionally  not  performed  reliably  enough  when  it  comes  to  predicting  ridership  on 
alternative  transportation  modes,  particularly  bus  transit  or  pedestrian  trips,  but  this  is  also 
true  for  automobile-based  trips  such  as  carpools  and  vanpools,  which  tend  to  exhibit 
characteristics  different  from  single-occupant  automobile  trips.  The  level  of  investment  in  a 
computerized  model  must  be  weighed  against  its  ability  to  deliver,  with  more  than  marginal 
reliability,  the  types  of  data  that  would  be  meaningful  for  the  strategic  analysis  purposes  of 
the  San  Francisco  CMP. 

Another  significant  consideration  is  the  accuracy  of  the  database  used  in  the  travel  demand 
forecasting  process.  The  explanatory  power  of  a  computerized  model  will  only  be  a 
reflection  of  the  quality  of  the  underlying  database.  A  sketchy  database  will  ensure  unreliable 
results,  particularly  if  it  is  not  kept  up  to  date.  Database  upkeep  can  be  a  major  associated 
expense,  but  costs  can  be  mitigated  by  building  reporting  requirements  into  existing 
development  impact  guidelines  and  other  land  use  and  demographic  analysis  procedures.  In 
developing  a  database  for  analysis  of  impacts,  the  Authority  will  maximize  utilization  of 
already  existing  information,  and  will  emphasize  coordination  with  City  departments  so  that 
data  collection  efforts  undertaken  for  special  purposes,  such  as  the  1995  travel  behavior 
survey  to  demonstrate  air  quality  compliance,  are  designed  to  provide  information  useful  to 
the  travel  demand  forecasting  process,  as  well. 

The  methodology  and  guidelines  for  travel  demand  forecasting  will  be  finalized  by  June 
1994,  and  adopted  by  the  Authority  Board  in  August  1994.  In  the  meantime,  the  current 
transportation  impacts  analysis  methods  will  be  used  as  the  interim  approach  for  CMP 
purposes,  complemented  by  special  analyses,  as  appropriate. 

ENVIRONMENTAL  DOCUMENTATION 

In  compliance  with  State  and  Federal  requirements,  the  Authority  through  an  initial 
evaluation,  determined  that  the  1993  CMP  could  not  have  a  significant  impact  on  the 
environment.  A  Preliminary  Negative  Declaration  was  prepared,  duly  noticed,  and  circulated 
widely  for  comment  to  all  affected  State  and  local  agencies  and  interested  parties.  On 
October  13,  1993  the  Authority  held  a  public  hearing  on  the  Draft  1993  CMP  and  its 
Preliminary  Negative  Declaration.  The  public  comment  period  remained  open  until  October 
20.  No  comments  were  received  on  the  Preliminary  Negative  Declaration.  The  final 
Negative  Declaration  was  certified  by  the  Authority  Board  after  the  close  of  the  public 
hearing  at  its  meeting  on  November  22,  1993. 
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Table  S-l 

San  Francisco  Congestion  Management  Program 
Key  CMA  Milestones  for  Fiscal  Years  1993-4  and  1994-5 


Timeline          CMA  Milestone 

December  93 

Annual  Conformance  Finding  by  the  Authority  Board 

April  94 

Verification  of  LOS  F  Segments  and  Deficiency  Plan  Notification 
to  the  City 

May  94 

Travel  Demand  Analysis:  Methodology  Phase  1 

May  94 

LOS  Monitoring:  Recommended  Approach  to  the  Use  of  Existing  Data 

June  94 

Proposed  Changes  to  the  CMP  Network 

July  94 

Uniform  Database:  Recommended  Approach 

July  94 

Proposed  CMP  Network  Segmentation  Changes 

July  94 

Deficiency  Plans  Due 

August  94 

Deficiency  Plans:  Comments  to  City  Departments  on  Plans  Submitted  in 
July  94 

September  94 

Travel  Demand  Analysis:  Draft  Methodology  and  Guidelines 

September  94 

Deficiency  Plans  Approved  by  the  Authority  Board 

October  94 

Annual  CMP  Conformance  Finding  by  the  Authority  Board 

After 

September  94 

Deficiency  Plans:  Monitoring  of  Implementation 

Ongoing 

Trip  Reduction  Element:  Coordinate  data  collection  efforts  w/  City 
Departments 

T  .3nH  T  T^p  Analvsi*;'  rVraft  GiiiHf»Hnf»<; 

December  94 

Deficiency  Plans:  Draft  Guidelines 

January  95 

Travel  Demand  Analysis:  Final  Methodology  and  Guidelines 

February  95 

Land  Use  Analysis:  Final  Guidelines 

March  95 

Deficiency  Plans:  Final  Guidelines 

March  95 

Initiate  ISTEA  Programming 

March/April  95 

LOS  Monitoring 

April  95 

Transit  Standards:  Conformance  Verification  Procedure 

June  95 

Draft  Prioritized  ISTEA  Programming  List 

July  95 

Final  ISTEA  List  Adopted 

Aug/Sept.  95 

LOS  Monitoring 

October  95 

Annual  Conformance  Finding  by  the  Authority  Board 
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CHAPTER  1 
BACKGROUND  AND  PROGRAM  OVERVIEW 
BACKGROUND 
Purpose  of  the  Document 

The  1993  San  Francisco  Congestion  Management  Program  document  is  designed 
to  serve  the  following  purposes: 

i.  Comply  with  state  law  requiring  biennial  adoption  of  a  Congestion 
Management  Program  (CMP)  and  submittal  to  the  Metropolitan 
Transportation  Commission  for  a  finding  of  conformance.  A 
conformance  finding  ensures  the  City's  continued  eligibility  for 
additional  state  fuel  tax  revenues  authorized  by  CMP  legislation,  as  well 
as  state  and  federal  funding  eligibility  for  key  transportation  projects. 

iL  Serve  as  the  main  and  most  current  reference  and  guidance  document 
for  San  Francisco  agencies  involved  in  activities  related  to  congestion 
management. 

iii.  Serve  as  the  basis  for  the  congestion  management  work  program  and 
schedule  to  be  followed  during  fiscal  years  1993-4  and  1994-5  to  develop 
specific  technical  or  policy  guidance  in  areas  of  the  Program  that  require 
it. 

iv.  Establish  and  describe  interim  policies,  procedures,  or  methods  to  be 
used  until  final  guidance  is  available  as  described  in  iii)  above.  — 

v.  Serve  as  the  main  description  of  the  1993  San  Francisco  CMP,  to  be  used 
as  the  basis  for  determining  the  appropriate  level  of  environmental 
evaluation  and  developing  the  environmental  document  for  the  Program. 

Document  Organization  and  Approach 

The  document  in  organized  in  chapters  following  MTC  guidance  of  December  26, 
1990,  with  a  separate  chapter  devoted  to  each  of  the  elements  required  by  the 
CMP  legislation.  For  the  complete  text  of  MTC's  guidance  please  refer  to 
Appendix  I.  The  text  of  the  1991  San  Francisco  CMP  was  used  as  a  general 
guide,  and  was  retained  where  still  current.  The  order  of  some  chapters  in  the 
document  was  changed  to  allow  for  better  flow  of  text.  New  sections  added 
include  an  Executive  Summary  and  chapters  about  the  Congestion  Management 
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Agency,  Deficiency  Plans,  Compliance  Monitoring,  and  Policy  and 
Implementation  Issues. 

For  each  chapter  where  technical  issues  require  further  development  there  is  an 
introductory  section  describing  the  issues  yet  to  be  resolved,  followed  by  a 
section  detailing  interim  procedures.  A  final  section  lists  work  program  items 
and  describes  the  proposed  approach  for  developing  final  methods  or  further 
guidance.  Because  the  CMP  is  now  a  biennial  document,  final  procedures 
developed  during  fiscal  years  1993-4  and  1994-5  will  be  adopted  by  the  Authority 
Board  as  official  guidelines  to  expand  or  supersede  the  appropriate  sections  of 
the  1993  San  Francisco  CMP,  and  will  go  into  effect  after  Board  adoption. 

Development  of  this  CMP  document  update  was  primarily  the  responsibility  of 
the  Authority.  The  information  in  Chapter  4:  Level  of  Service  Monitoring  is 
extracted  from  the  report  prepared  jointly  by  the  Authority  and  the  City's 
Department  of  Parking  and  Traffic,  which  conducted  the  monitoring  of  the  entire 
network.  That  report  is  available  from  the  Authority  as  a  separate  publication. 
The  Department  of  City  Planning  contributed  to  the  chapter  on  Trip  Reduction 
and  Travel  Demand.  Further  review  and  comment  was  provided  by  other  City 
departments,  the  Authority's  Citizens'  Advisory  Committee,  the  Metropolitan 
Transportation  Commission,  transit  operators,  the  Bay  Area  Air  Quality 
Management  District,  and  Caltrans. 

Origins  and  Intent  of  the  CMP  Legislation 

The  requirements  for  a  Congestion  Management  Program  were  established  in 
1989  as  part  of  a  bi-partisan  state  legislative  package,  known  as  the  Katz-Kopp- 
Baker-Campbell  Transportation  Blueprint  for  the  Twenty-First  Century  (AB 
471).  The  actual  requirements  for  CMPs  became  effective  when  voters  approved 
Proposition  111  on  June  5,  1990.  For  the  complete  text  of  the  CMP  legislation, 
created  in  Assembly  Bill  471,  see  Appendix  II. 

The  state  legislation  not  only  provides  for  increases  in  transportation  funding, 
but  also  makes  significant  changes  in  the  requirements  for  planning  and 
programming  of  transportation  projects  to  be  funded  from  these  sources  of 
revenue.  The  goal  of  the  legislation  is  to  tie  transportation  funding  decisions  to 
measurable  traffic  congestion  relief,  local  land  use  decisions  and  their  impact  on 
the  transportation  system,  and  implementation  of  transportation  control 
measures  to  meet  air  quality  goals. 

The  CMP  requirements  are  the  legislature's  response  to  the  growing  traffic 
congestion  phenomenon  experienced  by  aU  urbanized  areas  in  California.  It  is 
widely  perceived  that  traffic  congestion  is  outpacing  the  traditional 
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transportation  planning  process  in  its  ability  to  provide  adequate  solutions.  In 
San  Francisco,  with  its  high-intensity  land  uses  and  extensive  transit  network, 
this  traffic  congestion  phenomenon  manifests  itself  differently,  posing  challenges 
to  the  interpretation  of  the  CMP  mandate  in  the  city,  but  for  the  majority  of  the 
state's  highly  suburbanized  metropolitan  areas  it  is  a  reality,  and  it  has  its  roots 
in  the  following  four  facts: 

a.  The  currently  prevalent  low-density  suburban  growth  pattern  throughout 
the  state's  metropolitan  areas  does  not  lend  itself  easily  to  cost-effective 
transit  service  and  is  therefore  highly  dependent  on  the  automobile  and  on 
the  freeway  system;  (in  short:  transit  does  not  work  well  in  the  suburbs.) 

b.  Because  of  the  political  volatility  of  pricing  strategies  (e.g.,  tolls,  paid 
parking  at  work  sites)  and  the  limited  success  of  ridesharing  strategies 
(i.e.,  carpooiing  and  vanpooling)  in  sprawled  suburbs,  most  automobiles 
still  carry  just  one  person,  regardless  of  trip  purpose  or  time  of  day,  so 
that  any  new  roadway  facilities  that  are  built  are,  by  definition, 
inefficient:  even  when  full  of  cars  they  cany  only  a  fraction  of  the  number 
of  people  they  could  accommodate;  (in  short:  freeways  full  of  solo  drivers 
shortchange  the  carrying  capacity  of  the  investment.) 

c  These  high-cost  facilities,  which  are  designed  for  the  automobile  but  do 
not  maximize  the  number  of  people  carried,  result  in  a  high  cost  per 
person  transported;  (in  short:  building  freeways  to  address  transportation 
demand  is  not  cost-effective  ) 

d.  Because  of  the  scarcity  of  land  for  transportation  facilities,  rising 
construction  costs,  and  environmental  and  air  quality  constraints,  ever 
growing  levels  of  capital  investment  are  needed  in  order  to  build 
roadways.  This,  combined  with  a  deteriorating  economy  and  continuing 
erosion  of  transportation  funding,  results  in  fewer  and  fewer  new  miles  of 
roadway  facilities  being  built  every  year  to  address  a  growing  demand  for 
transportation;  (in  short:  it's  hard  to  keep  up  with  transportation  demand 
by  building  freeways,  and  we  can't  afford  them  either) 

For  most  of  suburbanized  California  the  inability  to  keep  up  with  transportation 
demand  lends  credibility  to  the  prospect  of  land  development  coming  to  a  halt 
because  of  increasing  traffic  congestion  and  deteriorating  accessibility. 
Consequently,  the  CMP  legislation  aims  at  extracting  more  productivity  out  of 
the  existing  transportation  infrastructure  while  encouraging  more  efficient  use 
of  scarce  new  dollars  for  transportation  investment,  with  the  intended  result  of 
fending  off  congestion,  improving  air  quality,  and  ultimately  allowing  continued 
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land  development  where  feasible.  In  order  to  achieve  this,  the  CMP  law 
mandates  a  coordinated  strategy  based  on  five  main  concepts: 

a.  Require  more  coordination  between  federal,  state,  regional  and  local 
agencies  involved  in  the  planning,  programming,  and  delivery  of 
transportation  projects,  programs,  and  services; 

b.  Favor  transportation  investments  that  provide  measurable  and  quick 
congestion  relief; 

c.  Create  a  definite  link  between  local  land  use  decisions  and  their  effect  on 
the  transportation  system 

d.  Favor  transportation  solutions  that  are  less  dependent  on  the  single  - 
occupant  automobile,  and  improve  air  quality; 

e.  Place  emphasis  on  local  coordination  and  responsibility  by  requiring  the 
designation  of  a  Congestion  Management  Agency  in  each  urban  county  in 
the  state. 

CONGESTION  MANAGEMENT  IN  SAN  FRANCISCO 
Applicability  of  the  Concept 

The  main  impetus  for  the  CMP  legislation  derives  from  worsening  suburban 
transportation  conditions,  caused  by  land  use  patterns  that  perpetuate  over- 
reliance  on  the  private  automobile.  Although  land  redevelopment  opportunities 
exist,  San  Francisco  is  essentially  a  built  out  city,  with  an  extensive  transit 
network  and  long  standing  policies  and  programs  to  encourage  a  balance  and 
truly  multi-modal  transportation  system.  It  is  therefore  necessary  to,  within  the 
constraints  of  State  law,  reinterpret  congestion  management  goals  and 
requirements  so  that  they  work  for  San  Francisco.  The  City's  "transit  first" 
policy,  for  instance,  presents  a  challenge  to  CMP  implementation:  in  San 
Francisco  we  tolerate  a  certain  level  of  traffic  congestion  in  order  to  encourage 
transit  ridership.  The  San  Francisco  General  Plan  specifically  discourages 
roadway  capacity  increases,  stating  that: 

"The  existing  vehicular  capacity  of  the  bridges,  highways  and  freeways 
entering  the  city  should  not  be  increased  and  should  be  reduced  where 
possible."  (SF  General  Plan,  Transportation  Element,  Objective  5,  Policy  3). 

Congestion  management  concepts  may  be  at  odds  with  this  policy  approach  if  we 
interpret  congestion  management  as  requiring  improvements  to  the  throughput 
of  cars  in  the  roadway  network.  However,  if  we  rethink  congestion  management 
as  maximizing  people  throughput,  that  is,  if  we  re-interpret  congestion 
management  requirements  a6  an  opportunity  to  improve  overall  mobility  in  the 
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city,  then  we  have  opportunities  to  capitalize  on  the  city's  significant  supply  of 
transit  services,  and  on  its  relatively  pedestrian-friendly  environment.  San 
Francisco  can  show  good  performance  in  achieving  congestion  management  goals 
if  the  measures  used  in  determining  performance  are  relevant  to  the  city's 
transportation  and  land  use  realities.  In  this  regard,  the  current  CM? 
legislation's  rigid  focus  on  vehicular  congestion  as  the  only  measure  of 
performance  of  the  transportation  system  is  a  major  stumbling  block. 
Congestion  Management  Program  activities  for  the  next  two  fiscal  years  will 
include  the  identification  of  issues  such  as  this  one,  which  can  be  pursued  as 
part  of  the  Authority's  agenda  for  legislative  change. 

The  City's  Congestion  Management  Track  Record 

San  Francisco  has  had  considerable  success  in  managing  travel  demand, 
especially  with  respect  to  control  of  automobile  access  to  the  downtown  area 
during  peak  commute  times.  Many  of  the  transportation  demand  management 
and  land  use  regulation  measures  described  in  Chapters  Six  and  Seven  of  this 
document  have  been  in  place  over  the  last  twenty  years  and  have  allowed  major 
growth  in  downtown  trip-making  without  significant  deterioration  in  operating 
conditions  (or  traffic  levels  of  service)  for  downtown  streets. 

It  is  clear  that  this  success  is  the  result  of  the  combined  application  of  several 
major  policies,  in  particular: 

parking  pricing  and  supply  policies  which  discourage  driving  into 
downtown; 

transit  service  investment  policies  to  provide  and  maintain  local  travel 
options  that  are  truly  competitive  with  the  private  automobile;  and 
land  development  policies  that  gave  transportation  system  investments  a 
chance  to  keep  pace  with  the  growth  in  trip-making. 

In  addition  to  these  policies,  there  were  other  factors  that  were  essential  to  the 
city's  ability  to  absorb  the  extraordinary  levels  of  employment  growth 
experienced  between  1970  and  1985.  Such  factors  include: 

the  city's  historic  record  of  investment  in  local  public  transit  -  The  existence 
of  high  levels  of  transit  service  and  coverage  within  the  city  provided  a 
credible  option  to  driving,  and  made  politically  viable  the  application  of 
parking  pricing  policies,  and  development  impact  mitigation  fees; 

the  BART  system  and  the  demographics  of  downtown  employment  -  A  large 
portion  of  employment  growth  in  this  period  was  absorbed  by  suburban 
residents.  The  opening  of  BART  in  1973  constituted  a  major  expansion  to 
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transit  capacity  with  two  key  features:  a)  excellent  regional  access  to 
stations  within  walking  distance  of  most  downtown  employment  locations, 
and  b)  no  financial  burden  to  the  city  for  providing  adequate  transit 
coverage  at  the  residential  (suburban)  end  of  the  BART  trip;  and 

the  city's  investment  in  its  street  system  -  It  is  seldom  recognized  that  San 
Francisco's  dense  grid  of  streets  and  arterials  is  a  major  transportation 
asset,  providing  multiple  travel  route  options,  keeping  local  trips  from 
clogging  the  freeway  system  (as  is  so  often  the  case  in  the  suburbs)  and 
enhancing  the  system's  ability  to  recover  quickly  when  congestion  problems 
occur. 

The  city's  winning  strategy  was  a  truly  multi-modal  transportation  strategy, 
which  allowed  each  travel  market  to  be  served  by  the  transportation  modes  best 
suited  for  it. 

Future  Strategies 

The  above  discussion  of  the  city's  track  record  highlights  the  importance  of 
maintaining  travel  options  as  an  essential  strategy  not  just  to  prevent  a 
worsening  of  congestion  but  also  to  improve  mobility. 

No  less  significant  in  charting  future  action  is  a  sound  understanding  of 
demographic  trends.  Reflecting  changes  in  the  economic  structure  of  the  region, 
as  well  as  national  trends,  the  development  boom  that  characterized  the  growth 
of  the  city's  downtown  area  in  the  1970's  and  1980's  has  been  replaced  by  modest 
employment  growth..  San  Francisco  residents  are  out-commuting  in  increasing 
numbers  to  take  advantage  of  work  opportunities  in  other  Bay  Area  counties: 
today  the  number  of  San  Francisco  residents  traveling  daily  to  work  in  Santa 
Clara  county  is  larger  than  the  number  of  Santa  Clara  county  residents 
employed  in  San  Francisco.  Commute  times  by  transit  for  San  Francisco 
residents  are  increasing,  and  so  is  automobile  ownership  in  the  city.  In  fact 
about  half  of  all  drive- alone  worktrips  into  downtown  come  from  within  San 
Francisco.  These  are  disturbing  trends  at  a  time  when  the  fiscal  crisis  at  the 
State  and  local  governments  is  resulting  in  curtailment  of  funding  for  transit 
operating  expenses.  As  transit  faces  these  problems,  enriching  the  city's 
inventory  of  available  transportation  options  will  be  a  key  strategy  for 
congestion  management  in  San  Francisco. 

Maintaining  transit  service  levels  is  essential  to  ensure  that  transit  remains  a 
viable  option  to  the  private  automobile,  but  there  are  significant  travel  markets 
within  the  city  which  are  only  marginally  suited  for  transit  service  and  cannot  be 
captured  by  transit  without  major  operating  expense.  Other  trips  simply  cannot 
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be  attracted  to  transit.  Ridesharing  (carpooling)  strategies  and  non-traditional 
transit  options  (zonal  express  bus  service,  demand  responsive,  etc.)- may  need  to 
be  explored  as  alternatives  to  drive-alone  in  some  of  these  cases. 

In  addition  to  ensuring  compliance  with  the  State's  congestion  management 
requirements,  improvement  of  congestion  conditions  on  city  streets  is  necessary 
to  avoid  further  deterioration  of  transit  travel  times.  Therefore,  San  Francisco's 
congestion  management  activities  will  also  need  to  focus  on  key  improvements  to 
congested  roadway  facilities.  Whereas  the  program's  primary  emphasis  on 
transit  reinvestment,  with  new  service  proposed  in  redeveloping  areas,  is  not  in 
question,  street  and  roadway  reinvestment  will  not  be  neglected.  Particular 
attention  will  be  paid  to  projects  that  improve  the  operating  efficiency  of  the 
existing  system,  such  as  interconnection  of  traffic  signals  to  improve  vehicular 
traffic  flow,  or  signal  pre-emption  to  improve  the  operating  speed  and  rehab ility 
of  transit  vehicles.  These  projects  will  be  necessary  not  only  to  ensure  that  the 
current  level  of  congestion  does  not  worsen,  but  also  to  improve  overall  mobility, 
and  help  transit  re-gain  operating  speed  and  retain  its  market  share. 

Congestion  management  activities  during  the  next  two  fiscal  years  will  include 
the  development  of  Strategic  Analysis  Reports  (SARs).  These  will  be  policy-level 
thought  pieces  aimed  at  facilitating  policy-making  relative  to  congestion 
management  by  describing  systemic  congestion,  and  analyzing  likely 
transportation  outcomes  taking  into  account  factors  such  as  transportation 
investment  decisions,  and  transit  funding  and  service  policies.  SARs  will  be 
action-oriented  documents  to  be  used,  for  instance,  to  systematically  identify 
potential  travel  markets,  such  as  those  described  above,  matching  them  with 
transportation  options  most  likely  to  effectively  serve  them,  and  estimating  their 
potential  impact  in  alleviating  congestion  levels.  Chapter  2  discusses  the 
proposed  role  of  SARs  in  fostering  early  coordination  by  City  Departments  so 
that  certain  congestion  management-related  actions  may  be  evaluated  before 
they  are  implemented.  Chapter  9  addresses  the  proposed  use  of  SARs  in  the 
Deficiency  Plan  process.  SARs  could  be  developed  on  topics  as  wide-ranging  as 
the  congestion  reduction  potential  of  parking  supply  and  pricing  policies; 
alternative  ways  to  measure  congestion  relief  and  mobility  benefits  for  city 
residents,  and  the  potential  congestion  management  implications  of 
implementation  of  the  Americans  with  Disabilities  Act.  The  number  of  SARs  to 
be  developed  over  the  next  two  fiscal  years  will  depend  on  the  need  for 
information  to  support  policy-making,  and  on  the  level  of  effort  required  by  the 
complexity  of  the  topics  chosen. 
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PROGRAM  OVERVIEW 

A.  Mandated  Program  Components 

The  overall  strategy  embodied  in  the  CMP  legislation  translates  into  the 
following  statutory  requirements,  to  be  met  by  all  urban  counties  in  the  state: 

1.  Development  and  adoption  of  the  initial  CMP  and  biennial  updates.  The 
CMP  document  must  contain  the  following  elements,  which  are  addressed 
at  length  in  the  remaining  chapters  of  this  report: 

•  A  designated  CMP  roadway  network 

•  Traffic  level  of  service  (LOS)  standards  and  a  methodology  for 
monitoring  LOS  on  the  designated  CMP  roadway  network 

•  Transit  service  standards 

•  A  trip  reduction  and  travel  demand  element 

•  A  land  use  impact  analysis  methodology 

•  A  seven-year  multi-modal  capital  improvement  program 

2.  Development  of  a  common  database  and  method  for  analysis  of  impacts  of 
local  land  use  decisions  on  the  CMP  network. 

3.  Designation  of  a  Congestion  Management  Agency  for  the  county. 

B.  Changes  to  Transportation  Fund  Programming 

The  CMP  legislation  included  the  creation  of  new  funding  sources,  as  well  as 
changes  to  existing  fund  programming  mechanisms,  tied  to  implementation  of 
CMP  requirements.  The  Authority  at  the  local  level  and  the  MTC  at  the 
regional  level  have  been  empowered  to  make  CMP  conformance  determinations 
affecting  funding  eligibility. 

1.  State  Fuel  Tax  Increment:  The  CMP  legislation  established  a  9  cent  per 
gallon  increase  in  the  state's  fuel  tax.  In  order  to  receive  these  revenues, 
urban  counties  must  annually  be  found  in  conformance  with  CMP 
requirements  as  described  in  A  above,  particularly  the  monitoring  and 
reporting  on  congestion  levels  in  the  transportation  network,  and 
implementation  of  required  CMP  actions  designed  to  avoid  a  deterioration 
of  circulation  conditions  on  the  CMP  network.  In  addition,  the  CMP 
document  itself  must  be  updated  every  two  years. 

2.  Flexible  congestion  relief  and  urban  and  commuter  rail  funds:  These  funds 
are  programmed  through  the  regional  transportation  improvement  program 
(RTIP),  which  is  developed  and  adopted  by  MTC.  In  order  to  be  considered 
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for  funding  through  the  RTIP,  transportation  projects  must  be  first  included 
in  the  Capital  Improvement  Program  of  the  CMP. 

3.  Traffic  svstem  management  funds:  Projects  that  are  included  in  the  capital 
improvement  program  of  the  approved  CMP  receive  first  priority  for  Traffic 
System  Management  funds,  programmed  annually  by  Caltrans. 

4.  Federal  Surface  Transportation  Program  (STP)  and  Congestion 
Management  and  Air  Quality  (CMAQ)  Program  Funds:  In  1992,  the 
California  legislature  passed  SB  1435,  which  reconciled  the  CMP 
programming  process  with  the  new  Federal  Intermodal  Surface 
Transportation  and  Efficiency  Act  (ISTEA).  As  a  result,  projects  seeking 
STP  or  CMAQ  funds  must  first  be  prioritized  by  each  Congestion 
Management  Agency  as  part  of  the  development  of  their  biennial  Capital 
Improvement  Program  for  the  CMP. 

C.    Relationship  to  Ongoing  Planning  and  Programming  Efforts 
Congestion  management  programs  are  a  component  of  a  larger  set  of  ongoing 
transportation  planning  and  programming  efforts  at  the  local  and  regional 
levels.    The  following  documents  are  closely  tied  to  the  development  and 
implementation  of  San  Francisco's  CMP: 

L  Regional  Transportation  Plan  fRTP):  The  CMP  is  instrumental  in 
implementing  the  local  portion  of  the  regional  transportation  plan  and  must 
be  consistent  with  it.  MTC  determines  consistency  among  CMPs  in  the 
region.  MTC  makes  these  determinations  as  a  part  of  the  conformance 
finding  process  for  CMPs. 

2.  Regional  Transportation  Improvement  Program  (RTIPV  A  seven-year 
transportation  capital  improvements  program  must  be  included  in  the 
CMP.  For  a  project  to  be  included  in  the  RTIP,  it  must  be  included  in  the 
capital  improvement  program  of  the  CMP.  The  CMPs  are  therefore  a  main 
source  from  which  the  RTIP's  program  of  projects  is  derived. 

3.  Citv  of  San  Francisco  General  Plan:  The  land  use  and  transportation 
elements  of  the  city's  General  Plan  provide  information  relevant  to  the 
CMP,  such  as  road  network  characteristics  and  procedures  for  land  use 
impacts  analysis.  The  General  Plan  also  provides  general  information  on 
topics  such  as  transportation  demand  management  measures  that  are 
addressed  as  part  of  the  CMP. 
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CMP  actions  and  policies  may  ultimately  have  an  effect  on  the  policies 
contained  in  the  General  Plan;  however,  State  law  does  not  require  that  the 
CMP  be  incorporated  into  the  General  Plan. 

4.  Air  Quality  Attainment  Plans:  MTC's  Regional  Transportation  Plan  is 
required  by  federal  law  to  conform  to  the  State  Implementation  Plan  for 
improvement  of  air  quality.  Since  the  CMP  must  be  found  consistent  with 
the  Regional  Transportation  Plan,  the  CMP  must  therefore  also  conform  to 
the  provisions  of  the  State  Implementation  Plan.  In  addition,  the  San 
Francisco  CMP  documents  implementation  of  transportation  control 
measures  (TCMs)  included  in  the  1991  Clean  Air  Plan  adopted  by  the  Bay 
Area  Air  Quality  Management  District  pursuant  to  State  requirements. 

C.    Coordination  and  Public  Input 

The  1993  CMP  was  developed  incorporating  input  from  City  departments, 
transit  operators,  MTC,  Caltrans  District  4,  and  the  Bay  Area  Air  Quality 
Management  District.  The  CMP  Subcommittee  of  the  Citizens  Advisory 
Committee  of  the  Authority  also  provided  detailed  review  and  comments.  A 
public  hearing  on  the  Draft  1993  CMP  and  its  environmental  documentation  was 
held  on  October  13,  1993.  The  1993  San  Francisco  CMP  was  adopted  at  a 
noticed  public  meeting  of  the  Authority  Board,  on  November  22,  1993. 
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CHAPTER  2 
CONGESTION  MANAGEMENT  AGENCY 
Legislative  Requirements 

California  Government  Code  section  65089  (a),  as  amended,  states  "A  congestion 
management  program  shall  be  developed,  adopted,  and  updated  biennially, 
consistent  with  the  schedule  for  adopting  and  updating  the  regional 
transportation  improvement  program,  for  every  county  that  includes  an 
urbanized  area,  and  shall  include  every  city  and  the  county.  The  program  shall 
be  adopted  at  a  noticed  public  hearing  of  the  agency.  The  program  shall  be 
developed  in  consultation  with,  and  with  the  cooperation  of,  the  transportation 
planning  agency,  regional  transportation  providers,  local  governments,  the 
[California]  department  [of  Transportation],  and  the  air  pollution  control  district 
or  the  air  quality  management  district,  either  by  the  county  transportation 
commission,  or  by  another  public  agency,  as  designated  by  resolutions  adopted 
by  the  county  board  of  supervisors  and  the  city  councils  of  a  majority  of  the  cities 
representing  a  majority  of  the  population  in  the  incorporated  area  of  the  county." 
For  the  complete  text  of  the  CMP  statutes  see  Appendix  II. 

Legislative  Intent  and  Application  to  San  Francisco 

One  of  the  main  thrusts  of  the  CMP  legislation  is  to  foster  coordination  of  local 
land  use  and  transportation  investment  decisions  at  the  county  or  subregional 
level.  In  order  to  ensure  local  involvement  in  this  process,  which  turns  more 
complex  when  the  number  of  local  jurisdictions  involved  increases,  the  CMP  law 
vests  significant  authority  and  responsibility  on  the  Congestion  Management 
Agencies  (CMAs).  For  example,  in  order  to  receive  state  and  federal  funds, 
transportation  projects  in  an  urban  county  must  now  be  recommended  by  that 
county's  CMA  as  part  of  its  Congestion  Management  Program.  CMAs  therefore 
act  as  a  policy  forum  and  technical  resource  to  guide  and  help  to  resolve 
transportation  problems  within  counties  when  those  problems  have  implications 
across  city  boundaries.  San  Francisco's  distinct  status  as  a  city  and  county 
dictates  a  somewhat  different  role  for  the  CMA  in  this 'regard,  with  the  focus  of 
involvement  shifting  to  address  problems  across  county  lines  (such  as  the  effects 
of  regional  commute  patterns  into  San  Francisco),  as  well  as  issues  of 
coordination  of  city  department  activities  affecting  congestion  management,  such 
as  trip  reduction  program  implementation,  or  transit  service  improvements. 
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The  San  Francisco  County  Transportation  Authority 

a.  Designation  and  Composition 

On  November  G,  1990,  the  Board  of  Supervisors  designated  the  San 
Francisco  County  Transportation  Authority  (Authority)  as  the  CMA  for  the 
County.  The  Authority  Board  of  Directors  consists  of  the  eleven  members  of 
the  San  Francisco  Board  of  Supervisors,  acting  as  Commissioners. 

b.  Roles  and  Responsibilities 

The  Authority  is  a  special-purpose  government  agency,  created  on 
November  7,  1989,  when  San  Francisco  voters  passed  Proposition  B. 
Proposition  B  mandated  a  1/2  cent  increase  in  the  local  sales  tax  for  a 
period  of  20  years,  to  fund  San  Francisco's  transportation  projects  and 
services.  The  Authority  is  responsible  for  the  administration  and  strategic 
prioritization  and  programming  of  the  revenues  generated  by  Proposition  B. 
Beyond  their  own  purchasing  power,  these  revenues  also  allow  the  city  to 
leverage  large  amounts  of  state  and  federal  funds  for  transportation 
investments  in  San  Francisco. 

In  its  capacity  as  the  CMA  for  San  Francisco,  the  Authority  has  primary 
responsibilities  in  the  following  areas: 

•  Development  and  adoption  of  the  biennial  CMP  document  and 
related  implementation  guidance. 

•  Monitoring  of  City  agencies'  compliance  with  CMP  requirements. 

•  Programming  of  various  federal  and  state  transportation  funds,  and 

•  Policy  input  into  the  regional  transportation  planning  and 
programming  process. 

The  Authority's  dual  responsibilities  for  strategic  programming  of 
Proposition  B  funds  (through  the  recently  completed  Strategic  Plan)  and  for 
prioritization  and  programming  of  State  and  Federal  funds  through  the 
CMP  process,  represent  a  major  opportunity  for  the  City  to  achieve  a  high 
degree  of  coordination  in  its  transportation  planning  decisions,  and  to 
optimize  the  City's  investments  in  transportation  projects  and  services.  The 
leveraging  of  State  and  Federal  funds  through  strategic  use  of  Proposition  B 
Moines  for  the  required  local  match  is  a  good  example  of  how  effective  this 
process  can  be. 

In  addition,  acting  as  the  CMA,  the  Authority  plays  a  key  role  in  evaluating 
and  providing  guidance  on  major  local  transportation  projects  and  policies 
which  may  affect  compliance  with  congestion  management  requirements  or 
attainment  of  CMP  standards. 
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Implications  of  the  Board's  Multiple  Roles 

As  described  above,  the  San  Francisco  Board  of  Supervisors  also  serves  as 
the  Authority's  Board,  and  as  the  CMA  Board.  These  multiple  roles  require 
careful  balancing  of  the  Board's  responsibilities.  Policy  decisions  made  by 
the  Board  of  Supervisors  may  have  negative  congestion  management 
impacts  and  place  the  Board,  as  CMA,  in  a  position  to  find  the  City  in  non- 
conformance with  the  CMP.  This  may  in  turn  generate  difficult  Proposition 
B  funding  choices  for  the  Authority  Board. 

In  order  to  minimize  the  potential  for  conflict,  the  Authority  cannot  limit  its 
role  to  just  monitoring  CMP  conformance  after  the  fact,  and  must  instead 
take  a  proactive  role  to  serve  as  a  resource  in  analyzing  the  potential 
congestion  management  implications  of  transportation-related  actions  or 
policies  proposed  for  the  city.  Such  an  approach  will  allow  the  Board  to 
better  shape  the  policy  outcomes  by  anticipating  potential  problems  as  part 
of  its  decision- making  process  at  a  time  when  policy  options  may  still  be 
available,  instead  of  having  to  react  when  congestion  impacts  reach  crisis 
proportions  and  require  hasty  funding  decisions. 

Relationship  to  City  Agencies 

State  law  mandates  that  the  Authority,  acting  as  Congestion  Management 
Agency  (CMA),  must  annually  determine  if  the  City  is  in  conformance  with 
the  adopted  Congestion  Management  Program.  A  finding  of  non- 
conformance has  potentially  significant  consequences  for  transportation 
funding  in  the  City.  Also  according  to  state  law,  its  is  the  City's 
responsibility  to  ensure  that  transportation  projects,  programs,  and  services 
are  put  in  place,  through  its  implementing  departments,  to  maintain 
conformance  with  the  CMP. 

In  fulfilling  its  CMA  mandate  the  Authority  must  function  as  an 
independent  agency,  to  be  able  to  objectively  and  credibly  evaluate  CMP 
conformance.  This  dictates  a  special  relationship  with  City  departments 
involved  in  transportation-related  actions  which  must  be  assessed  annually 
relative  to  their  congestion  management  impacts.  On  the  other  hand, 
because  of  the  Board's  multiple  roles,  as  described  in  the  previous  section, 
the  Authority's  approach  is  to  act  as  a  resource,  maximizing  coordination 
with  the  City's  departments  responsible  for  planning  and  implementation  of 
transportation  actions,  so  that  such  actions  may  be  evaluated  for  congestion 
management  impacts  before  they  are  put  in  place.  The  Authority's 
Strategic  Analysis  Reports  (SARs)  will  be  a  key  component  of  that 
coordination  function,  which  will  involve  early  identification  of  potential 
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congestion  management  problems  and  opportunities,  fostering  continued 
communication  with  implementing  departments,  and  providing  system  - 
level  evaluation  of  proposed  actions  where  appropriate. 

d.     Relationship  to  Regional  Planning/Programming  Agencies 

As  the  Congestion  Management  Agency  for  San  Francisco,  the  Authority 
plays  a  key  liaison  role  with  MTC,  the  Bay  Area's  regional  transportation 
planning  agency,  and  with  the  Bay  Area  Air  Quality  Management  District 
(BAAQMD),  the  agency  responsible  for  implementation  and  monitoring  of 
the  1991  Clean  Air  Plan.  The  Authority  serves  as  the  focal  point  for  local 
input  into  MTC's  Regional  Transportation  Plan  (RTP),  which  establishes 
the  overall  vision  for  long-range  transportation  development  and  funding  in 
the  region,  and  the  Regional  Transportation  Improvements  Program 
(RTIP).  Through  its  membership  in  the  Bay  Area  Partnership,  the 
Authority  plays  a  key  role  in  shaping  the  evolution  of  planning  and 
programming  processes  affecting  San  Francisco's  ability  to  capture 
transportation  investments  and  preserve  its  economic  vitality.  Moreover, 
through  its  leadership  in  this  forum  the  Authority  is  in  a  position  to 
influence  the  debate  over  the  vision  and  goals  for  transportation  planning  in 
the  region,  bringing  to  bear  San  Francisco's  special  perspective  on  multi- 
modalism  and  mobility. 
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CHAPTER  3 

CMP-DSSIGNATED  ROADWAY  NETWORK 
Legislative  Requirements 

California  Government  Code  Section  65089(b)(1)(A)  requires  that  the  designated 
roadway  system  include  at  least  all  state  highways  and  principal  arterials.  No 
highway  or  roadway  designated  as  part  of  the  system  shall  be  removed  from  the 
system.  No  clarification  is  provided  in  the  statutes  as  to  the  definition  of 
"principal  arterial." 

The  statutes  also  refer  to  regional  transportation  systems  as  part  of  the  required 
land  use  impacts  analysis  program,  California  Government  Code  Section 
65089(b)(4).  In  1991,  the  Bay  Area's  Congestion  Management  Agencies  (CMAs) 
designated  Congestion  Management  Program  (CMP)  networks  in  coordination 
with  MTC's  development  of  the  Metropolitan  Transportation  System  (MTS).  The 
MTS  network,  which  includes  both  highways  and  transit  services,  was 
subsequently  designated  as  the  Congestion  Management  System,  required  by 
the  federal  Intermodal  Surface  Transportation  Efficiency  Act  (ISTEA)  of  1991. 
The  Metropolitan  Transportation  Commission  contracted  with  the  congestion 
management  agencies  in  the  Bay  Area  to  help  develop  the  MTS  and  to  use  the 
CMPs  to  link  land  use  decisions  to  the  MTS.  The  1993  CMP  therefore  makes  a 
distinction  between  the  CMP  network  used  for  monitoring  conformance  with  the 
level  of  service  (LOS)  standards,  and  the  MTS,  used  for  the  CMP's  land  use 
impacts  analysis  program  (see  Chapter  6). 

Legislative  Intent  and  Application  to  San  Francisco 

CMP  legislation  requires  the  designation  of  a  network  of  roadways  to  allow  the 
systematic  monitoring  of  performance  in  relation  to  established  LOS.  The 
network  is  also  the  basis  of  analysis  for  estimating  the  transportation  impacts  of 
future  actions,  be  they  transportation  projects  proposed  as  part  of  the  CMP's 
Capital  Improvement  Program  (CIP),  or  land  development  decisions  affecting 
transportation  and  air  quality  conditions  in  the  city.  For  a  discussion  of  the 
establishment  and  monitoring  of  levels  of  service  on  the  CMP-designated 
roadway  network  see  Chapter  4. 

San  Francisco  CMP  Roadways 

CMP  legislation  requires  that  all  state  highways  (including  freevrays)  and 
principal  arterials  be  included  in  the  CMP  network.  Designation  of  facilities  as 
part  of  this  network  must  strike  a  balance  between  the  cost  of  annual  monitoring 
of  the  network  according  to  mandated  methods  (see  Chapter  4),  and  the 
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usefulness  of  the  network  to  track  the  transportation  impacts  of  land 
development  decisions,  as  well  as  to  assess  the  congestion  management 
implications  of  proposed  transportation  actions.  A  network  containing  numerous 
local  thoroughfares  may  permit  more  definitive  conclusions  about  the  projected 
congestion  impacts  of  a  specific  development  project  than  a  network  that  only 
includes  the  freeways,  particularly  in  San  Francisco,  where  most  urban  traffic 
occurs  on  city  arterials.  The  next  sections  document  the  network  selection 
criteria  and  process  used  in  the  initial  San  Francisco  CMP  in  19S1,  and  describes 
the  current  network. 

a.  Selection  Criteria 

Consistent  with  State  requirements,  the  San  Francisco  CMP  roadway 
network  includes  all  freeways  and  state  highways,  as  well  as  principal 
arterials.  The  statutes  do  not  provide  a  definition  of  "principal  arterials" 
that  must  be  included  in  the  network.  San  Francisco  has  defined  these  as 
the  Major  Thoroughfares  designated  in  the  Transportation  Element  of  the 
City's  General  Plan.   Major  Thoroughfares  are  defined  as  follows: 

"cross-town  thoroughfares  whose  primary  function  is  to  link  districts 
within  the  city  and  to  distribute  traffic  from  and  to  the  freeways;  these  are 
routes  generally  of  city  wide  significance;  of  varying  capacity  depending 
on  the  travel  demand  for  the     specific  direction  and  adjacent  land  uses. " 

Several  additional  thoroughfares  -  Market  Street,  Mission  Street,  Sutter 
Street,  outer  Geary  Boulevard,  and  portions  of  Turk  Street  -  have  also  been 
included  in  the  CMP  roadway  network.  These  streets  experience  serious 
conflicts  between  auto  traffic  and  high  volumes  of  transit  service,  and  may 
be  susceptible  to  congestion  management  techniques  such  as  signal  pre- 
emption at  key  intersections,  to  reduce  delays  to  transit  vehicles. 

The  next  update  of  the  City's  General  Plan  should  consider  modifications  to 
the  Major  Thoroughfare  network,  to  reflect  facilities  included  as  principal 
arterials  in  the  designated  CMP  roadway  network,  as  appropriate.  . 

b.  Current  Network 

Figure  3-1  depicts  the  complete  CMP  roadway  network  for  San  Francisco, 
which  comprises  134  miles  of  roadway  facilities.  Figure  3-2  shows  a  detail 
for  the  downtown  area. 
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Freeways  and  State  Highways 

San  Francisco's  CMP  roadway  network  includes  17  miles  of  freeways  in  the 
city,  on  Interstate  80,  Interstate  280,  and  US  Route  101.  A  total  of  15  miles 
of  State  routes  designated  along  city  streets  are  also  part  of  the  CMP 
roadway  network,  as  follows: 

•  US  Route  101  -  Richardson  Avenue,  Lombard  Street  west  of  Van 
Ness  Avenue,  and  Van  Ness  between  Lombard  Street  and  Golden 
Gate  Avenue; 

•  Route  1  -  Park  Presidio  Boulevard,  19th  Avenue  ,  and  Junipero  Serra 
Boulevard  south  of  19th  Avenue; 

•  Route  35  -  Sloat  Boulevard  between  19th  Avenue  and  Skyline 
Boulevard  as  well  as  Skyline  Boulevard. 

City  Arterials 

The  CMP  network  includes  102  miles  of  city  arterials.  Appendix  III  lists  all 
city  arterials  included  in  the  CMP  network  in  addition  to  those  designated 
as  state  routes. 

Proposed  Changes  -  Rationale 

State  law  prohibits  the  removal  of  roadway  facilities  from  the  initially 
designated  CMP  network.  This  is  intended  to  ensure  proper  monitoring  of 
system  performance.  Facilities  that  are  physically  removed  from  the 
transportation  system,  such  as  the  Embarcadero  Freeway,  are  obviously  not 
affected  by  this  prohibition,  but  will  be  evaluated  for  future  inclusion  and 
monitoring  as  part  of  the  CMP  network  once  replaced  or  rehabilitated.  New 
facilities  may  be  added  to  the  CMP  network  without  restrictions,  subject  to 
the  established  criteria  for  inclusion.  The  analysis  of  the  CMP  roadway 
network  conducted  as  part  of  the  1993  CMP  update  did  not  identify  any 
additional  roadway  facilities  for  inclusion.  However,  in  order  to  improve 
the  reliability  of  performance  (LOS)  monitoring,  changes  were  introduced  to 
the  segmentation  of  roadway  facilities.  These  changes  and  their  rationale 
are  described  in  Chapter  4. 

Relationship  to  the  MTS 

San  Francisco's  CMP  roadway  network  is  broadly  consistent  with  the 
Metropolitan  Transportation  System  (MTS),  as  defined  by  the  Metropolitan 
Transportation  Commission's  (MTC)  latest  revisions  to  the  Regional 
Transportation  Plan.  The  MTS  is  a  regional  network  of  roadways,  transit 
corridors  and  transfer  points,  identified  by  the  MTC  on  the  basis  of  specific 
criteria.  The  State  highways  and  major  thoroughfares  designated  in  San 
Francisco's  CMP  roadway  network  are  all  included  in  the  regional  MTS 
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network.  There  are  a  few  instances  in  which  the  local  CMP  roadway 
network  is  not  identical  to  the  regional  MTS  network  due  to  differences  in 
the  criteria  used  to  define  each  network.  San  Francisco's  CMP  and  MTS 
networks  are  coordinated  with  the  networks  of  adjacent  counties,  to  ensure 
regional  connectivity. 

As  a  result  of  a  recent  agreement,  the  MTC  has  delegated  responsibility  to 
the  Authority  for  implementation  of  certain  mandates  contained  in  the 
federal  Interstate  Surface  Transportation  and  Efficiency  Act  of  1991, 
including  the  analysis  of  potential  impacts  on  the  MTS  of  proposed  local 
land  use  decisions  (see  Chapter  7). 

Work  Program  Items  -  Key  Milestones 

Consider  additional  roadway  facilities  for  the  network  -  By  January  1995 
(for  the  next  CMP  update). 
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CHAPTER  4 

ROADWAY  LEVEL  OF  SERVICE  (LOS)  MONITORING 

The  previous  Chapter  described  the  CMP  roadway  network  and  the  criteria  for 
inclusion  of  certain  roadway  facilities.  This  Chapter  documents  the  methodology 
used  for  monitoring  this  system,  and  provides  a  comparison  of  monitoring  results 
from  1991  and  1993. 

Legislative  Requirements 

California  Government  Code  section  65089  requires  the  establishment  of 
operating  standards  for  the  CMP-designated  network  of  roadway  facilities,  and 
it  leaves  to  the  CMA  the  choice  among  allowable  methods  for  measurement  of 
level  of  service  (LOS)  as  detailed  in  one  of  the  following  sources: 

•  Transportation  Research  Board  Circular  212  (TRC  212), 

•  Transportation  Research  Board's  Special  Report  209:  Highway  Capacity 
Manual  (HCM),  latest  version;  or 

•  A  uniform  methodology  adopted  by  the  CMA  that  is  consistent  with  the 
Highway  Capacity  Manual. 

The  statutes  state  that  "in  no  case  shall  the  LOS  standards  established  be 
below  the  LOS  E  or  the  current  level,  whichever  is  farthest  from  LOS  A,  except 
where  a  segment  or  intersection  had  been  designated  as  deficient  and  a 
deficiency  plan  has  been  adopted." 

Legislative  Intent  and  Application  to  San  Francisco 

LOS  is  a  traffic  engineering  concept  designed  to  describe  the  operating 
conditions  on  a  roadway.  LOS  describes  operating  conditions  on  a  scale  of  A  to 
F,  with  A  being  the  best  (free  flow),  and  F  being  the  worst  (bumper-to-bumper) 
conditions.  Attributes  that  make  up  the  A  to  F  degrees  of  the  LOS  scale  are  a 
mixture  of  quantitative  measures  (such  as  speed  and  travel  time),  and 
qualitative  observations,  such  as  freedom  to  maneuver.  The  result  is  a  system 
that  is  highly  descriptive,  but  which  also  allows  meaningful  quantification  and 
comparison  of  results  for  different  facilities  and  situations. 

LOS  standards  are  the  reference  point  or  quantified  goal  against  which  it  is 
possible  to  measure  the  performance  of  the  CMP  roadway  network.  If  actual 
system  performance  falls  below  the  standard,  (i.e.,  congestion  worsens)  actions 
must  be  taken  to  restore  or  improve  LOS.    Annually  the  Congestion 
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Management  Agency  is  required  to  determine  the  City's  conformance  with  the 
CMP,  including  attainment  of  LOS  standards. 

The  intent  of  the  legislation  is  to  use  LOS  as  the  main  indicator  of  congestion 
and  as  the  uniform  yardstick  for  measurement  of  improvement,  as  well  as  to 
gauge  the  congestion  abatement  potential  of  proposed  transportation  solutions. 
The  choice  of  LOS  for  this  purpose  reflects  the  suburban  roots  of  the  congestion 
management  legislation:  congestion  relief  is  to  be  measured  by  the  ability  of  the 
transportation  system  to  move  automobiles,  because  in  the  suburbs  the  single - 
occupant  automobile  is  still  the  prevalent  mode  of  transportation,  it  also  reflects 
the  fact  the  LOS  has  been  used  and  codified  more  extensively  and  systematically 
than  any  other  transportation  facility  performance  method.  Therefore  LOS  is 
also  the  method  that  offers  least  potential  for  controversy  or  challenge  when  a 
CMA  makes  a  finding  of  non-conformance. 

Improvements  on  the  LOS  scale  ensure  better  travel  conditions  for  motorists, 
but  the  LOS  scale  does  not  take  into  account  the  people  throughput  potential  of  a 
roadway.  Under  optimum  (LOS  "A")  operating  conditions,  a  city  arterial  may  be 
carrying  the  maximum  number  of  automobiles  at  high  speed,  but  if  each  vehicle 
carries  only  the  driver  the  people  throughput  of  the  facility  is  suboptimal.  San 
Francisco  faces  a  double  challenge  on  this  issue:  on  the  one  hand  the  City  must 
comply  with  the  LOS  requirements  and  prevent  LOS  conditions  from 
deteriorating  below  the  set  standards;  on  the  other  hand,  it  must  strive  to 
identify  a  performance  measurement  method  that  reflects  San  Francisco's 
transportation  realities  more  appropriately  than  LOS. 

Over  the  next  decade,  the  performance  measurement  method  will  play  an 
increasingly  significant  role  in  San  Francisco's  congestion  management  efforts  as 
the  City  undertakes  or  proceeds  with  the  construction  of  a  number  of  significant 
transportation  projects,  such  as  the  Embarcadero  Roadway,  the  Transbay 
Terminal  Separator  Structure,  and  the  MUNI  Metro  Turnback.  Mitigation  of 
congestion  impacts  and  analysis  of  deficiencies  will  require  significant 
coordination  between  City  departments  and  the  Authority,  to  ensure  continued 
conformance  with  CMP  requirements. 

The  maintenance  of  LOS  standards  on  CMP  roadways  in  San  Francisco  will 
require  a  comprehensive  and  multi-modal  approach  which  takes  into  account  the 
congestion  relief  potential  of  transit  and  other  non- automobile  based  solutions, 
as  well  as  operational  improvements  to  roadways.  During  1993-4  the  Authority 
will  continue  the  development  of  specific  information  and  guidance  about 
congestion  management  actions  and  their  congestion  relief  potential  in  different 
situations.  In  particular,  the  Authority  will  investigate,  through  its  Strategic 
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Analysis  Reports  (SARs)  or  through  corridor  or  areawide  evaluations,  the 
appropriate  geographic  reach  and  effectiveness  of  congestion  management 
measures. 

Technical  Approach 

Annual  LOS  monitoring  on  the  entire  CM?  network  is  performed  by  the 
Department  on  Parking  and  Traffic  (DPT)  using  Federal  planning  funds 
available  through  the  Authority.  At  the  time  of  annual  conformance  findings  the 
Authority,  acting  as  the  CMA,  will  assess  the  City's  conformance  with  LOS 
standards  based  on  the  results  of  monitoring  performed  by  DPT.  The  CMA  will 
ensure  that  LOS  measurement  methods  used  by  DPT,  Caltrans,  or  any  other 
agencies  involved  in  monitoring  the  CMP  network  are  consistent  with  State  law. 

el     LOS  Standard 

The  traffic  LOS  standard  for  San  Francisco  is  consistent  with  CMP 
mandated  criteria  and  was  established  at  E  in  the  initial  (1991)  CMP.  The 
law  exempts  from  monitoring  all  CMP  network  facilities  which  were 
already  operating  at  LOS  F  at  the  time  of  baseline  monitoring  conducted  in 
connection  with  the  development  of  the  first  CMP  in  1991. 

b.  Methodology 

The  methodology  used  for  monitoring  LOS  on  San  Francisco's  CMP  network 
follows  the  specifications  detailed  in  the  Highway  Capacity  Manual.  All  134 
miles  of  freeways  and  arterials  in  the  network  are  monitored  using  a 
floating  car  technique,  which  allows  determination  of  LOS  on  the  basis  of 
average  operating  speed.  For  this  purpose  the  network  is  divided  into  89 
segments.  For  a  detailed  description  of  monitoring  techniques,  refer  to 
Appendix  IV. 

L  Freeways 

US  Route  101,  Interstate  80,  and  Interstate  280  are  the  only  roadway 
facilities  with  designated  freeway  status  in  San  Francisco.  Each  of 
these  freeways  also  serves  as  a  primary  gateway  for  interregional 
travel  between  San  Francisco  and  adjacent  counties.  As  mandated  by 
law,  LOS  monitoring  for  these  facilities  is  based  on  average  operating 
speed.  In  addition,  an  alternative  measure  of  LOS  using  the  ratio  of 
observed  traffic  volumes  to  freeway  capacity  (or  "V/C  ratios")  at 
selected  county  border  screenlines  is  used  as  a  test  of  reasonableness  of 
LOS  monitoring  results.  Volume  data  for  Interstate  80  at  the  Bay 
Bridge  toll  plaza  are  available  through  the  Metropolitan 
Transportation  Commission  for  this  purpose.  Similarly,  volume  data 
for  US  Route  101  at  the  Golden  Gate  Bridge  toll  plaza  are  available 
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from  the  Golden  Gate  Bridge,  Highway,  and  Transportation  District. 
For  this  facility  V/C  ratio  is  calculated  for  the  morning  peak  period, 
inbound  into  Sz.ii  Francisco,  because  toll  payment  allows  more  accurate 
enumeration  than  outbound  (toD  free)  travel. 

ii.  Arterials 

Arterials  designated  in  San  Francisco's  CMP  network  include  the 
following  three  groups  of  streets: 

V  segments  of  state  routes  which  operate  on  City  streets; 

V  major  thoroughfares  identified  in  the  City's  General  Plan; 

V  other  major  streets  with  significant  conflicts  between  automobile 
traffic  and  high  volumes  of  transit  service. 

These  three  groups  of  City  streets  form  the  backbone  of  San  Francisco's 
arterial  network.  The  operation  of  these  arterials  is  controlled  through 
an  interconnected  set  of  signalized  intersections.  The  overall 
performance  of  each  arterial  is  best  evaluated  through  analysis  of 
segments  of  each  roadway.  Evaluation  is  performed  following  the 
"Urban  and  Suburban  Arterials"  methodology  of  the  1985  Highway 
Capacity  Manual  (Chapter  11).  The  methodology  is  applied  to 
determine  level-of- service  for  each  arterial  segment  using  direct  field 
measurements  of  average  travel  speed. 

c.     Network  Segmentation 

Documentation  of  Method  and  Criteria 

Development  of  the  1993  CMP  included  a  comprehensive  effort  to  document 
the  criteria  used  in  1991  to  establish  the  initial  segmentation  of  the  CMP 
roadway  network  in  San  Francisco,  including  freeway  facilities.  The 
following  five  criteria  were  identified  as  major  determinants  of  segment 
limits  for  the  city  arterials  in  the  CMP:  predominant  development  patterns 
(including  factors  such  as  number  of  driveways,  institutional  users,  etc.), 
changes  in  speed  limits,  major  cross  streets,  significant  changes  in  traffic 
volumes,  and  occurrence  of  freeway  ramps.  These  criteria  are  dictated  by 
accepted  traffic  engineering  practice,  and  they  reflect  factors  that  are 
generally  recognized  as  significant  in  explaining  the  operating  behavior  of  a 
roadway.  Appendix  IV  contains  a  listing  of  all  CMP  arterials  in  San 
Francisco,  highlighting  the  specific  criteria  that  apply  to  determine  the 
geographic  limits  of  each  segment. 

For  freeway  facilities  the  segmentation  criteria  are  simpler.  They  include 
interchange  on  and  off  ramps,  and  points  were  two  freeway  facilities  merge 


Page  24 


San  Francisco  1993  CMP 
November  1993 

or  bifurcate.  Segment  limits  for  freeways  in  the  San  Francisco  CMP  are 
also  shown  in  Appendix  IV. 

Segmentation  Changes 

Table  4-C  lists  all  CMP  arterials  where  segmentation  changes  have  been 
introduced,  including  a  technical  justification.  Changes  were  introduced  in 
the  segmentation  of  18  arterials  in  the  network.  The  new  arterial  segments 
follow  more  closely  the  five  segmentation  criteria  described  above,  and  they  . 
provide  a  better  framework  for  monitoring  of  LOS,  improving  comparability 
of  results  among  similar  facilities.  By  better  reflecting  local  conditions 
these  new  segments  increase  the  reliability  and  explanatory  power  of  LOS 
measurements  on  the  network.  This  is  essential  to  provide  a  solid  basis  for 
decision-making  leading  to  development  and  implementation  of  congestion 
management  actions.  Further  segmentation  changes  will  be  considered 
during  fiscal  years  1993-4  and  1994-5,  as  necessary. 

Monitoring  Results 

In  order  to  determine  initial  ("baseline")  LOS  conditions,  monitoring  of  the  CMP 
network  was  performed  by  the  Department  of  Parking  and  Traffic  during  the 
summer  of  1991.  This  initial  monitoring  also  allowed  identification  of  network 
segments  at  LOS  F  which  are  legislatively  exempted  from  conformance  with  the 
established  LOS  "E"  standard  but  will  continue  to  be  periodically  monitored  and 
targeted  for  congestion  management  measures  as  appropriate.  CMP  arterial 
and  freeway  segments  identified  at  LOS  F  in  the  1991  San  Francisco  CMP  are 
shown  in  Appendix  IV. 

Tables  I  through  IV  in  Appendix  IV  show  LOS  monitoring  results  for  all 
segments  of  arterials  and  freeways  in  the  CMP  network.  The  information 
includes  segment  length,  direction  of  travel,  time  of  day  (AM  and  PM  peak), 
average  operating  speed  measured,  and  LOS  results  for  both  1991  and  1993. 
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Table  4-C 

Rationale  for  Changes  to  Arterial  Segmentation 

Since  1S91 


Third  Street 

Eliminated  Fairfax  Street  as  a  break  point.  Evans 
Avenue  is  the  new  break  point  because  of  the  change  in 
bpeeu  li-ixii l  d_nu  ucuttuoc  xjvaJis  ifc  a  major  L:  jso  bircci. 

JUVell  Oli  trtil  15  a  Dct-SbbdT y  Uiciib.  pUllll  DcJaUsc  Ol  a  SpeSu 

limit  chanee. 

Army  Street 

Because  of  the  size  of  the  U.S.  101  interchange  at  Army 
Street  circle,  a  break  point  was  established  on  each  side  of 

11.    UDc  lb  di  JvcUloas  Olrccl  aJUQ  a  BcLOHU  15  al  IjIyELIlL 

Street. 

Bayshore  Boulevard 

Industrial  is  a  necessary  break  point  because  of  nearby  off 

O.I1U  Uli  ralllUb. 

Bush  Street 

Gough  is  the  best  divider  to  break  Bush  into  two  segments 
because  land  use  changes  occur  at  Gough  and  because  it  is 

O    mQinr  prftCC    C  f"  T* QO f 

a  UlaJUr  LIUos  DUCvl. 

Duboce  Avenue 

Folsom  Street  was  eliminated  as  a  break  point  and 
rcpiaLcu  wiun  lvii&sion  uueei,  ucCausc  oi  ulc  presence  oi 
on  and  off  ramps  to  101. 

Hj vdiii,  Avenue  snu  rrcinoui 
Street 

i  ne  11791  liiicriDeuiaie  ssgiusni  limits  couiu  not.  us 
justified  and  were  eliminated  (no  apparent  change  in 

traffic  flow  conditions) 

Fulton  Street 

Arguello  was  identified  as  an  intermediate  segment  limit 
because  it  is  a  major  cross  street  and  because  of  a  speed 
limit  chanee.  1 

Harrison  Street 
• 

Eliminated  2nd.  Street  and  substituted  First  Street  is  the  | 
first  break  point  because  of  the  1-80  on-ramp. 

Junipero  Serra  Blvd 

The  first  segment  boundary  is  19th  Avenue  instead  of  j; 
Holloway,  as  justified  by  the  change  in  speed  limit  and  1| 
also  because  19th  Avenue  is  a  major  cross  street.  | 
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Table  4  -  C  (Contd.) 


Lombard  street 

Eliminated  intermediate  segment  boundaries  because 
land  uses  and  tramc  conditions  are  uniform  along  this 
street.  t 

! 

[Market  Street 

Established  a  new  segment  boundary  at  Clipper  because 
of  a  change  in  grade  on  each  side  of  Clipper.  Eliminated 
unjustified  breaks  at  Danvers,  Sanchez  and  Gough 

Mission  Street 

Eliminated  intermediate  boundaries  between  14th  and 
Army  and  between  Army  and  Ocean  to  better  reflect  land 
use. 

O'Farrell  Street 

Eliminated  intermediate  segment  boundaries  at  VanNess,  | 
Leavenworth  and  Taylor,  which  created  segments  too  !| 
short  for  accurate  measurement.  Mason  is  the  new  break  1 
point  because  of  land  use  changes. 

Van  Ness  Avenue 

Added  Golden  Gate  Avenue  as  an  intermediate  segment 
boundary  because  of  land  use  changes  (start  of  the  Civic 
Center  area).  j 

n 

LOS  monitoring  for  the  current  conformance  determination  cycle  was  performed 
during  July  and  August  1993.  Figures  4-1  and  4-2  show  CMP  network  segments 
operating  at  LOS  D  or  worse  during  the  1993  monitoring  for  the  PM  peak  period. 
In  addition  to  arterial  segments  already  identified  at  LOS  F  during  the  1991 
monitoring,  the  1993  monitoring  identified  only  one  arterial  segment,  on  Clay  St. 
(between  Kearny  and  Davis)  operating  at  LOS  F  during  the  AM  peak. 

During  the  PM  peak  there  were  no  new  segments  identified  at  LOS  F.  In  order 
to  corroborate  these  results,  and  to  determine  the  contribution  of  regional  trips 
to  this  LOS  F  measurement,  the  segment  on  Clay  Street  will  be  monitored  every 
four  months  until  April  1994.  If  the  segment  is  found  to  be  deficient  during  the 
April  monitoring,  the  City  will  be  required  to  prepare  and  implement  a 
deficiency  plan. 
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In  general,  the  1993  monitoring  shows  some  improvement  in  overall  traffic 
conditions  over  the  entire  arterial  network.  There  are  many  possible  factors 
contributing  to  explain  this  change,  particularly  the  downturn  in  the  California 
economy,  which  has  manifested  itself  in  a  the  decline  in  the  total  number  of  jobs 
in  San  Francisco  and  in  the  region,  as  well  as  a  slowing  down  of  commercial 
activity  in  the  city.  Improvements  and  standardization  in  the  speed 
measurement  technique  introduced  during  1993  may  also  account  for  some  of 
the  differences  in  LOS  measurements  from  1991.  The  freeways  show  no 
significant  change. 

Future  Monitoring  Approach 

In  addition  to  average  speed  measurements,  during  fiscal  year  1993-94  the 
Authority  will  be  exploring  with  the  Department  of  Parking  and  Traffic  the 
possibility  of  systematizing  existing  measurements  of  arterial  traffic  volumes  by 
tube  counts  (mechanical  counters)  so  that  they  can  provide  additional  data  at 
regular  intervals.  Other  possibilities,  including  installation  of  traffic  counting 
loops  detectors  at  permanent  count  stations,  and  the  need  for  new  cordon  counts 
of  downtwn  (the  last  one  was  in  1983)  will  also  be  considered.  Although  not 
acceptable  for  CMP  conformance  determination  purposes,  arterial  volume  counts 
can  be  used  to  monitor  the  progress  of  congestion  management  actions  in 
between  annual  LOS  measurements. 

In  order  to  determine  frequency  of  LOS  monitoring,  each  segment  of  San 
Francisco's  CMP  network  is  assigned  to  one  of  two  tiers.  Roadway  segments 
operating  at  levels  of  service  D  or  E  (poor  conditions)  at  the  time  of  the  most 
recent  monitoring  are  classified  as  Tier  1,  and  subject  to  average  operating  speed 
monitoring  at  least  once  every  year.  Segments  operating  at  LOS  A  through  C 
are  classified  as  Tier  2,  and  monitored  over  a  two-year  cycle.  The  Authority  may 
require  more  frequent  average  operating  speed  monitoring  of  Tier  1  or  2 
segments,  if  tube  counts  or  other  evidence  gathered  between  annual  conformance 
determinations  suggests  significant  or  more  rapid  increase  in  congestion  than 
initially  anticipated. 

Although  the  focus  of  the  Congestion  Management  Program  is  on  system-level 
analysis  and  link-level  measurement  of  LOS,  in  order  to  more  closely  track  the 
evolution  of  congestion  problems  on  the  CMP  network,  the  Authority  may 
require  an  examination  of  operating  conditions  at  certain  intersections. 
Intersection  analysis  techniques  will  follow  the  methodology  described  in 
Chapter  9  of  the  1985  Highway  Capacity  Manual.  In  addition,  operational 
analyses  of  intersections  for  assessment  of  impacts  in  connection  with  land 
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development  proposals  will  follow  the  analytical  methods  detailed  in  the  City's 
environmental  review  guidelines  (see  Chapter  7:  Land  Use  Analysis  Program). 

Work  Program  Items  -  Key  Milestones 

Monitor  newly  identified  LOS  F  segment  on  Clay  St.  every  four  months 
until  April  1994 

Make  final  determination  of  deficiency  for  new  LOS  F  segment  if  it  remains 

at  LOS  F  in  April  1994 
Develop  approach  for  incorporation  of  traffic  count  information  (arterials 

and  freeways)  into  the  annual  monitoring  process,  by  May  1994. 
Propose  CMP  network  segmentation  changes  if  necessary,  by  July  1994. 
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CHAPTER  5 
TRANSIT  SERVICE  STANDARDS 
Legislative  Requirements 

California  Government  Code  section  65089(b)(4)  requires  Congestion 
Management  Agencies  to  establish  Transit  Service  Standards,  including: 

Frequency:  typically,  the  number  of  transit  vehicles  (buses,  trains  or 
ferries)  per  hour  (e.g.,  4  buses  per  hour).  The  inverse  of  the  frequency  is 
called  "headway",  which  is  the  time  between  transit  vehicles  (e.g.,  15 
minutes  between  buses). 

Routing:  the  pattern  of  the  transit  route  network  (e.g.,  radial,  grid,  etc.) 
and  the  service  area  covered  (e.g.,  percent  of  total  population  served  within 
one-quarter  mile;  or  percent  of  total  urbanized  area  served,  etc.). 

Coordination:  the  linkages  between  transit  services  provided  by  different 
operators  (e.g.,  timed  transfers  at  transit  centers,  joint  fare  cards,  etc.). 

Legislative  Intent  and  Application  to  San  Francisco 

The  transit  standards  are  intended  to  work  in  concert  with  roadway  LOS 
standards  and  trip  reduction  components  of  the  Congestion  Management 
Program,  to  achieve  improvements  in  congestion  conditions  and  air  quality. 

The  legislation  provides  no  guidance  regarding  monitoring  of  transit  service 
against  established  service  standards.  Transit's  role  in  congestion  management 
is  otherwise  just  hinted  at  in  the  law,  for  example  in  connection  with  Deficiency 
Plans  (see  Chapter  8).  The  marginal  treatment  of  transit  in  the  legislation  has 
two  explanations:  first,  congestion  management  legislation  was  informed 
primarily  by  a  suburban  understanding  of  mobility,  where  transit  carries  a 
marginal  portion,  at  best,  of  total  daily  trips;  and  second,  the  legislation  provided 
neither  operating  funds  nor  an  explicit  congestion  management  role  for  transit 
operators.  In  fact  the  law  places  responsibility  only  on  local  jurisdictions  for 
implementation  of  specific  congestion  management  actions  even  though  local 
jurisdictions  generally  have  neither  the  authority  to  dictate  transit  service 
improvements,  nor  the  predisposition  to  fund  them. 

In  a  densely  built  up  urban  setting  like  San  Francisco,  transit  plays  a 
substantive  role  in  enhancing  individual  mobility,  creating  opportunities  to 
develop  highly  integrated  congestion  management  strategies.  In  addition,  the 
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jurisdictional  authority  of  the  City  over  its  main  local  transit  provider  (MUNI) 
makes  it  possible  to  expect  a  closer  link  between  transit  service  policy. decisions 
and  congestion  management  outcomes.  The  lack  of  a  clear  legislative  link 
between  funding  for  transit  operations  and  CMP  requirements  dictates  an 
approach  that  relies  on  cooperation  among  all  transit  operators,  the  City,  and 
the  Authority  to  ensure  that  service  standards  are  maintained. 

Although  the  legislative  intent  is  clearly  to  encourage  the  use  of  alternatives  to 
traveling  by  single-occupant  automobile,  lack  of  additional  funding  for  transit 
operations  dictates  a  cautious  approach  to  determining  the  degree  to  which 
congestion  mitigation  will  be  dependent  on  expansion  of  traditional  fixed-route 
transit  service,  particularly  in  light  of  the  City's  current  fiscal  crisis,  which  may 
trigger  MUNI  service  cuts.  Other  alternatives  for  improving  mobility  and 
addressing  congestion  are  addressed  in  the  Chaper  6:  Trip  Reduction  Element. 

Coordination 

Senate  Bill  602  requires  that  MTC,  in  coordination  with  the  Bay  Area's  Regional 
Transit  Coordinating  Committee  (RTCC),  develop  rules  and  regulations  for  fare 
and  schedule  coordination  in  MTC's  nine-county  Bay  region.  The  SB  602 
process,  already  under  way  for  two  years,  is  considered  sufficient  to  meet  the 
intent  of  CMP  law  regarding  transit  service  coordination  in  the  region. 
Compliance  with  the  SB  602  process  by  MUNI  and  all  other  operators  serving 
San  Francisco  will  therefore  constitute  sufficient  grounds  for  a  finding  of 
conformance  with  CMP  transit  coordination  requirements. 

Frequency  and  Coverage 

Table  5-A  shows  frequency  and  coverage  standards  for  all  transit  operators  that 
provide  service  in  San  Francisco.  For  ease  of  understanding,  in  all  cases 
frequency  standards  are  expressed  using  the  concept  of  "headway",  which  is  the 
time  between  two  consecutive  transit  vehicles  in  a  given  route.  For  example: 
instead  of  "4  buses  per  hour"  (i.e.,  frequency  of  service),  the  tables  show  "15- 
minute  headways". 

A  number  of  transit  operators  provide  connections  to  and  from  points  outside  the 
city.  Because  of  the  predominantly  suburban,  low-density  environment  in  which 
they  function,  which  limits  the  amount  and  kinds  of  service  they  can  provide, 
these  operators  have  established  significantly  different  standards  from  those 
that  MUNI  is  expected  to  achieve  in  San  Francisco.  These  differences  are 
reflected  in  Table  5-A.  The  transit  standards  are  essentially  established  policy 
and  in  most  cases  are  taken  directly  from  each  operator's  current  Short  Range 
Transit  Plan. 
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Table  5-A 

Transit  Service 
Frequency  and  Coverage  Standards 

MUNI 

[Frequency  Standard 

20-minute  maximum  headway  on  radial  and  cross-town  lines. 
30-minute  maximum  headway  on  community  and  feeder  lines. 

Coverage  Standard 

Walking  distance  to  a  route  is  a  quarter  mile  or  less. 

AC  TRANSIT 

Frequency  Standard 

SERVICE  TYPE  TIME  PERIOD 

Peak      Mid-day    Night     Owl  Weekend/Holidays 

Transbay  Express  30 

Transbay  Basic  15  30  30 

Coverage  Standard 

AC  Transit  provides  two  levels  of  service  to  the  Transbay  Terminal  in  San 
Francisco.  Transbay  Express  provides  medium  to  high  frequency  peak -hour 
service  between  San  Francisco  and  selected  areas  of  the  District  where  there  is 
demand  for  transit  services  which  BART  cannot  meet.  Transbay  Basic  provides 
direct  service  between  San  Francisco  and  major  East  Bay  areas  that  are  not  well 
served  by  BART;  the  service  operates  all  day  at  a  medium  to  high  frequency  on  a 
local  and/or  limited  stop  basis. 
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Table  5-A  (cont.) 
BART 

Frequency  Standard 

LINE 


Concord 

Fremont 

Richmond 

TIME  PERIOD 

Daly  City 

Daly  City 

Daly  City 

Weekday  Peak 

7.5 

12 

15 

Weekday  Mid-day 

15 

15 

15 

Weekday  Night 

20 

Saturday  Day 

20 

20 

20 

Saturday  Night 

20 

Sunday/Holiday  all  day 

20 

Coverage  Standard 


BART  rail  service  is  provided  between  the  hours  of  5:00  a.m.  and  approximately 
1:00  a.m.  Monday  through  Friday,  6  a.m.  to  approximately  1:00  a.m.  on 
Saturdays,  and  8  a.m.  to  approximately  1:00  a.m.  on  Sundays  and  major 
holidays.  Closings  for  individual  stations  are  timed  with  the  schedule  for  the 
last  train  beginning  at  approximately  midnight. 

BART  has  eight  stations  in  San  Francisco:  Four  spaced  a  half  mile  apart  on 
Market  Street  and  four  at  variable  distances  in  the  southwestern  part  of  the 
City. 
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Table  5-A  (cont.) 
CALTRAIN 

Frequency  Standard 
30-minute  headways  during  the  peak 
2  hour  headways  off-peak 
Coverage  Standard 

The  CalTrain  system  operates  on  a  46.9  mile  route  between  San  Francisco  and 
San  Jose.  There  are  26  stations  in  the  16  cities  that  CalTrain  serves,  including 
four  in  San  Francisco.  Stations  are  spaced  between  1.0  and  4.1  miles  apart. 


GOLDEN  GATE  TRANSIT 

Frequency  Standard 


TIME  PERIOD 
Peak  Base 


SERVICE  TYPE 


Commute  Bus  15 

Basic  Service  Bus  30  60 

Larkspur  Ferry  30  2  hrs. 

Sausalito  Ferry  75  75  • 

Coverage  Standard 

Commute  bus  routes  operate  weekdays,  in  the  peak  travel  direction,  between 
residential  areas  in  Marin  and  Sonoma  Counties  and  the  San  Francisco  Finance 
District  and  Civic  Center. 

Basic  service  routes  operate  all  day,  seven  days  a  week,  between  the  Transbay 
Terminal  and  Civic  Center  in  San  Francisco  and  various  suburban  centers 
within  Marin  and  Sonoma  Counties. 

The  Sausalito  Ferry  operates  with  one  boat  and  can  only  provide  service  as 
quickly  as  it  can  travel  back  and  forth  between  Sausalito  and  San  Francisco, 
usually  an  hour  and  a  half. 
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Table  5-A  (cont.) 


I  Frequency  Standard 


SAMTRANS 


SERVICE  TYPE 


TI 
Peak 


ME  PERIOD 
Base 


Commute  Bus 
Basic  Service  Bus 


30 


60 


Coverage  Standard 

1.  Serve  each  city  within  San  Mateo  County  with  at  least  one  bus  route. 

2.  Maintain  bus  service  within  the  foDowing  regional  corridors: 
o  Highway  82  (El  Camino  Real) 

o  Highway  92  (San  Mateo  Bridge) 
o  Highway  101 

o  Highway  1  north  of  Hah"  Moon  Bay 

3.  Maintain  bus  feeder  service  to  CalTrain  stations  located  within  San  Mateo 

County  at  current  levels  (FY  1990/91). 

4.  Maintain  bus  feeder  service  to  the  Daly  City  BART  station  at  current  levels 

(FY  1990/91). 


Work  Program  Items  -  Key  Milestones 

Establish  a  procedure  for  conformance  verification  -  By  April  1995 
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CHAPTER  6 
TRIP  REDUCTION  ELEMENT 
Legislative  Requirements 

California  Government  Code  Section  65089  (b)(3)  requires  development  of  a  trip 
reduction  and  travel  demand  element  that  promotes  alternative  transportation  - 
methods,  such  as  carpools,  vanpools,  transit,  bicycles,  and  park-and-ride  lots; 
improvements  in  the  balance  between  jobs  and  housing;  other  strategies, 
including  flexible  work  hours  and  parking  management  programs;  and  parking 
cash-out  programs.  Each  local  jurisdiction  was  expected  to-  adopt  a  Trip 
Reduction  and  Travel  Demand  Ordinance  which  incorporates  these  policies  no 
later  than  November  1992. 

Section  65088.1  of  the  Government  Code  and  section  43845  of  the  Health  and 
Safety  Code  require  CMAs  to  consider  and  define  a  parking  cash-out  program  as: 
an  employer  funded  program  under  which  an  employer  offers  to  provide  a  cash 
allowance  to  an  employee  equivalent  to  the  parking  subsidy  that  the  employer 
would  otherwise  pay  to  provide  the  employee  with  a  parking  space.  Parking 
subsidy  means  the  difference  between  the  out-of-pocket  amount  paid  by  an 
employer  on  a  regular  basis  in  order  to  secure  the  availability  of  an  employee 
parking  space  not  owned  by  the  employer  and  the  price,  if  any,  charged  to  an 
employee  for  use  of  that  space.  Section  43845  of  the  Health  and  Safety  Code 
further  specifies  that  the  parking  cash-out  programs  apply  to  employers  of  50  or 
more  persons  in  air  basins  designated  as  non- attainment  areas  under  the  State's 
Clean  Air  Plan. 

In  addition,  Regulation  13,  Rule  1,  adopted  on  December  16,  1993,  by  the  Bay 
Area  Air  Quality  Management  District  (BAAQMD)  in  response  to  the  mandates 
in  the  California  Clean  Air  Act  (CCAA),  establishes  a  requirement  for  the 
development  of  trip  reduction  programs  for  all  large  public  and  private 
employers,  defined  as  those  with  100  or  more  employees  at  a  single  work  site. 

Legislative  Intent  and  Application  to  San  Francisco 

The  Trip  Reduction  and  Travel  Demand  Element  is  a  key  feature  of  the  CMP 
legislation.  No  other  component  of  the  CMP,  except  the  Capital  Improvements 
Program,  is  as  clearly  action-oriented  as  the  trip  reduction  element.  While  the 
land  use  analysis  program  or  level-of-service  monitoring  fulfill  primarily  a 
diagnostic  function,  identifying  potential  or  actual  congestion  problems  so  that 
solutions  can  be  developed,  the  trip  reduction  element  mandates  the 
establishment  of  local  policy  (i.e.,  trip  reduction  ordinances)  coordinated  at  the 
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subregional  (county)  level,  explicitly  aimed  at  curbing  congestion  by  promoting 
major  changes  in  trip-making  behavior  affecting  both  the  nature  of  travel  (as  in 
staggered  work  hours),  as  well  as  the  choice  of  travel  mode  (as  in  transit  and 
shared  rides  instead  of  solo  driving). 

The  requirement  for  local  jurisdictions  to  consider  parking  cash-out  programs  as 
part  of  their  trip  reduction  efforts,  a  1992  addition  to  the  original  CMP 
legislation,  aims  at  institutionalizing  the  notion  of  balance  between  the  level  of 
subsidy  for  different  modes  of  transportation.  Free  parking  at  the  work  site,  a 
traditional  attribute  of  most  employment  opportunities  (except  in  the  urban 
core),  is  to  be  reconsidered.  Transportation  cost  is  redefined  as  a  kind  of 
employer-paid  benefit,  and  employees  can  choose  to  use  their  transportation 
allowance  to,  for  instance,  pay  for  parking  at  the  work  site,  pay  for  transit  fare, 
or  to  buy  into  a  vanpool.  Charging  the  users  the  true  cost  of  parking,  it  is 
argued,  makes  other  options  economically  thinkable,  and  possibly  even  more 
attractive  than  driving  alone.  Issues  of  equity,  feasibility  and  timing  of 
implementation  remain  to  be  addressed,  especially  in  suburban  locations  where 
transit  service  is  usually  not  in  place  or  must  first  be  vastly  improved  before  it 
can  become  a  viable  commute  option.  The  City's  parking  policies,  including  a 
25%  tax  on  all  off-street  parking,  are  geared  to  discourage  access  into  downtown 
by  single  occupant  vehicle.  Furthermore,  because  of  the  large  supply  of 
trabsportation  options  in  downtown,  employer-paid  parking  for  employees  in  the 
exception  rather  than  the  norm.  The  applicability  of  the  parking  cash-out 
concept  will  need  to  be  analyzed  further,  in  light  of  these  and  other  conditions  in 
the  downtown  area.  This  analysis  will  be  coordinated  with  ongoing  trip 
reduction  efforts.  Opportunities  for  application  of  the  parking  cash-out  concept 
outside  of  the  downtown  area  will  be  explored,  as  well. 

CITY  POLICY  FRAMEWORK 

While  San  Francisco  does  not  have  an  official  citywide  Trip  Reduction 
Ordinance,  over  the  last  two  decades  the  City  has  adopted  a  variety  of  policies 
designed  to  discourage  travel  by  single-occupant  automobile  and  promote  other 
transportation  alternatives.  As  a  result  the  City  was  able  to  accommodate 
unprecedented  growth  in  travel  demand  without  significantly  increasing 
investment  in  highway  and  street  capacity  expansion.  In  1973,  the  City 
Planning  Commission  and  the  Board  of  Supervisors  adopted  a  policy  giving 
priority  to  transit  vehicles  on  certain  "transit  streets".  Over  the  next  twenty 
years  this  action  evolved  into  a  set  of  strategies  and  policies  known  collectively 
as  the  City's  "Transit  First  Policy".  Transit  First  is  San  Francisco's  pioneering 
and  comprehensive  response  to  the  need  for  trip  reduction  and  travel  demand 
management.  The  City's  Transit  First  Policy  is  documented  in  three  different 
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sources:  the  Transportation  Element  of  the  City's  General  Plan;  the  Planning 
Code;  and  other  City  ordinances. 

The  following  sections  describe  in  detail  the  General  Plan's  objectives  and 
policies  which  focus  on  the  Transit  First  policy.  City  Planning  Code  and  other 
City  ordinances  intended  to  implement  this  policy  are  also  discussed.  Following 
that,  a  section  of  this  chapter  discusses  policies  intended  to  reduce  travel 
demand  by  addressing  the  balance  between  housing  supply  and  employment 
growth.  The  final  section  examines  the  relationship  of  San  Francisco's  trip 
reduction  policies  to  regional  recommendations  for  Transportation  Control 
Measures  designed  to  achieve  air  quality  objectives. 

A-    Objectives  and  Policies  in  the  General  Plan 

The  following  objectives  and  policies  of  the  Transportation  Element  of  the 
General  Plan  focus  on  the  City's  policy  toward  a  transit  oriented 
solution  to  growth  in  travel  demand,  as  well  as  the  City's  comprehensive 
transportation  planning  approach,  which  discourages  the  use  of  the  single- 
occupant  automobile. 

Objective  1  -  Policies  2  and  3:  give  priority  to  public  transit  as  the 
means  of  meeting  transportation  needs,  particularly  those  of  commuters, 
and  call  for  the  coordination  and  linkage  of  regional  and  local 
transportation  systems. 

Objective  2  -  Policies  1  and  2:  call  for  the  development  of  an  extensive 
network  of  regional  rapid  rail  transit  to  support  a  city-centered  region 
and  for  the  transportation  system  to  guide  the  development  of  the  City. 
Policy  6  under  this  Objective  calls  for  incentives  for  the  use  of  transit, 
carpools,  and  vanpools,  and  for  the  reduction  of  the  need  for  automobile  and 
parking  facilities. 

Objective  3:  gives  first  priority  to  improving  transit  services  and 
providing  an  efficient  and  convenient  system  throughout  the  City  as  a 
feasible  alternative  to  automobile  use.  Policies  1  through  8  of  this  objective 
call  for  an  improved  transit  system  by  establishing  transit  preferential 
streets,  by  providing  intensified  citywide  transit  services  and  low  fares,  by 
establishing  transit  centers,  by  maintaining  adequate  taxi  services,  by 
establishing  frequent  transit  services  to  major  activity  centers,  and  by 
providing  supplemental  privately  operated  transit  services. 

Objective  4:  establishes  transit  as  the  primary  mode  of  travel  between 
downtown  and  all  major  activity  centers  in  the  region.  Policies  1  through  5 
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of  this  Objective  call  for  exclusive  bus  lanes  on  freeways  and  bridges,  for 
provision  of  transit  service  to  downtown  and  other  employment  centers  from 
residential  and  suburban  areas,  for  making  future  rail  transit  extensions  in 
the  city  compatible  with  BART  and  MUNI  rail  lines,  and  for  the  support  of 
water-based  passenger  transportation  systems. 

Objective  10  -  Policy  3:  restricts  long-term  automobile  parking  at  rapid 
transit  stations  throughout  the  City  in  favor  of  feeder  bus  services. 

Objective  11  -  Policy  1:  limits  the  provision  of  long-term  parking  facilities  at 
institutions  and  encourages  short-term  parking. 

Objectives  7  and  8:  call  for  the  provision  of  safe  pedestrian  and  bicycle 
facilities  as  alternatives  to  single-occupant  automobile  travel. 

Objective  7  -  Policies  1  through  4:  call  for  the  provision  of  safe  and  pleasant 
spaces  for  pedestrians  by  widening  sidewalks,  by  creating  pedestrian-only 
streets  and  by  ensuring  convenient  and  safe  pedestrian  crossings. 

Objective  8  -  Policies  1  through  6:  call  for  an  increased  availability  of 
information  for  bicycle  commuting,  for  expansion  and  improvement  of 
bikeways,  for  elimination  of  hazards  on  bikeways,  for  accommodation  of 
bicycles  on  regional  transit  facilities,  for  bicycle  safety  education,  and  for 
improved  bicycle  traffic  enforcement. 

B.    Existing  City  Ordinances 

This  section  describes  the  Planning  Code  and  other  City  ordinances  dealing 
with  implementation  measures  that  support  the  Transit  First  policy,  and 
other  strategies  developed  by  the  City  to  discourage  the  use  of  the  single - 
occupant  automobile. 

B.l.  The  Planning  Code 
a.  Parking 

Unlike  most  central  cities,  San  Francisco  has  never  required  the  provision 
of  a  minimum  number  of  parking  spaces  as  a  condition  for  approval  of 
downtown  commercial  development.  This  approach  complements  the  City's 
Transit  First  policy.  Other  Policies  adopted  by  the  City  also  support  this 
concept,  which  has  been  used  to  discourage  and  effectively  control  the 
growth  of  automobile  travel  in  the  downtown  area.  A  comparison  between 
1965  and  1983  cordon  counts  of  all  vehicles  entering  San  Francisco's  greater 
downtown  area  indicates  that  vehicular  traffic  actually  decreased 
slightly(about  3.7%).  During  that  period  approximately  30  million  square 
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feet  of  new  office  space  were  built  in  the  downtown  area,  and  just  between 
1970  and  1980  citywide  employment  increased  by  approximately  100,000 
jobs,  but  the  number  of  parking  spaces  in  downtown  remained  about  the 
same.  Results  from  the  1987  update  of  parking  counts  are  consistent  with 
this  pattern. 

The  following  paragraphs  reference  the  Planning  Code  Sections  that 
address  parking  policy: 

Section  204.5(c)  establishes  that  parking  is  allowed  (though  not  required)  in 
the  downtown  area  as  an  accessory  use.  The  maximum  garage  area  for 
accessory  parking  is  limited  to  7%  of  the  gross  floor  area  of  the  building. 
Any  amount  above  the  permitted  7%  requires  a  Conditional  Use  permit 
authorization. 

Section  155(g)  establishes  a  rate  structure  for  parking  open  to  the  general 
public  in  the  downtown  area.  The  rate  structure  is  intended  to  discourage 
long-term  parking  for  all  uses,  with  the  exception  of  residential  and  hotel 
uses.  The  rate  charged  for  four  hours  of  parking  cannot  exceed  four  times 
the  rate  for  the  first  hour.  The  rate  for  eight  or  more  hours  of  parking 
cannot  be  less  than  10  times  the  rate  for  the  first  hour.  No  discount 
parking  is  permitted  for  weekly,  monthly  or  similar  time -specific  periods. 
The  rate  structure  established  under  this  section  does  not  apply  to  stand- 
alone parking  garages,  i.e.,  parking  that  is  not  approved  as  a  part  of 
another  development,  although  the  City  Planning  Commission  can  use 
discretionary  powers  to  apply  the  rate  structure  to  stand-alone  garages. 

Section  156(h)  permits  new  parking  lots  within  the  downtown  area  only  as 
temporary  uses,  for  a  two-year  period,  and  requires  a  Conditional  Use 
permit  authorization. 

Section  161  eliminates  parking  requirements  for  commercial  uses  in  dense 
districts  which  are  well  served  by  transit,  including  downtown,  Chinatown, 
and  Jackson  Square,  and  reduce  parking  requirements  in  other  districts 
based  on  similar  criteria. 

Section  223(m-p)  allows  parking  garages  as  principal  land  uses  in  districts 
zoned  C-3  (downtown  commercial/office),  but  only  by  Conditional  Use 

permit. 

b.  Transportation  Management  Programs  and  Transportation 

Brokerage  Services 
The  purpose  of  these  programs  is  to  ensure  that  adequate  measures  are 
taken  to  minimize  the  transportation  impacts  caused  by  employment 
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growth  at  major  job  centers.  The  program  is  carried  out  by  facilitating  the 
use  of  transit,  promoting  ridesharing,  and  by  otherwise  encouraging 
reductions  in  commute  travel  by  single-occupant  automobile. 

Section  163  of  the  Planning  Code  establishes  a  requirement  for 
Transportation  Management  Programs  (TMP)  and  Transportation 
Brokerage  Services  (TBS)  for  office  buildings  in  the  greater  downtown  area 
(C-3  districts)  and  the  South  of  Market  area.  The  Planning  Code  defines 
C-3  as  the  zoning  districts  in  the  downtown  area  that  allow  major  office, 
retail,  commercial  and  downtown  support  developments.  Outside  of  the 
downtown  area,  these  programs  apply  to  office  and  commercial-industrial 
districts  and  to  certain  retail  developments  within  the  Mission  Bay  Specific 
Plan  area.  Although  not  categorically  subject  to  a  specific  Planning  Code 
requirement,  major  institutions  (e.g.,  hospitals  and  universities)  subject  to 
institutional  master  plans  can  also  be  required  to  provide  on-site  TMP  and 
TBS,  depending  on  the  magnitude  of  development  and  anticipated 
transportation  impacts.  These  requirements  are  imposed  when  an 
institution  requests  approval  of  building  permits  pursuant  to  its 
Institutional  Master  Plan. 

b.i.     General  Program  Requirements. 

New  buildings  above  100,000  square  feet  of  gross  floor  area  in  the  C-3 
districts  in  the  downtown  area,  and  above  25,000  square  feet  of  gross 
floor  area  in  the  South  of  Market  area,  are  required  to  provide  on-site 
TMP  and  TBS  for  the  lifetime  of  the  project.  The  TMP  and  the  TBS 
requirements  are  established  in  the  Developer's  Manual,  entitled 
"Transportation  Management  Programs  in  Greater  Downtown: 
Developer's  Manual  for  Procedures  and  Performance  Criteria". 

Major  institutions  subject  to  the  institutional  master  plan  procedures 
are  encouraged  to  provide  on-site  TMP  and  TBS.  The  TMP  and  TBS 
guidelines  for  institutions  are  established  in  a  report  entitled 
"Transportation  Management  Program  Reporting  Requirements  for 
Institutions". 

In  the  Mission  Bay  Plan,  office  and  commercial-industrial 
developments  of  at  least  50,000  square  feet  are  required  to  provide 
on-site  TMP  and  TBS  for  the  lifetime  of  the  project,  and  to  participate 
in  a  TMP  developed  and  implemented  for  the  area  as  a  whole. 
Certain  retail  projects  of  at  least  15,000  square  feet  are  also  required 
to  participate  in  the  TMP. 
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The  TMP  and  TBS  are  designed  to: 

a.  Promote  and  coordinate  effective  and  efficient  use  of  transit  by 
office  tenants,  institutions  and  their  employees,  including  the 
provision  of  transit  information  and  on-site  sale  of  transit  passes; 

b.  Promote  and  coordinate  ridesharing  activities  for  employees  at 
each  office  building  and  institution; 

c  Reduce  parking  demand  and  ensure  the  proper  and  most  efficient 
use  of  on-site  or  off-site  parking; 

d.  Promote  coordinated  flextime  or  staggered  work  hours  to  more 
evenly  distribute  the  arrival  and  departure  times  of  employees, 
during  peak  commute  periods;  and 

e.  Participate  in  networks  with  providers  of  transportation 
brokerage  services  from  other  downtown  office  buildings  and 
major  institutions  to  promote  common  commute  alternative 
objectives. 

b.ii.    Greater  Downtown  TMP  and  TBS  Program  Requirements  - 
Mandated  &  Voluntary 

Under  the  "Developer's  Manual"  the  project  owner  is  required  to: 

a.  Designate  a  permanent  Transportation  Management 
Coordinator  (TMC)  to  comply  with  reporting  requirements,  to 
develop  and  implement  parking  plans,  and  to  provide  oversight 
and  management  for  the  program. 

For  buildings  with  parking,  the  TMC  is  required  to  submit  a 
Parking  Management  Plan  (PMP)  to  be  reviewed  and  approved  by 
the  Department  of  City  Planning.  The  parking  plan  should 
allocate  parking  among  various  users  such  as  short-term, 
handicapped,  carpools,  vanpools  and  bicycles.  The  PMP  should 
provide  a  plan  to  market  preferential  on-site  parking  for  carpools 
and  vanpools.  Issuance  of  long-term  parking  leases  is  limited  to 
the  employees  of  the  building. 

b.  Provide  permanent  Transportation  Brokerage  Services. 
Overall  program  marketing,  transit  pass  sales  and  promotion, 
ridematching,  management  and  biennial  administration  of 
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surveys  regarding  employee  commute  behavior,  are  all  examples 
of  transportation  brokerage  functions. 

Under  the  "Institutions'  Reporting  Guidelines",  every  affected 
institution  is  encouraged  to  provide: 

a.  Transportation  Coordination  for  oversight  and  management  of  all 
aspects  of  the  institution's  transportation  programs  performed  by 
a  designated  Transportation  Coordinator.  The  Transportation 
Coordinator  sets  direction  and  monitors  parking  policies.  For 
buildings  providing  parking,  a  Parking  Management  Plan  (PMP) 
is  required.  The  PMP  should  include  policies  ranging  from  the 
pricing  of  parking  to  the  allocation  of  parking  spaces. 

b.  Transportation  Brokerage  for  day-to-day  administration  of  the 
institution's  TSM  programs.  Overall  program  marketing,  transit 
pass  sales  and  promotion,  ridematching,  and  biennial 
administration  of  surveys  regarding  employee  commute  habits  are 
all  examples  of  transportation  brokerage  functions. 

b.iii.  Mission  Bay  TMP  and  TBS  Requirements 

Requirements  for  TMP  and  TBS  in  Mission  Bay  generally  follow 
those  established  for  C-3  districts  in  the  downtown  area,  but  with 
specific  provisions  as  stated  in  the  Specific  Plan. 

b.iv.    Transportation  Management  Association  (TMA) 

The  Transportation  Management  Association  of  San  Francisco  was 
established  in  1989.  The  TMA  is  an  association  of  building  owners 
and  managers  that  coordinate  and  facilitate  implementation  of  the 
TSM  programs.  Presently  there  are  about  65  buildings  in  the  greater 
downtown  area  with  TSM  requirements.  About  34  buildings  have 
joined  the  TMA  organization. 

B.2.  The  Transit  Impact  Development  Fee 

"The  Downtown  Transit  Impact  Development  Fee"  ordinance  was  enacted 
in  1981.  Under  this  ordinance,  all  new  or  converted  office  spaces  in  the 
downtown  area  are  required  to  pay  the  City  a  $5.00  fee  per  square  foot,  to 
help  defray  the  cost  of  providing  transit  services  to  accommodate  the  trips 
generated  as  a  direct  result  of  the  new  development  over  its  useful  life. 
New  office  development  creates  new  work  trips,  which  add  to  the  already 
heavy  utilization  of  the  transportation  system  in  the  downtown  area  during 
peak  periods.  Given  the  lack  of  slack  capacity  at  those  times,  the  increased 
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ridership  must  be  addressed  through  increased  MUNI  service  frequencies. 
In  ten  years  of  implementation,  the  fee  has  generated  approximately  $71 
million,  which  are  used  to  partially  defray  these  costs.  Appendix  4  contains 
a  copy  of  this  ordinance. 

Other  City  Ordinances  and  Initiatives 

To  improve  the  transit  system  and  to  encourage  the  use  of  public  transit, 
and  high  occupancy  vehicles,  the  following  actions  have  been  approved  and 
implemented  in  the  City: 

a.  Transit  preferential  street  programs  have  been  established  to  give 
priority  to  transit  vehicles  where  conflicts  with  auto  traffic  occur,  and 
to  reduce  transit  delays.  In  addition,  all-day  bus-only  lanes  have  been 
designated  on  ten  streets  in  the  downtown  : 

Sutter  Street  -  Sansome  to  Gough 

Post  Street  -  Gough  to  Market 

Geary  Street  -  Kearny  to  Gough 

OTarrell  Street  -  Hyde  to  Powell 

Mission  Street  -  Main  to  4th 

4th  Street  -  Berry  to  King 

First  Street  -  Market  to  Mission 

Fremont  Street  -  Mission  to  Market 

Stockton  Street  -  Tunnel  under  Bush  St.  to  OTarrell 

Sacramento  Street  -  Drumm  to  Kearny 

b.  Exclusive  Rights  of  Way  have  been  established  for  cable  cars  on  Powell 
Street  from  Market  to  Ellis,  California  to  Sutter,  and  the  northern  half 
block  from  Francisco  to  Bay,  and  for  streetcars  on  Judah  Street  from 
9th  to  19th  Avenues. 

c  In  order  to  increase  transit  speed,  parking  is  prohibited  during  peak 
hours  on  transit  oriented  streets  with  heavy  traffic  volumes. 

d.  Bus  bulbs  have  been  installed  on  congested  streets  such  as  Polk  and 
Stockton  Streets  to  improve  passenger  boarding,  and  to  reduce  travel 
time  by  eliminating  the  time  needed  for  buses  to  pull  into  and  away 
from  the  curb  at  bus  stops. 

e.  Median  islands  have  been  installed  for  use  as  bus  stops  on  Market 
Street,  to  better  utilize  curb  space  and  improve  transit  operating 
efficiency. 


Page  47 


San  Francisco  1993  CMP 
November  1993 


i.  Transit  signal  pre-emption  equipment,  consolidation  and  relocation  of 
transit  stops,  and  increased  enforcement  of  parking  regulations  to 
allow  buses  to  move  more  smoothly  are  additional  measures  taken  by 
the  City  to  improve  transit  system  operations. 

g.  Residential  Parking  Permit  programs  in  the  neighborhoods 
surrounding  institutions  and  neighborhood  commercial  districts  serve 
to  control  and  discourage  all-day  free  parking  for  the  employees 
working  in  those  areas. 

h.  The  Planning  Commission  adopted  a  formal  policy  to  allocate  a 
percentage  of  parking  for  office  buildings  in  the  downtown  area  to 
carpool  and  vanpool  parking. 

i.  For  purposes  of  priority  parking,  the  Mission  Bay  Plan  defines  carpools 
and  vanpools  as  a  minimum  of  three  persons  per  vehicle,  compared  to 
the  two  persons  per  vehicle  generally  used  in  the  Bay  Area. 

j.  A  25  percent  tax  is  imposed  on  all  off-street  parking  fees.  This  tax 
significantly  increases  the  cost  of  parking  and  therefore  discourages 
travel  by  single-occupant  automobile. 

k.  With  the  passage  of  a  1/2  £  sales  tax  enacted  by  the  City  in  1989, 
funding  for  many  transportation  projects  and  programs  has  been 
assured.  Sixty  percent  of  the  approximately  $1  Billion  generated  by 
the  sales  tax  over  the  next  20  years  will  be  allocated  to  transit  projects 
and  programs,  eight  percent  will  be  used  for  paratransit,  and  an 
additional  two  percent  will  fund  TSM  programs. 

1.  During  September  1993,  the  City  recruited  a  Commute  Coordinator  to 
deal  with  the  transportation  needs  of  the  30,000  employees  of  the  City 
and  County  of  San  Francisco. 

m.  The  Department  of  Parking  and  Traffic  is  currently  working  with 
Caltrans  to  provide  further  HOV  lane  use  incentives  by  expanding 
HOV  evening  hours  from  the  current  4-6  pm  to  3:30  to  7  pm.  This 
includes  signage  improvements,  as  well.  Carpool  drop-off  areas  are 
located  on  Howard  St.  near  Folsom,  and  low  cost  ($12/yr.)  vanpool 
parking  areas  exist  along  Folsom,  Washington,  Broadway  and 
McAllister  streets. 
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n.  Parking  control  officers  are  posted  at  congested  intersections  to 
prevent  gridlock  during  p.m.  peak  periods.  The  Department  of  Parking 
and  Traffic  also  has  in  place  an  aggressive  double  parking  prevention 
and  enforcement  program,  citing  end  towing  offending  vehicles. 

HOUSING  AND  EMPLOYMENT  BALANCE 

Downtown  San  Francisco  has  the  largest  concentration  of  commercial  activity 
and  employment  in  the  Bay  Region.  Much  of  the  downtown  employment  growth 
occurred  in  the  1970-79  period.  During  that  time  about  100,000  new  jobs  were 
created  and  about  11,300  net  new  residential  units  were  built  in  the  City.  For 
each  100  new  jobs  created  in  the  city  about  11  net  new  residential  units  were 
built  during  this  period.  This  attracted  many  new  workers  from  the  region  and 
significantly  increased  the  number  of  suburban  commuters  into  the  City. 

During  the  1980's  the  rate  of  downtown  employment  growth  has  decreased.  At 
the  same  time,  compared  to  the  previous  decade,  more  housing  units  have  been 
built  relative  to  the  amount  of  employment  added.  This  has  resulted  in  fewer 
commute  trips  per  new  job  created.  During  the  1980-1989  period  about  14,100 
new  jobs  and  12,250  net  new  residential  units  were  created  in  the  City.  This 
works  out  to  about  87  net  new  housing  unit  built  for  every  100  new  jobs  created 
during  this  period. 

It  has  also  been  the  City's  policy  in  recent  years  to  promote  new  housing  in 
conjunction  with  new  developments.  Presently  there  are  established  housing 
requirements  for  new  office  buildings  in  the  downtown  area.  Section  313.3  of  the 
Planning  Code,  the  Office/Affordable  Housing  Production  Program  (OAHPP) 
imposes  housing  requirements  for  buildings  above  25,000  square  feet  of  office 
space.  Under  this  Section  the  project  sponsor  is  required  to  either  build  housing 
at  a  rate  of  38.6  units  per  100,000  square  feet  of  office,  or  pay  $7.20  per  square 
foot  to  a  housing  developer  to  construct  housing,  or  pay  an  in-lieu  fee  to  the 
city-wide  Affordable  Housing  Fund.  OAHPP  requires  62  percent  of  the  units  to 
be  allocated  for  low  or  moderate  income  housing. 

Extensive  rezonings  undertaken  in  the  city  during  1980's  have  also  actively 
promoted  new  residential  development.  The  Downtown  Plan,  as  well  as  the 
plans  for  Rincon  Hill,  North  of  Market,  Chinatown,  Neighborhood  Commercial, 
Van  Ness  Avenue,  and  South  of  Market,  all  have  measures  to  retain  and 
increase  residential  development.  The  Mission  Bay  project  alone  will  add  8,520 
new  residential  units  in  conjunction  with  the  commercial  development. 
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RELATIONSHIP  OF  TRAVEL  DEMAND  MANAGEMENT  ACTIVITIES 

TO  AIR  QUALITY  IMPROVEMENT  EFFORTS 

A.    Transportation.  Control  Measures 

Under  the  California  Clean  Air  Act  (CCAA),  all  regions  of  the  State  that  do 
not  attain  air  quality  standards  fall  under  one  of  the  following  three 
designations  for  ozone:  moderate,  serious,  severe,  or  extreme;  and  under 
either  of  two  designations  for  carbon  monoxide:  moderate  or  serious. 
Timelines  for  projected  attainment  of  air  quality  standards  are  associated 
with  each  designation.  The  Bay  Area  is  considered  a  serious  non- 
attainment  area:  projections  for  1997  show  that  the  region  will  be  unable  to 
meet  air  quality  standards  for  carbon  monoxide,  reactive  hydrocarbons  and 
nitrogen  oxides  irrespective  of  the  strategy  used.  All  non- attainment  areas 
classified  as  severe  are  also  required  to  reduce  pollutant  emissions  by  five 
percent  per  year.  If  this  is  not  possible  they  are  to  implement  all  "feasible 
measures"  to  reduce  emissions.  The  Bay  Area  also  exceeds  State  standards 
for  particulate  matter,  but  is  not  required  to  meet  these  standards. 

As  required  by  the  CCAA,  in  1991  the  Association  of  Bay  Area  Governments 
(ABAG),  the  Bay  Area  Air  Quality  Management  District  (BAAQMD)  and 
the  Metropolitan  Transportation  Commission  (MTC),  jointly  prepared  the 
Bay  Area  Clean  Air  Plan.  In  addition  to  the  air  quality  controls  proposed 
for  the  Bay  Area  to  reduce  the  amount  of  emissions  per  vehicle  for  each  mile 
driven  (known  as  mobile  source  controls),  there  are  also  measures  which 
seek  to  reduce  the  total  number  of  trips  and  miles  traveled,  better  known  as 
Transportation  Contol  Measures  (TCM's).  The  MTC  has  taken  the  lead  in 
the  region  for  development  of  a  TCM  Plan  which  responds  to  both  State  and 
Federal  air  quality  requirements.  The  TCM  Plan  has  been  reviewed  and 
revised  by  the  BAAQMD  and  it  is  referenced  in  the  Bay  Area  Clean  Air 
Plan. 

The  TCM  Plan  has  three  major  components: 

Phase  l:Reasonably  available  TCMs  that  are  based  on  existing 
authority  and  funding  •  Implementation  by  1994. 

Phase  2:  Additional  mobility,  traffic  operations  and  incentive  package 
which  requires  new  legislative  authority  and  funding  - 
Implementation  by  1997. 

Phase  3:  Market  based  TCMs  which  also  require  authorizing  legislation, 
with  the  exception  of  parking  management  -  Implementation 

by  2000. 
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Local  agencies  are  expected  to  incorporate  these  TCMs  into  planning  and 
implementation  for  transportation  and  land  use  programs.  The  region, 
through  the  MTC,  is  held  responsible  for  overall  progress  toward  the  stated 
goals.  The  CMP  process  provides  an  opportunity  to  integrate  local  planning 
and  programming  into  the  regional  air  quality  planning  process. 

Appendix  VII  provides  a  listing  of  regional  TCMs  and  discusses  how  San 
Francisco's  congestion  management  strategies  contribute  to,  or  reinforce 
these  measures.  Among  the  TCMs  implemented  by  San  Francisco  are 
parking  management  and  pricing  rules,  which  are  considered  Phase  3 
measures. 

Regulation  13,  Rule  1  (BAAQMD)  -  San  Francisco's  Demonstration 
of  Compliance 

Under  Rule  1  of  the  BAAQMD's  Regulation  13,  adopted  in  December  1992, 
Bay  Area  employers  with  100  or  more  employees  at  a  single  work  site  must 
develop  programs  that  encourage  employees  to  use  alternative  modes  of 
transportation,  such  as  transit,  carpooling,  biking,  or  walking,  to  reduce 
drive-alone  commuting.  The  Rule,  which  will  affect  approximately  4,000 
work  sites,  and  about  half  of  all  employees  in  the  Bay  Area,  established 
average  vehicle  ridership  (AVR)  standards  for  the  region  based  on  the 
relative  density  of  development  and  level  of  available  transit  service  in  each 
subregion.  For  San  Francisco,  the  1999  AVR  goal  was  set  at  2.5  commuters 
per  private  vehicle  for  the  Northeast  Quadrant,  including  downtown;  and 
1.5  for  the  rest  of  the  city.  In  an  effort  to  provide  some  flexibility  to  cities 
that  have  invested  in  transportation  alternatives  in  the  past,  the  BAAQMD 
included  a  provision  allowing  a  jurisdiction  to  demonstrate  that  the  1999 
AVR  goals  are  currently  met  for  all  affected  work  sites  within  its  geographic 
area. 

In  1992  the  Authority,  in  conjunction  with  the  Public  Utilities  Commission 
(PUC)  funded  two  citywide  travel  behavior  surveys,  one  focused  on 
randomly  selected  work  sites,  and  the  other  one  centered  on  visitor  travel 
behavior.  Both  surveys  were  conducted  by  the  Department  of  City 
Planning.  The  worktrip  survey  determined  that,  on  average,  San  Francisco 
businesses  already  exceed  the  BAAQMD's  standards  for  1999,  a  finding 
that  clearly  reflects  the  City's  commitment  to  transit  investment  over  many 
decades.  In  light  of  the  survey's  results  the  BAAQMD  determined  that 
work  sites  located  in  San  Francisco  will  not  be  subject  to  Rule  1  through 
1995,  when  a  new  demonstration  of  compliance  will  need  to  be  made. 
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Work  Program  Items  -  Key  Milestones 

Coordinate  data  collection  and  survey  design  needs  with  the  Department  of 
City  Planning  (to  ensure  availability  of  data  for  travel  demand  analysis 
purposes)-  Ongoing 
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CHAPTER  7 
LAND  USE  ANALYSIS  PROGRAM 
Legislative  Requirements 

California  Government  Code  section  65089  (b)  (4)  requires  that  Congestion 
Management  Programs  include  a  program  to  analyze  the  impacts  on  regional 
transportation  systems  of  land  use  decisions  made  by  local  jurisdictions.  The 
analysis  required  under  this  program  must  also  include  estimates  of  the  cost  of 
measures  necessary  to  mitigate  the  transportation  impacts  identified. 

Under  the  CMP  law  local  jurisdictions  retain  their  role  in  land  use  decision- 
making, as  well  as  in  determining  charges  to  land  development  proponents  to 
mitigate  local  transportation  impacts  associated  with  their  proposals.  However, 
Congestion  Management  Agencies  are  required  to  apply  certain  sanctions  (see 
Chapter  12)  if  local  agencies  do  not  comply  with  the  requirements  of  CMP  law. 

Legislative  Intent  and  Application  to  San  Francisco 

The  intent  of  the  legislative  requirement  for  a  CMP-based  land  use  analysis 
program  is  to  establish  a  direct  connection  between  land  development  decisions 
and  proposed  improvements  to  the  regional  transportation  system.  In  principle 
the  connection  already  exists  at  the  local  and  regional  levels.  At  the  local  level  it 
takes  the  form  of  plans  and  fees  for  mitigation  of  local  transportation  impacts. 
At  the  regional  level  it  is  formalized  in  MTC's  Regional  Transportation  Plan, 
which  links  long-range  planning  for  transportation  investment  with  estimates  of 
land  development  based  on  regional  demographic  growth  and  economic 
development.  The  CMP  institutionalizes  this  linkage  at  the  subregional  level. 

The  land  use  analysis  program  for  San  Francisco  is  focused  on  strategically 
assessing  the  cumulative  impacts  of  land  development  proposals  on  the  viability 
of  the  designated  CMP  network.  This  also  includes  the  evaluation  of  impacts 
that  cross  county  lines,  affecting  congestion  management  efforts  by  other 
congestion  management  agencies  in  the  region.  The  analysis  performed  as  part 
of  this  element  informs  the  transportation  investment  recommendations  in  the 
Capital  Improvements  Program,  and  it  identifies  areas  of  the  transportation 
network  where  existing  deficiencies  are  likely  to  worsen  or  where  new 
deficiencies  are  expected  to  materialize.  This  program  is  not  intended  to  replace 
local  analysis.  Rather,  it  uses  local  analysis  data  as  an  input  into  the  system- 
level  evaluation  of  subregional  impacts.  In  the  same  vein,  the  program  is  not 
intended  to  add  a  new  layer  of  complexity  to  the  land  development  review 
process  in  the  city;  instead,  it  takes  advantage  of  information  already  available, 
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for  the  most  part,  through  the  local  and  regional  analysis  processes,  but  it 
analyzes  it  from  a  different  perspective. 

California  Government  Code  Section  65089(b)(4)  requires  the  land  use  program 
to  assess  the  impacts  of  land  development  on  "regional  transportation  systems". 
In  the  1991  San  Francisco  CMP  this  was  interpreted  to  mean  impacts  on  the 
CMP  roadway  network.  However,  the  new  federal  Intermodal  Surface 
Transportation  Efficiency  Act  (ISTEA),  passed  in  1991,  explicitly  requires  the 
development  of  a  metropolitan  transportation  system  (MTS),  including  both 
transit  and  highways.  The  Metropolitan  Transportation  Commission  has 
contracted  with  the  San  Francisco  Transportation  Authority,  acting  as 
congestion  management  agency  to,  among  other  activities,  help  develop  the  MTS 
and  to  use  the  CMP  process  to  link  land  development  decisions  to  impacts  on  the 
MTS.  For  purposes  of  the  land  use  analysis  program,  the  1993  San  Francisco 
CMP  will  use  the  San  Francisco  component  of  the  MTS,  but  conformance  with 
the  roadway  LOS  standards  will  continue  to  be  assessed  using  the  CMP  roadway 
network,  which  is  a  subset  of  the  MTS. 

Existing  Setting 

This  section  provides  background  on  land  use  trends  in  the  city.  San  Francisco 
established  itself  as  the  region's  central  city  during  the  Gold  Rush  era.  It  has 
retained  its  role  as  the  most  concentrated  center  of  employment  as  the  region 
has  evolved.  San  Francisco's  peninsular  location  and  small  size,  approximately 
49  square  miles,  have  forced  a  close  relationship  between  the  City's  development 
patterns  and  its  transportation  network.  There  have  been  significant  numbers 
of  suburban  commuters  into  the  City  for  over  a  century.  San  Francisco  has  been 
able  to  maintain  one  of  the  highest  percentages  of  transit  use  among  U.S.  cities 
because  size  constraints  resulted  in  relatively  high  density  development,  and 
topography  and  geography  limited  access  routes  to  and  from  the  City. 

In  recent  decades,  an  increasing  amount  of  population  and  employment  growth 
has  occurred  throughout  the  region.  Back  office,  manufacturing,  wholesale 
trade,  warehousing,  and  general  retail  employment  has  grown  faster  in  the  East 
Bay  and  South  Bay  than  in  the  City.  However,  San  Francisco  has  remained  the 
region's  dominant  employment  center  for  middle  and  upper  level  office  and 
administrative  functions,  specialty  retail,  and  other  jobs  dependent  upon  direct 
transactional  activities.  San  Francisco's  daytime  population  is  double  its 
resident  population,  and  about  half  of  its  575,000  jobs  are  filled  by  suburban 
commuters.  Transit  and  ridesharing  currently  account  for  about  76  percent  of 
all  commuter  travel  in  the  San  Francisco  downtown  office  district,  which 
contrasts  with  1 1  percent  transit  use  for  the  entire  Bay  Area  region. 
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During  the  1980's,  San  Francisco  actively  promoted  new  residential 
development.  Extensive  revisions  to  the  City's  Master  Plan  and  rezonings  were 
undertaken.  Each  of  these  land  use  plans  -  the  Downtown  Plan,  Rincon  Hill, 
North  cf  Market,  Chinatown,  Neighborhood  Commercial,  Van  Ness  Avenue, 
South  of  Market,  and  Mission  Bay  -incorporated  measures  to  retain  and  enhance 
opportunities  for  residential  development.  In  addition,  housing  development  has 
been  promoted  by  the  policies  of  the  San  Francisco  Redevelopment  Agency  in  the 
Rincon  Point/South  Beach,  Yerba  Buena  Center,  and  the  Western  Addition 
Redevelopment  Plan  Areas.  Together,  these  policies  have  resulted  in  a  net  gain 
of  over  8,500  housing  units  since  1985,  which  represents  about  a  seventy  percent 
annual  increase  in  housing  production  compared  to  the  previous  fifteen  years. 
In  a  regional  context,  San  Francisco  ranked  fourth  among  Bay  Area  cities, 
behind  San  Jose,  Fremont,  and  Santa  Rosa,  in  the  amount  of  new  housing  built 
since  1980. 

Institutional  Framework 

This  section  describes  the  institutional  parameters  that  frame  the  City's  process 
for  reviewing  land  development  impacts  on  the  transportation  network.  San 
Francisco  is  a  Charter  City  and  has  a  consolidated  city  and  county  government. 
An  eleven-member  Board  of  Supervisors  serves  as  the  legislative  body  for  the 
City's  unified  city  and  county  government.  The  City  Planning  Commission 
(CPC)  has  responsibility  for  land  use  decision -making  throughout  the  City.  Five 
of  the  seven  members  of  the  CPC  are  appointed  by  the  Mayor.  In  addition,  there 
is  a  representative  from  the  local  Public  Utilities  Commission  and  the  Chief 
Administrative  Officer.  Among  the  responsibilities  of  the  CPC  are  the  following: 

•  Exclusive  authority  to  act  on  General  Plan  policies  and  area  land  use 
plans  (per  City  Charter); 

•  Holding  public  hearings  on  all  appeals  to  Negative  Declaration 
determinations  and  certification  of  all  local  Environmental  Impact 
Reports; 

•  Discretionary  development  decisions  under  the  City  Planning  Code  (e.g., 
Use  cases,  which  can  be  appealed  to  the  Board  of  Supervisors  under 
certain  circumstances)  and  under  the  City  Charter  (e.g.,  Discretionary 
Review  of  building  permit  applications). 

In  addition,  all  subdivisions  of  five  or  more  lots  and  all  rezonings  must  be 
approved  by  both  the  CPC  and  the  Board  of  Supervisors. 
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City  departments  involved  in  transportation  activities  are:  the  Department  of 
City  Planning  (Transportation  Section),  which  has  primary  responsibility  for 
assessment  of  the  transportation  impacts  of  development  proposals,  to  determine 
consistency  with  land  use  and  transportation  policies  in  the  General  Plan,  and 
for  coordination  with  other  City  departments  which  provide  transportation 
services;  the  Municipal  Railway,  which  operates  an  extensive  streetcar,  cable 
car,  trolley  coach,  and  diesel  bus  transit  network  within  San  Francisco;  the 
Department  of  Parking  and  Traffic,  which  was  created  in  July  1990  to  manage 
City  off-street  and  on-street  parking,  parking  enforcement,  and  traffic 
engineering  activities  consistent  with  the  City's  Transit  First  policies;  and  the 
Department  of  Public  Works,  which  has  retained  responsibility  for  street 
cleaning,  maintenance,  repair,  and  contract  management  affecting  streets  and 
infrastructure.  Each  of  these  departments  are  integral  parts  of  the  City's 
governmental  structure,  and  all  ultimately  report  to  the  Mayor  and  the  Board  of 
Supervisors.  Other  entities  influencing  transportation  and  land  use  in  the  city 
are  the  Redevelopment  Agency,  and  the  Chief  Administrator's  Office,  which  is 
currently  coordinating  the  construction  of  waterfront  projects,  including  the  new 
Embarcadero  Roadway,  the  MUNI  Metro  Turnback,  and  the  Terminal  Separator 
Structure. 

The  San  Francisco  County  Transportation  Authority  was  established  as  an 
independent  agency  to  administer  Proposition  B,  the  funding  program  generated 
from  passage  of  a  new  one-half  cent  sales  tax  for  transit,  roadway,  bicycle  and 
pedestrian  projects.  All  members  of  the  San  Francisco  Board  of  Supervisors 
serve  on  the  Authority  Board  of  Commissioners.  The  Authority  has  also  been 
designated  as  the  local  Congestion  Management  Agency  (CMA)  for  San 
Francisco.  Pursuant  to  this  designation,  the  Authority  has  certain  duties  and 
responsibilities  to  ensure  that  the  city  complies  with  state-mandated  CMP 
requirements.  Such  responsibilities  include,  among  others,  the  development  of  a 
methodology  for  land  use  impacts,  and  the  creation  of  a  uniform  database  for 
land  use  impacts  analysis.  For  a  detailed  discussion  of  the  roles  and 
responsibilities  of  the  Authority,  please  refer  to  Chapter  2. 

Land  Use  and  Transportation  Analysis 

a.     Current  Practice 

The  transportation  implications  of  proposed  development  and  of  prospective 
land  use  changes  are  currently  assessed  within  the  framework  of  the 
California  Environmental  Quality  Act  (CEQA).  The  Office  of 
Environmental  Review  (OER)  within  the  Department  of  City  Planning 
serves  as  the  City's  lead  and  responsible  agency  for  conducting 
environmental  assessments.  Determination  of  transportation  impacts 
associated  with  land  use  changes  is  an  integral  part  of  the  environmental 
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review  process.  Transportation  impact  analyses  are  mandated  not  only 
based  on  traffic  increases  which  exceed  specified  thresholds  -but  also  are 
necessary  whenever  transit  operations,  pedestrian  facilities,  or  loading 
needs  may  be  adversely  affected.  Exacting  published  guidelines  (Appendix 
V)  detail  a  consistent  methodology  in  the  assessment  of  land  use  effects  on 
the  entire  transportation  system.  It  is  a  well-established  procedure  in  the 
local  approval  process  to  require  project  sponsors  to  finance  the  mitigation 
of  localized  and  areawide  impacts  expected  to  be  generated  by  their 
projects.  A  Transit  Impact  Development  Fee  of  five  dollars  per  net  new 
gross  square  feet  for  downtown  office  space  is  mandatory  to  offset  the 
increased  marginal  costs  for  provision  of.  additional  peak  period  transit 
service.  Mitigation  by  developers  helps  to  defray  the  costs  of  public 
improvements  needed  as  a  result  of  land  use  decisions. 

Long-range  development  potential  and  associated  cumulative 
transportation  impacts  have  been  assessed  in  conjunction  with  land  use 
plans  and  rezonings  for  many  areas  of  the  City.  Models  have  been 
developed  for  the  Downtown  Plan,  South  of  Market,  and  Mission  Bay  EIR's 
to  provide  a  comprehensive  framework  for  the  analysis  of  the  effects  of  land 
use  changes  upon  the  transportation  system  of  the  greater  downtown  area. 
Sub -area  modeling  has  also  been  used  in  conjunction  with  land  use 
rezonings  for  Chinatown  and  Van  Ness  Avenue.  Potential  transportation 
impacts  generated  by  new  development  proposals  are  assessed  within  the 
cumulative  framework  for  each  sub -area  which  has  been  modeled. 

b.     Comparison  of  Local  and  CMP  Impact  Analysis  Levels 

The  emphasis  of  the  CMP  land  use  impacts  analysis  program  is  on 
addressing  system-level  impacts  typically  not  discussed  in  depth  as  part  of 
the  local  impacts  analysis  process.  As  described  above,  San  Francisco  has 
made  considerable  efforts  in  developing  a  comprehensive  framework  for 
transportation  impacts  analysis,  particularly  because  of  the  scale  and  pace 
of  development  experienced  over  the  last  three  decades.  However,  further 
effort  will  be  necessary  to  adapt  the  City's  analysis  process  to  the 
requirements  of  CMP  law.  For  example,  no  citywide  model  which 
integrates  land  use  with  the  entire  transportation  network  currently  exists 
for  San  Francisco.  The  current  land  use  impacts  analysis  method  therefore 
cannot  accurately  assign  impacts  associated  with  San  Francisco 
development  to  the  regional  transportation  network  beyond  a  certain 
distance  from  the  proposed  development,  and  generally  not  beyond  the  city's 
boundaries.  Similarly,  while  there  is  considerable  fragmentary  evidence 
that  through  traffic  increasingly  contributes  to  congestion,  it  is  not 
currently  possible  to  identify  the  magnitude  of  the  effects  of  development 
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elsewhere  in  the  region  upon  San  Francisco.  The  City  does  have  access  to 
travel  demand  forecast  data  produced  with  the  computerized  regional  travel 
demand  model  developed  by  the  Metropolitan  Transportation  Commission, 
but  the  data  is  of  limited  use.  For  a  discussion  of  currently  available  travel 
demand  forecasting  models  and  their  applicability  to  San  Francisco's  needs, 
please  refer  to  Chapter  10. 

c.     CMP  Land  Use  Impacts  Analysis  -  Methodology  Development 

To  ensure  compliance  with  state  and  federal  mandates  regarding  congestion 
management,  the  Authority  must  develop  and  adopt  a  methodology  for 
analysis  of  impacts  of  land  use  decisions  on  the  regional  transportation 
network.  As  stated  above,  this  method  should  be  a  refinement  of  the 
current  process  used  by  the  city,  and  it  should  build  as  far  as  possible  on 
existing  resources  and  data.  It  is  important  to  emphasize  that  this 
methodology  must  be  developed  to  satisfy  CMP  analysis  requirements  only. 
It  is  expected  that  the  City  will  give  due  consideration  to  the  results  of 
CMP-generated  analyses  of  transportation  impacts,  however,  as  established 
in  state  law,  the  City  retains  its  full  jurisdiction  over  the  land  development 
approval  process. 

During  the  rest  of  fiscal  year  19S3-4  the  Authority  will  work,  in 
coordination  with  city  departments,  to  develop  and  adopt  the  land  use 
analysis  methodology  and  guidelines  to  be  followed  for  CMP-related 
analysis,  including  any  needed  modifications  to  the  current  land  use 
analysis  process.  The  range  of  possible  options  for  these  modifications  is 
closely  linked  to  the  decisions  regarding  development  of  a  travel  demand 
methodology  and  database  to  permit  forecasting  of  transportation  impacts 
given  different  land  use  assumptions.  For  a  description  of  the  issues  and 
process  for  developing  a  travel  demand  methodology,  please  refer  to 
Chapter  10. 

The  methodology  development  process  for  land  use  analysis  impacts  will 
focus  on  the  following  key  areas: 

•  determination  of  the  appropriate  level  and  thresholds  for  analysis, 
including  types  of  land  use  proposals  to  be  addressed  as  part  of  the  CMP 
process  (i.e.,  project  scale,  general  plan  amendments,  redevelopment 
initiatives,  etc.) 

•  determination  of  the  desired  frequency  of  CMP  cumulative  impacts 
analysis; 
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•  determination  of  target  years  for  analysis; 

•  criteria  for  assumptions  about  improvements  to  the  transportation 
network  (coordination  with  the  Capital  Improvements  Program  and 
other  programming  and  funding  mechanisms  and  timetables); 

•  scoping  of  data  needs  for  CMP-level  analysis,  including  database  update 
frequency  and  contents  (closely  coordinated  with  the  development  of  the 
travel  demand  methodology); 

•  modifications  to  the  existing  data  collection  process  to  satisfy  CMP- 
related  needs;  and 

•  use  of  impact  analysis  results  and  land  use  data  for  the  development  of 
Strategic  Analysis  Reports. 

d.     Timetable  for  Implementation  and  Interim  Approach 

It  is  proposed  that  the  new  methodology  and  guidelines  for  land  use  impacts 
analysis  be  finalized  by  November  1994,  and  adopted  by  the  Authority 
Board  by  February  1995.  Until  then  the  current  local  land  use  analysis 
process  (see  Appendix  V)  will  be  used  as  the  interim  land  use  analysis 
approach  for  CMP  purposes. 

Implications  of  CMP  Requirements 

CMP  requirements  are  not  expected  to  change  the  existing  governmental 
structure  for  land  use  decision -making.  San  Francisco's  unified  city-county 
government  has  already  consolidated  power  at  the  county  level  and  resolved 
questions  of  jurisdictional  authority  which  the  CMP  process  raises  in  most  other 
counties  in  the  state.  The  institutional  roles  of  the  City  Planning  Commission 
and  Board  of  Supervisors  remain  unaffected. 

Annual  determinations  of  conformance  with  the  San  Francisco  CMP  will  be 
made  by  the  Authority  at  the  countywide  level.  Each  City  department  with 
specific  transportation  planning  and  operational  responsibilities  will  retain  its 
current  roles.  The  Authority  will  play  a  central  role  in  developing  closer 
coordination  among  the  departments  and  in  integrating  transportation  and  land 
use  functions  as  part  of  the  CMP  process. 

Work  Program  Items  -  Key  Milestones 

Develop  Draft  Land  Use  Analysis  Guidelines  -  By  November  1994 
Finalize  Land  Use  Analysis  Guidelines  -  By  February  1995 
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CHAPTER  8 
CAPITAL  IMPROVEMENT  PROGRAM  (GIF) 
Legislative  Requirements 

California  Government  Code  65089(b)(5)  requires  that  the  CMP  contain  a  seven- 
year  Capital  Improvement  Program  (CIP),  developed  by  the  CMA,  to  maintain  or 
improve  the  traffic  LOS  and  transit  performance  standards  established  in  the 
CMP,  and  to  address  impacts  on  the  regional  network,  as  identified  through  the 
land  use  impact  analysis  program.  Capital  improvement  projects  must  conform 
to  air  quality  mitigation  measures  for  transportation-related  vehicle  emissions, 
as  detailed  in  the  Bay  Area  Air  Quality  Management  District's  1991  Clean  Air 
Plan. 

Legislative  Intent  and  Application  to  San  Francisco 

The  CMP  legislation  was  formulated  around  a  relatively  simple  concept:  future 
transportation  needs  would  be  estimated  through  the  land  use  analysis  program, 
curbed  to  some  degree  through  actions  in  the  trip  reduction  element,  and 
otherwise  addressed  through  a  fund  programming  mechanism  to  supply  new 
transportation  projects  and  services.  That  mechanism  is  the  Capital 
Improvements  Program  (CIP),  which  ensures  the  steady  supply  of  transportation 
improvements  needed  to  at  the  same  time  accommodate  land  development  and 
prevent  congestion  from  worsening.  The  legislation  defines  the  CIP  as  a  seven- 
year  program.  This  makes  it  into  a  medium-range  programming  tool,  clearly  not 
intended  to  replace  long-range  plans,  but  rather  to  provide  a  vehicle  for 
implementation  of  improvements  consistent  with  long-range  policies. 

The  CIP  is  intended  to  address  future  problems  anticipated  through  land  use 
impacts  analysis,  rather  than  to  react  to  problems  already  observed.  The 
provision  for  deficiency  plans  (see  Chapter  9)  supports  the  notion  that  the  CIP  is 
meant  to  anticipate  problems:  deficiency  plans  are  allowed  only  in  cases  where 
the  CIP  could  not  keep  up  with  the  growth  of  congestion  in  a  roadway  facility, 
and  it  is  no  longer  feasible  (physically  or  financially)  to  fix  the  problem  in  that 
facility,  so  improvements  on  other  facilities  are  required  instead.  The  exemption 
from  monitoring  of  all  facility  segments  found  to  be  operating  at  LOS  F  during 
the  initial  monitoring  (1991)  also  supports  the  notion  of  a  forward-looking  CIP. 
Relatively  long  lead  times  are  usually  necessary  to  fund  and  implement 
transportation  projects,  whether  they  involve  construction  or  not.  This  makes 
effective  CIP  programming  somewhat  challenging  unless  it  is  construed  as 
anticipatory  of  the  need. 
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The  emphasis  of  CMP  legislation  is  on  expeditious  delivery  of  transportation 
where  needed.  The  CIP  must  ensure  that  improvements  will  be  on  the  ground 
when  needed,  in  order  to  prevent  worsening  of  congestion.  However,  because  of 
peculiarities  of  the  funding  process,  CIP  projects  get  programmed  in  the  outer 
two  years  of  each  seven-year  CMP.  This  makes  it  difficult  for  the  CIP  to 
immediately  address  newly  identified  needs.  In  order  to  achieve  a  more  realistic 
assessment  of  its  congestion  management  effectiveness,  it  will  be  necessary  to 
look  at  the  CIP  as  a  transportation  project  delivery  mechanism,  not  just  as  a 
programming  tool.  The  legislation  does  not  provide  guidance  as  to  whether  the 
7-year  period  alluded  to  in  the  context  of  the  CIP  is  a  programming  period  or  a 
project  delivery  period.  It  is  clear,  however,  that  any  evaluation  of  the  potential 
effectiveness  of  the  CIP  must  be  based  on  the  anticipated  timelines  for  actual 
delivery  of  the  services.  The  methodology  for  land  use  impacts  analysis,  to  be 
developed  during  fiscal  year  1993-4,  will  address  in  detail  the  issue  of  project 
delivery  assumptions  and  target  years,  but  legislative  change  will  likely  be 
required  in  order  to  make  the  CIP  into  a  more  effective  vehicle  for 
implementation  of  the  CMP. 

Relationship  to  the  Proposition  B  Strategic  Plan  and  Other  City  Plans 
The  CMP's  Capital  Improvements  Program  is  intended  as  a  medium-range 
programming  tool.  The  Strategic  Plan,  together  with  its  related  documents,  such 
as  the  rail  master  plan,  can  provide  the  overall  framework  for  strategic 
programming  of  CMP  improvements. 

Coordination  between  the  CMP  and  the  updates  of  various  other  planning 
documents  such  as  the  Transportation  Element  of  the  City  General  Plan,  transit 
operators  Short  Range  Transit  Plans,  and  the  5-year  departmental  plans  for 
Proposition  B  funds,  will  enhance  the  effectiveness  of  the  CIP  as  a  strategic 
programming  tool,  and  contribute  to  the  overall  success  of  the  CMP. 
Coordination  is  indispensable  because  inclusion  in  the  CMP's  Capital 
Improvements  Program  is  now  the  key  to  State/Federal  funding  eligibility  for 
transportation  projects.  The  CIP  is  therefore  the  primary  vehicle  to  fund 
implementation  of  transportation  policies  contained  in  the  City's  General  Plan. 

Coordination  with  the  Authority's  Strategic  Plan,  which  provides  local  matching 
funds  for  a  majority  of  San  Francisco's  transportation  projects,  is  one  of  the  key 
factors  in  determining  which  projects  are  incorporated  into  the  CIP.  This 
ensures  that  CIP  projects  will  be  financially  viable,  and  it  reinforces  and 
supports  the  funding  policy  choices  made  as  part  of  the  Strategic  Plan.  Because 
of  the  lack  of  travel  demand  model  in  the  city,  the  choices  of  investments  in  the 
CIP  are  driven  by 
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•  the  City's  transit  first  policy 

•  the  need  to  address  the  91  Clean  Air  Plan  for  the  Bay  Area.  - 

•  funding  guidelines  and  criteria  under  the  state's  Flexible  Congestion 
Relief  program  and  under  the  federal  (ISTEA)  programs. 

In  addition,  5-year  plans  are  being  prepared  by  City  departments  to  address 
investments  in  roadways,  bicycle  facilities,  traffic  signals,  transit  preferential 
streets,  and  trip  reduction  programs.  These  plans,  required  by  the  Authority  to 
inform  the  prioritization  of  Proposition  B  funds,  will  be  also  be  considered  in  the 
next  CEP. 

Tradeoffs  between  transit  projects  are  based  only  partially  on  a  comparison  of 
effectiveness,  and  more  directly  on  an  evaluation  of  their  overall  viability 
(financial,  operating  capacity) 

Program  Overview 

The  following  tables  list  improvements  for  the  seven-year  period  covered  by  the 
1993  San  Francisco  CMP.  Table  9-A  details  San  Francisco  transit  and  roadway 
improvements  programmed  as  part  of  the  1993  (Federal)  Transportation 
Improvement  Program  (TIP)  for  the  Bay  Area  (MTC,  September  23,  1992), 
including  Surface  Transportation  Program  (STP),  and  Congestion  Mitigation  and 
Air  Quality  Program  (CMAQ).  San  Francisco's  program  is  truly  multi-modal.  Of 
a  total  of  $27  million  included  in  the  1993  TIP,  about  $22  million  were 
programmed  for  transit  and  pedestrian  projects,  and  about  $5  million  to 
roadways.  (For  detailed  information  on  these  projects  refer  to  Volume  I  -  Transit 
Element  of  the  1993  TIP,  Pages  1-6-50  through  63,  and  Volume  II  -  Highway 
Element  of  the  1993  TIP,  Pages  II  -  3  -  269  through  329.) 

Table  9-B  shows  projects  recommended  for  funding  for  the  1994  State 
Transportation  Improvements  Program  (STIP)  and  1995  (Federal) 
Transportation  Improvement  Program.  Of  a  total  of  $40  million  recommended 
for  programming,  $33  million  is  for  transit,  bicycle  and  pedestrian  projects,  and 
about  $7  million  for  roadways.  It  should  be  noted  that  the  1991  and  1993  CMPs 
have  programmed  about  $6.6  minion  to  improve  freight  access  to  the  port  of  San 
Francisco,  thus  lessening  the  impacts  of  truck  traffic  on  the  CMP  network 

Table  9-C  shows  $577,000  for  projects  funded  under  the  AB  434  (Vehicle 
Registration  Fee)  program.  These  funds  are  devoted  to  projects  that  improve  air 
quality.  The  1993  list  includes  a  significant  commitment  to  projects  involving 
use  of  alternative  fuels. 
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Table  S-C 

1993  San  Francisco 
AB  434  Programming  Recommendations 

Pro^ram/Proiect 

Funds  Requested 

Compressed  Natural  Gas  Fueling  Facility 
Compressed  Nat.Gas  Enforcement  Vehicle 
Parking  Enforcement  Patrol  on  Bicycles 
S.F.  General  Hospital  Ridematching  Service 
SCTCA 

$493,000 
$  20,000 
$  20,000 
$  20,000 
$  24,000 

TOTAL 

$577,000 

Transit  Program 

The  current  (1993)  CMP  prioritized  transit  projects  worth  $27  million  to  be 
added  to  the  last  two  years  (FY  1999-2000  and  2000-2001)  of  the  current  seven- 
year  program.  A  large  share  of  the  proposed  $27  million  is  devoted  to 
replacement  of  MUNI  Metro  light  rail  vehicles  and  trolleybuses  and  to 
improvements  to  key  Metro  stations  to  comply  with  the  accessibility 
requirements  of  the  Americans  with  Disabilities  Act  (ADA).  Other  projects 
include  streetcar  track  replacement,  installation  of  signal  traffic  signal 
preemption  devices  along  diesel  coach  and  trolleybus  routes,  and  replacement  of 
trolleybus  overhead  wires. 

The  entire  seven-year  (1994-2001)  capital  improvement  program  for  transit, 
which  includes  funds  programmed  prior  to  the  1993  CMP,  is  estimated  to  cost 
about  $1.3  billion.  Major  projects  include  replacement  of  the  MUNI  Metro  light 
rail  and  trolleybus  fleets,  construction  of  new  bus  maintenance  facilities, 
construction  of  the  MUNI  Metro  Turnback  project  to  improve  operation  of  the 
downtown  terminal  of  MUNI's  Market  Street  subway,  and  new  light  rail  service 
extensions  on  the  Embarcadero  to  Fisherman's  Wharf  to  the  north,  and  to  6th 
Street  to  the  south.  Funding  for  this  capital  program  is  dependent  on  many 
sources,  most  importantly  Federal  funds  (57%),  State  funds  (21%)  and  local 
transportation  sales  tax  (17%).  The  remainder  of  needed  funds  are  programmed 
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from  local  and  regional  sources,  such  as  bridge  tolls,  transit  impact  development 
fees,  and  the  regional  allocations  of  TDA  and  STA  funds.  Between  1991  and 
2001  the  City  is  programming  a  total  of  $174  million  in  Proposition  108  funds 
and  $35  million  in  Proposition  116  funds  for  transit  projects. 

Roadway  Program 

The  1993  CMP  proposes  $7.4  million  in  roadway  projects.  No  capacity- 
increasing  projects  are  included.  All  roadway  projects  proposed  involve  - 
rehabilitation  and  maintenance  of  existing  facilities.  Almost  half  of  the  proposed 
amount  is  devoted  to  street  resurfacing.  Other  projects  include  installation  of 
Traffic  Operations  System  (TOS)  devices  on  US  101  and  1-280,  preservation  of 
right-of-way  for  the  reconstruction  of  Doyle  Drive,  and  safety  improvements  on 
US  101  at  the  Army  Street  northbound  off-ramp. 

The  complete  seven-year  roadway  investment  program  (including  projects 
already  programmed  before  the  1993  CMP),  features  two  main  projects:  the 
Embarcadero  Roadway,  and  the  Army  Street  widening  project.  The 
Embarcadero  Roadway  project  involves  the  reconstruction  of  the  existing  surface 
roadway  along  the  Embarcadero,  from  North  Point  Street  to  Broadway,  and  from 
Folsom  to  Sixth  and  King  Streets.  The  mid-section  of  the  Embarcadero  Roadway 
project,  between  Broadway  and  Folsom,  is  undergoing  redesign  and 
environmental  analysis  due  to  the  demolition  of  the  Embarcadero  Freeway.  The 
project  is  not  expected  to  generate  additional  vehicular  traffic;  instead,  it  is 
designed  to  better  accommodate  transit,  pedestrians  and  bicyclists,  increasing  its 
total  people-carrying  capacity.  The  improvements  will  provide  better  local  street 
access  to  the  Embarcadero  and  improve  the  operating  conditions  for  left-turning 
traffic  at  most  intersections.  By  widening  lanes  and  easing  the  curvature  of 
freeway  ramps,  the  Army  Street  project  provides  improved  vehicular 
(particularly  truck)  accessibility  between  the  Port  of  San  Francisco,  the  India 
Basin  Industrial  Park,  the  Hunter's  Point  Naval  Shipyard  area,  and  both 
freeways  (US  Route  101  and  1-280).  The  project  will  obviate  the  need  for 
construction  of  a  new  freeway  interchange  at  Islais  Creek. 

Waterborne  Program 

The  1993  CMP  makes  no  additions  to  the  investments  already  proposed  in  the 
1991  CMP,  which  are  described  below. 

This  section  of  the  program  contains  an  important  North  Commuter  Ferry 
Terminal  Upgrade  project.  This  project  will  be  accomplished  in  two  phases.  The 
first  will  install  a  ferry  barge,  trestle  and  gangway  off  Pier  1/2,  immediately 
north  of  the  Ferry  Building.  In  addition,  this  project  includes  installation  of 
benches,  lighting,  and  signage  for  passenger  waiting  areas.  Funding  for  Phase  I 
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of  the  project  will  come  from  an  Emergency  Relief  grant  from  the  Federal 
Highway  Administration  and  Caltrans,  at  the  recommendation  of  the  Cypress 
Corridor  Citizen  Advisory  Council  (to  reduce  traffic  congestion  in  the  East  Bay 
due  to  the  collapse  of  the  Cypress  Freeway  structure).  Local  transportation  sales 
tax  and  bridge  toll  funds  are  also  programmed. 

The  second  phase  of  the  project  uses  Proposition  116  funds.  These  funds  will  be 
used  for  seismic  upgrading  of  Pier  1/2,  purchase  and  installation  of  second, 
publicly  accessible  barge,  gangway  and  trestle,  and  the  construction  of  a 
passenger  terminal.  Improvement  and  expansion  of  the  terminal  facilities  will 
allow  for  more  flexibility  in  scheduling,  increased  safety  for  passengers,  and 
increased  access  to  San  Francisco.  Terminal  improvements  will  allow  for 
expanded  ferry  service,  decreasing  the  number  of  Bay  bridge  trips,  and 
contributing  to  the  achievement  of  regional  air  quality  goals. 

Bicycle  and  Pedestrian  Program 

The  1993  CMP  proposes  about  $3.7  million  in  bicycle  and  pedestrian  facilities. 
These  include  funds  for  the  Lake  Merced  Bikeway,  as  well  as  downtown 
pedestrian  alleys  and  sidewalk  widenings. 

The  bicycle  program  is  intended  to  implement  projects  that  facilitate  commuting 
by  bicycle.  A  main  feature  of  the  program  involves  the  restriping  of  wide  right 
lanes  on  bicycle  commute  streets  to  provide  a  higher  margin  of  safety  for  bicycle 
users.  All  streets  proposed  for  restriping  are  included  as  Commute  Bike  Routes 
in  the  Transportation  Element  of  the  City's  General  Plan. 

The  City  has  received  funding  for  the  bicycle  program  out  of  several  sources, 
including  $263,000  from  the  first  cycle  of  Proposition  116  funds,  to  be  used  for 
curb  lane  widenings.  In  addition  the  second  cycle  of  Proposition  116  has 
provided  $285,000  for  the  Valencia  Street  Bikeway  and  $85,000  for  installation 
of  bicycle  commute  route  signs.  The  City  is  matching  these  grants  with  TDA 
Article  3  funds.  In  addition  the  Authority  is  providing  $200,000  to  fund  the 
development  of  a  comprehensive  Bicycle  Plan  and  a  Spot  Improvements 
program.  Other  funds  for  bicycle  projects  include  about  $60,000  in  AB  434  funds 
for  bicycle  lockers,  about  $20,000  in  TDA  funds  for  a  bicycle  safety  program,  and 
about  $30,000  in  TDA  funds  for  a  bicycle  retrofit  of  the  Caltrain.  Recently  the 
Department  of  Parking  and  Traffic  retained  a  full-time  bicycle  coordinator  for 
the  City. 

Freight  Program 

The  1993  CMP  proposes  $1,179  million  to  complete  funding  for  the  Port's 
"gauntlet"  track  project  in  tunnels  3  and  4.    By  installing  a  third  track, 
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straddling  the  existing  two,  this  project  will  take  advantage  of  the  maximum 
vertical  clearance  in  the  existing  tunnels.  This  will  allow  double-stack  container 
trains  to  reach  the  Port's  container  terminals  in  India  Basin  without  the  need  for 
expensive  structural  modifications  to  the  existing  tunnels.  Additional  benefits  of 
the  project  include  improved  signalization  in  the  tunnels,  which  will  improve 
operations  of  the  Caltrain  passenger  commute  service,  and  diversion  of  freight 
traffic  from  already  overburdened  roadway  facilities,  including  US  101  and 
major  arterials.  Funds  for  this  $11  million  project  were  also  programmed  in  the 
1991  CMP. 
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CHAPTER  9 
DEFICIENCY  PLANS 
Legislative  Requirements 

The  provision  for  deficiency  plans  is  intended  to  work  in  conjunction  with  the 
requirement  for  annual  monitoring  of  levels  of  service  (LOS)  on  the  designated 
CMP  roadway  network.  In  order  to  make  its  annual  finding  of  conformance  with 
the  CMP,  the  Congestion  Management  Agency  (CMA)  must  first  ascertain  that 
the  LOS  standard  is  not  being  violated.  If,  however,  the  results  of  monitoring  on 
a  CMP  roadway  segment  show  that  LOS  has  fallen  below  the  established 
standard,  the  CMA  can  still  make  a  finding  of  conformance  with  the  CMP  if  the 
local  jurisdiction  designates  the  roadway  segment  as  deficient  and  develops  a 
deficiency  plan  for  it. 

California  Government  Code  section  65098.3  (b)(1)  states  that  a  city  or  county 
may  designate  individual  deficient  segments  or  intersections  which  do  not  meet 
the  established  LOS  standards  if,  prior  to  the  designation,  at  a  noticed  public 
hearing,  the  city  or  county  has  developed  and  adopted  a  deficiency  plan. 
Deficiency  plans  must  contain  the  following  components:  1)  an  analysis  of  the 
causes  of  the  deficiency,  2)  a  list  of  improvements  that  would  have  to  be  made  to 
prevent  the  deficiency  from  occurring,  including  cost  estimates,  3)  a  list  of 
improvements  proposed  as  part  of  the  deficiency  plan,  and  finally  4)  an  action 
plan  for  implementation  of  the  improvements  identified  as  part  of  the  deficiency 
plan,  including  an  implementation  schedule.  The  improvements  proposed  must 
be  drawn  from  an  inventory  of  acceptable  actions  compiled  by  the  air  quality 
management  district.  The  deficiency  plan  must  "measurably  improve"  the 
overall  LOS  on  the  designated  CMP  roadway  network,  and  "contribute  to 
significant  improvements  in  air  quality".  The  statutes  also  require  that  the  city 
or  county  forward  the  deficiency  plan  to  the  Congestion  Management  Agency, 
which  must  hold  a  public  hearing  within  60  days  of  receipt  of  the  deficiency  plan, 
and  either  accept  or  reject  it,  but  not  modify  it.  Rejection  of  a  deficiency  plan  by 
the  Congestion  Management  Agency  will  result  in  a  finding  of  non-conformance 
with  the  CMP. 

Legislative  Intent  and  Application  to  San  Francisco 

Deficiency  plans  were  not  included  among  the  provisions  of  the  originally 
proposed  congestion  management  legislation  .  They  were  added  through  the 
legislative  process  to  allow  continued  land  development  even  in  situations  where 
the  LOS  on  certain  segments  of  the  CMP  roadway  network  deteriorated  below 
the  established  LOS  standard. 
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In  order  to  make  deficiency  plans  effective  for  San  Francisco,  they  should  be 

forward  looking:  anticipating  the  deficiency  wherever  possible, 
rather  than  reacting  to  the  worsening  of  congestion  conditions 

effective:  linked  to  some  evaluation  method  or  periodic  monitoring  of 
their  efficacy,  and  designed  to  address  congestion  at  a  scale 
commensurate  with  the  magnitude  of  the  problem;  and 

infrequent:  used  only  to  address  contingencies,  i.e.,  truly  unforeseen 
events,  rather  than  to  replace  medium  or  long-range  planning,  or  to 
circumvent  CMP  programming  that  occurs  through  the  Capital 
Improvements  Program. 

There  is  a  close  connection  between  projects  proposed  as  part  of  the  CMP's 
Capital  Improvements  Program  and  actions  included  in  deficiency  plans. 
Because  deficiency  plan  actions  must  be  taken  from  the  list  developed  by  the  Air 
Quality  Management  District,  which  de-emphasizes  roadway-based  solutions, 
deficiency  plans  are  likely  to  include  mostly  transit  or  travel  demand 
management  (TDM)  types  of  measures. 

In  San  Francisco  the  majority  of  transportation  funds  in  the  CIP  are  devoted  to 
improvements  in  transit  service.  Deficiency  plan  measures  are  also  likely  to  be 
strongly  transit-oriented  and,  thanks  to  the  densely  built-up  urban  setting,  also 
have  the  potential  to  provide  measurable  benefits  for  congestion  management 
purposes.  Conceivably,  many  of  San  Francisco's  congestion  management  actions 
could  be  transit-based  improvements  implemented  as  part  of  deficiency  plans 
developed  after  deficiencies  are  detected.  Such  an  approach,  however,  almost 
certainly  ensures  that  the  result  will  be  subotimal.  Instead,  San  Francisco's 
congestion  management  program  is  designed  to  be  forward-looking  and 
systematic  in  its  treatment  of  current  and  anticipated  congestion  problems  on 
the  CMP  network.  This  can  be  achieved,  as  intended  in  the  legislation,  through 
effective  coordination  of  land  use  impacts  analysis  activities  with  decisions 
regarding  prioritization  of  improvements  proposed  as  part  of  the  Capital 
Improvements  Program.  In  addition,  the  Authority's  Strategic  Analysis  Report 
(SARs)  will  be  used  as  a  vehicle  for  identifying  anticipated  deficiencies.  Actions 
(particularly  transit  and  other  operational  improvements)  identified  as  part  of 
deficiency  plans  will  be  consistent  with  the  general  funding  policy  direction  in 
the  Capital  Improvements  Program.  In  some  cases,  for  example,  deficiency  plan 
actions  will  have  the  effect  of  accelerating  the  pace  of  implementation  of 
improvements  already  identified  in  the  CIP.  In  those  cases,  the  deficiency  will 
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be  evaluated  as  a  temporary  phenomenon,  expected  to  be  addressed  by 
implementation  of  a  CEP  action.  The  deficiency  plan  process  will  be  structured 
to  ensure  maximum  coordination  with  CI?  priorities. 

Methodology  Development 

Detailed  guidelines  for  the  identification  of  deficiencies  and  preparation  of 
deficiency  plans  will  be  developed  during  fiscal  year  1993-4.  Several  aspects  of 
the  deficiency  plan  development  methodology  are  closely  tied  to  the  choice  of  a 
travel  demand  forecasting  method  for  CMP  analysis  purposes  (see  Chapter  10). 
The  kind  of  travel  demand  forecasting  tools  ultimately  developed  for  CMP 
analysis  in  the  city  will  determine  to  a  large  extent  our  ability  to  analyze  the 
effectiveness  of  proposed  deficiency  plan  actions,  and  their  relationship  to  other 
components  of  the  Congestion  Management  Program,  including  Trip  Reduction, 
Land  Use  Impacts  Analysis,  and  the  Capital  Improvements  Program. 

Development  of  deficiency  plan  procedures  will  emphasize  maximum  utilization 
of  current  mechanisms  for  assessment  of  development  impact  mitigation 
measures.  The  Authority  will  work  with  the  Department  of  City  Planning  on 
this  topic.  However,  there  are  differences  between  the  mitigation  assessment 
process  associated  with  development  proposals  and  the  deficiency  plan  process. 
Pursuant  to  state  law,  deficiencies  on  the  CMP  network  must  be  addressed  by 
the  City,  regardless  of  whether  they  can  be  linked  to  a  specific  development  or 
not.  The  Authority  will  therefore  seek  input  from  implementing  Departments, 
particularly  MUNI,  the  Department  of  Parking  and  Traffic,  and  the  Department 
of  Public  Works,  to  ensure  that  the  guidelines  result  in  a  process  that  leads  to 
expeditious  implementation  of  deficiency  plan  actions. 

The  development  of  the  guidelines  will  include  consideration  of  the  following  as 
well  as  other  issues: 

•  Current  Practice:  review  of  procedures  already  in  place  for  mitigation  of 
transportation  impacts,  and  development  of  a  process  to  involve 
implementing  City  Departments  not  typically  involved  in  development 
impact  assessment. 

•  Approach  to  Determination  of  Deficiency:  address  issues  of  actual 
measurement  versus  estimation  of  future  deficiency  status.  Consider 
continuation  of  two-step  deficiency  identification  process  (see  Interim 
Approach,  below). 

•  Relationship  to  Demand  Estimation  Methods:  identify  opportunities  and 
limitations  posed  by  available  demand  estimation  methods,  to  evaluate 
effectiveness  of  proposed  actions.     (This  will  be  undertaken  in 
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coordination  with  the  development  of  a  travel  demand  forecasting 
methodology.) 

•  Relationship  to  the  CIP:  address  issues  of  coordination  with  proposed 
CIP  investments  and  timing  of  implementation,  (see  Chapter  8) 

•  Identification  of  Target  Years:  identify  target  years  necessary  to 
standardize  the  analysis  of  effectiveness  of  deficiency  plan  actions. 

•  Approach  to  Multi-countv  Deficiencies:  in  consultation  with  MTC  and 
neighboring  counties,  outline  a  proposed  process  to  address  deficiencies 
that  cross  county  lines. 

•  Corridor  A.nalvsis  and  Areawide  Deficiency  Plan  Concepts:  explore  the 
possibility  of  establishing  corridor  performance  measurement  methods 
that  allow  evaluation  of  mobility  improvements  based  on  the  combined 
performance  of  parallel  facilities,  including  all  transportation  modes, 
and  using  a  multi- agency  approach  to  implementation. 

•  Coordination  with  Strategic  Analysis  Reports:  possible  use  of  SARs  to 
identify  potential  deficiency  plan  actions  and  their  likely  contribution  to 
congestion  abatement.. 

•  Approach  to  Environmental  Review  of  Deficiency  Plan  Actions:  develop 
a  process  to  gauge  the  need  for  environmental  evaluation  of  deficiency 
actions,  particularly  for  actions  involving  multiple  facilities  or  covering 
large  areas. 

•  Deficiency  Plan  Implementation  and  Performance  Monitoring  Process: 
the  guidelines  must  include  a  process  for  monitoring  the  pace  of 
implementation  and  the  performance  of  adopted  deficiency  plan  actions. 

Deficiency  Plan  guidelines  will  be  developed  and  adopted  by  the  Authority  by 
April  1994,  with  input  from  City  Departments.  The  guidelines  will  provide 
detailed  direction  about  the  required  contents  of  deficiency  plan  documents,  as 
well  as  establish  timelines  for  submittal  and  approval,  and  standards  for 
evaluation  of  the  mitigation  measures  proposed.  The  guidelines  will  also  be  fuDy 
coordinated  with  Bay  Area  Air  Quality  Management  District  requirements  and 
incorporate  all  pertinent  guidance  contained  in  the  Deficiency  Plan  Action  List 
adopted  by  the  District  in  1992. 

Interim  Approach 

A  two-step  interim  process  is  proposed  for  deficiency  determination.  Any 
segment  identified  as  potentially  deficient  (i.e.,  operating  at  LOS  F)  during  the 
July- August  1993  annual  monitoring  (see  Chapter  4),  will  be  monitored  again 
every  two  months  until  March  1994  to  corroborate  the  designation  as  deficient. 
For  any  segments  still  found  to  be  operating  at  LOS  F  at  that  time,  the 
Authority  will  require  the  City  to  prepare  Deficiency  Plans  in  accordance  with 
adopted  guidelines  and  procedures,  and  within  specified  timelines.  As  a  general 
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rule,  deficiency  plan  actions  will  be  expected  to  be  commensurate  with  the  scale 
of  the  deficiency.  In  order  to  ensure  the  acceptability  of  any  deficiency  plans 
prepared  pursuant  to  the  Authority's  findings,  Authority  staff  will  work  closely 
with  City  Departments,  acting  as  a  resource  to  provide  interim  evaluation  and 
comment  on  proposed  deficiency  plan  actions.  However,  in  order  to  preserve  the 
Authority's  ability  to  objectively  evaluate  CMP  conformance,  preparation  of  the 
deficiency  plan  reports  will  remain  the  responsibility  of  the  City  through  its 
departments. 

Work  Program  Items  -  Key  Milestones 

Develop  Draft  Deficiency  Plan  guidelines  -  By  Decemberl994. 
Develop  and  Adopt  Final  Deficiency  Plan  Guidelines  -  By  March  1995. 
Issue  final  determination  of  deficiency  on  LOS  F  segments  and  notify  City 

departments  -  By  April  1994. 
Provide  review  and  comments  to  City  departments  preparing  Deficiency 

Plans.  -  After  April  1994,  as  required. 
Review  and  approve  final  Deficiency  Plans  submitted  by  City  departments  - 

After  April  1994,  as  required. 
Monitor  Deficiency  Plan  implementation  -  After  April  1994,  as  required. 
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CHAPTER  10 

TRAVEL  DEMAND  MODEL  AND  UNIFORM  DATABASE 
Legislative  Requirements 

California  Government  Code  section  65089  (c)  requires  that  each  Congestion 
Management  Agency,  in  consultation  with  the  regional  transportation  planning 
agency  (MTC  in  the  Bay  Area),  the  county,  and  local  jurisdictions,  develop  for  a 
uniform  database  on  traffic  impacts  for  use  in  a  countywide  transportation 
computer  model.  The  CMA  must  approve  computer  models  used  for  county  sub  - 
areas,  including  models  used  by  local  jurisdictions  for  land  use  impact  analysis. 
All  models  must  be  consistent  with  the  modeling  methodology  and  databases 
used  by  the  regional  transportation  planning  agency. 

Legislative  Intent  and  Application  to  San  Francisco 

One  of  the  most  significant  issues  contributing  to  the  enactment  of  congestion 
management  legislation  is  the  difficulty  of  determining  responsibility  for 
transportation  system  impacts  when  they  result  from  land  use  decisions  taken 
by  several  local  jurisdictions,  or  when  the  impacts  are  felt  across  local 
jurisdictional  boundaries. 

The  intent  of  the  requirement  for  travel  demand  models  was  to  identify  a 
technical  tool  that  could  address  these  issues  from  the  perspective  of  a  uniform 
technical  basis  for  analysis,  and  provide  answers  which,  although  not  explicitly 
stated  in  the  legislation,  would  lead  to  interjurisdictional  agreements  involving 
the  assessment  of  mitigation  fees  to  adjust  the  transportation  system's  capacity 
to  absorb  development. 

As  a  unified  City  and  County,  San  Francisco  does  not  have  to  contend  with  the 
issue  of  estimating  transportation  impacts  across  city  boundaries,  although 
inter-county  impacts  must  still  be  considered.  However,  the  development  of  a 
method  for  travel  demand  forecasting  for  San  Francisco  presents  a  different  set 
of  challenges,  of  a  technical  nature,  because  of  the  difficulties  inherent  in 
accurately  forecasting  travel  by  modes  other  than  the  private  automobile,  such 
as  transit  and  pedestrian  trips.  The  approach  to  development  of  a  travel 
demand  analysis  methodology  for  San  Francisco's  CMP  is  focused  on  these 
issues. 
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Methodology  and  Guidelines 
el  Methodology 

A  methodology  and  guidelines  for  travel  demand  forecasting  will  be 
developed  by  the  Authority  during  fiscal  year  1993-4.  The  process  for 
methodology  development  will  include  an  evaluation  of  current  software 
options  available  for  computerized  travel  demand  modeling.  This 
evaluation  will  be  part  of  a  larger  exploration  of  feasible  methods  to  obtain 
travel  demand  forecasts  to  suit  San  Francisco's  CMP  process  and  other 
related  data  needs.  The  potential  uses  and  limitations  of  continuing  to  rely 
on  the  MTC's  regional  model  will  also  be  considered,  as  an  option  to 
developing  an  entirely  new  model  for  San  Francisco. 

A  major  consideration  in  identifying  the  appropriate  methodology  for  San 
Francisco  is  cost.  Complex  computerized  travel  demand  models  can  only  be 
built  at  great  expense,  and  require  major  commitments  to  maintain  and 
update  them.  Over  the  past  two  decades,  because  the  market  for 
computerized  model  applications  has  been  largely  suburban,  models  have 
evolved  and  improved  in  their  accuracy  to  predict  automobile  trips.  This 
trend  has  been  reinforced  by  the  widespread  use  and  increasing 
sophistication  of  traffic  engineering  programs,  which  can  be  used  in 
conjunction  with  travel  demand  models  for  specific  purposes,  such  as 
intersection  analyses. 

Computerized  models  have  traditionally  not  performed  reliably  enough 
when  it  comes  to  predicting  ridership  on  alternative  transportation  modes, 
particularly  bus  transit  or  pedestrian  trips,  but  this  is  also  true  for  auto- 
based  trips  such  as  carpools  and  vanpools,  which  tend  to  exhibit 
characteristics  different  from  single  automobile  trips.  The  level  of 
investment  in  a  computerized  model  must  be  weighed  against  its  ability  to 
deliver,  with  more  than  marginal  reliability,  the  types  of  data  that  would  be 
meaningful  for  the  strategic  analysis  purposes  of  the  San  Francisco  CMP. 

Another  significant  consideration  is  the  accuracy  of  the  database  used  in 
the  travel  demand  forecasting  process.  The  explanatory  power  of  a 
computerized  model  will  only  be  a  reflection  of  the  quality  of  the  underlying 
database.  A  sketchy  database  will  ensure  unreliable  results,  particularly  if 
it  is  not  kept  up  to  date.  Database  upkeep  can  be  a  major  associated 
expense,  but  costs  can  be  mitigated  by  building  reporting  requirements  into 
existing  development  impact  guidelines  and  other  land  use  and 
demographic  analysis  procedures.  In  developing  a  database  for  analysis  of 
impacts,  the  Authority  will  maximize  utilization  of  already  existing 
information,  and  will  emphasize  coordination  with  City  departments  so  that 
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data  collection  efforts  undertaken  for  special  purposes,  such  as  the  1995 
travel  behavior  survey  to  demonstrate  air  quality  compliance,  -are  designed 
to  provide  information  useful  to  the  travel  demand  forecasting  process,  as 
well. 

Even  when  supported  by  an  accurate  database,  a  computerized  travel  model 
will  require  major  fine-tuning  before  it  can  accurately  reflect  travel 
behavior  in  an  environment  like  San  Francisco,  with  its  high  intensity  of  . 
economic  activity  crammed  into  a  reduced  geographic  area  replete  with 
travel  choices.  A  comprehensive,  accurate,  and  well -maintained  database, 
on  the  other  hand,  is  very  desirable  in  its  own  right,  and  can  be  used  for 
analysis  even  in  the  absence  of  a  computerized  model.  Granted,  the  types  of 
analysis  that  could  be  performed  would  be  more  limited,  but  so  would  be  the 
costs. 

The  preceding  discussion  highlights  the  need  to  carefully  consider  all  the 
options  before  making  a  major  financial  commitment  to  a  travel  forecasting 
path.  Figure  10-1  shows  the  proposed  process  for  identifying  the  method 
best  suited  for  our  purposes.  The  process  will  take  into  account  CMP 
requirements,  potential  applications  of  forecasting  tools  to  serve  the  needs 
of  City  departments  involved  in  travel  analysis,  and  a  number  of  other 
factors.  The  process  will  result  in  recommendations  for  a  specific  method 
and  an  implementation  timetable. 

Potential  applications  include  the  following: 

•  Analysis  of  subarea  plans  and  major  development  proposals 

•  Update  of  the  Transportation  Element  of  the  City's  General  Plan 

•  Assessment  of  auto  diversion  potential  and  vehicle  emission  impacts  of 

alternative  transportation  improvements 

•  Assessment  of  ridership  impacts  of  alternative  transit  services 

•  Traffic  engineering  applications 

b.  Guidelines 

Travel  demand  forecasting  guidelines  will  be  developed  as  a  corollary  to  the 
choice  of  a  forecasting  methodology.  The  guidelines  will  spell  out  the  details 
of  the  methodology  and  procedures  to  be  followed  in  developing  travel 
forecasts  for  CMP  purposes.  The  guidelines  will  be  closely  coordinated  with 
those  developed  for  land  use  analysis  and  deficiency  plans. 
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Timetable  for  Implementation  and  Interim  Approach 

It  is  anticipated  that  the  methodology  and  guidelines  for  travel  demand 
forecasting  will  be  finalized  by  March  1994,  and  adopted  by  the  Authority  Board 
in  May.  In  the  meantime,  the  current  transportation  impacts  analysis  methods 
(see  Appendix  IV)  will  be  used  as  an  interim  approach  for  CMP  purposes, 
complemented  by  special  analyses,  as  appropriate. 

Work  Program  Items  -  Key  Milestones 

Methodology  development,  Phase  1:  identification  of  needs  and  constraints, 

inventory  of  tools  and  techniques  •  By  May  1994 

Draft  Methodology  and  Guidelines  -  By  September  1994 

Final  Methodology  and  Guidelines  -  By  January  1995 
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APPENDIX  I 

California  Government  Codes  Referencing 
Congestion  Management  Programs 
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MTC 

J  T  1     1  IOSEPH  P.  BORT  MfTROCE\*TER 

METROPOLITAN  101  EIGHTH  STREET 

TRANSPORTATION                          <V  J  £  \i  /^V  D   A    S.I           1    I  \/l  OAKLAND.  CA  94607-4700 

COMMISSION                        /VI  C  /VI           l\  /"\  IN  Ly  W  /VI  510/4M-7700-TDD.TTY  51 0'4(,4-7769 

FAX  51 0/4b4-7848 

TO:    Work  Program  Committee  DATE:  4/9/93 

FR:    Executive  Director  W.I.:  902.91. 01 


RE:    HTC  Review  Process  for  1993  Congestion  Management  Programs  Resolution  No.  2537 
Introduction 

In  June  1990,  MTC  adopted  Resolution  No.  2166  to  establish  policies  pertaining  to  the 
regional  role  in  the  Congestion  Management  Program  process.    Since  that  time,  the 
relevant  CMP  statutes  have  been  amended  and  MTC  guidance  for  consistency  has  been 
further  developed.    This  revision  to  Resolution  No.  2537  and  its  attachments  reflect 
these  changes. 

Background 


Congestion  Management  Programs  are  county  based  planning  processes  required  to 
contain  the  following  elements: 

•  Traffic  Level  of  Service  Standards 

•  Transit  Service  Standards 

•  Trip  Reduction  and  Travel  Demand  Element 

•  Land  Use  Impact  Analysis 

•  Capital  Improvement  Program  (CIP) 

The  Congestion  Management  Agency  is  responsible  for  the  preparation  and 
adoption  of  the  Congestion  Management  Program  (CMP)  and  for  monitoring 
compliance  with  the  CMP. 


Amendments  to  the  CMP  Statutes 


The  Legislature  passed  AB  3093  in  August  1992  (Chapter  444,  Stats.  1992), 
encompassing  a  number  of  significant  modifications  to  CMP  statutes.    In  brief, 
these  modifications: 


1)  Change  the  schedule  for  updating  the  CMPs  from  annually  to  biennially, 
consistent  with  the  schedule  for  adopting  and  updating  the  Regional 
Transportation  Improvement  Program  (RTIP); 

2)  State  the  Legislature's  intent  that  regional  agencies  resolve 
inconsistencies  and  mediate  disputes  between  congestion  management 
programs  within  boundaries; 

3)  Specify  that  funds  withheld  from  a  non-conforming  city  or  county  be 
released  to  the  CMA  for  projects  of  regional  significance  if  the  city 
or  county  remains  out  of  conformance  for  more  than  12  months  (and  be 
released  to  the  city  or  county  if  conformance  1s  established  within 
this  time  period); 
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4)  Exclude  traffic  generated  by  high  density  residential  development  and 
mixed  use  development  with  high  density  residential  housing  located 
within  1/4  mile  of  a  rail  passenger  station  from  level  of  service 
conformance ; 

5)  Require  CMAs  consider  parking  cash  out  programs  during  the  development 
and  update  of  the  trip  reduction  and  travel  demand  element  CAB  2109); 

6)  Exempt  buildings  damaged  in  Los  Angeles  during  the  state  of  emergency 
in  April  1992  from  CMP  requirements;  and 

7)  Authorize  the  Los  Angeles  County  Transportation  Commission  to  conduct 
a  study  to  reduce  or  eliminate  inconsistencies  of  CMP  requirements 
with  air  quality  requirements. 

MTC  Respons i bi 1 i ti es 

MTC's  responsibilities  under  CMP  statutes  are  primarily  oriented  toward 
establishing  consistency. 

1 )  MTC  shall  evaluate  the  consistency  between  the  1993  CMPs  and  the  1994 
Regional  Transportation  Plan  CRTP).    Consistency  will  be  assessed 
primarily  in  terms  of  system  definition,  adequacy  in  addressing  air 
quality  requirements  and  long  term  financial  projections,  as  now 
required  under  the  Intermodel  Surface  Transportation  Efficiency  Act  of 
1991. 

2)  The  CMP  travel  demand  forecasting  models  shall  be  consistent  with  the 
regional  databases  and  modeling  methodologies.    MTC's  Check! i  st  of 
Requirements  for  Modeling  Consistency  for  the  1993  CMPs  outlines  these 
requirements,  and  has  been  included  as  Attachment  B  to  Resolution  No. 

2166. 

3)  MTC  shall  evaluate  the  consistency  and  compatibility  of  the  CMPs 
within  the  region.    The  1992  revisions  to  the  CMP  statutes 
strengthened  MTC's  role  in  this  regard,  by  further  stating  that  it  is 
the  Legislative  intent  that  the  regional  agency  (MTC)  resolve 
inconsistencies  and  mediate  disputes  which  arise  between  agencies 
related  to  congestion  management  programs  within  a  region. 

With  findings  of  consistency,  MTC  will  incorporate  the  CMPs  into  the  1994  RTP 
Action  Element.    Projects  proposed  to  MTC  for  the  1994  Regional  Transportation 
Improvement  Program  (RTIP)  from  the  1993  CMP  Capital  Improvement  Programs 
(CIPs)  will  be  evaluated  through  the  multi-modal  priority  setting  process. 

CMP  consistency  requirements  and  processes,  and  the  multi-modal  priority 
setting  process  have  been  developed  by  MTC  staff  1n  consultation  with  the  CMA 
staffs.    The  consistency  requirements  are  detailed  in  Attachments  A  and  B. 
The  multi-modal  priority  setting  process  for  the  1994  RTIP  and  1995  TIP  is 
outlined  in  MTC  Resolution  No.  2525. 


To:  Work  Program  Committee 
Fm:  Executive  Director 
April  9,  1993 
Page  3 


Schedule  for  CMPs  and  the  Consistency  Review  Process 

MTC  staff  has  requested  submittal  of  final  draft  CMPs  by  June  30,  in  order  to 
allow  for  RTIP  preparation  and  comments  on  regional  consistency  prior  to  the 
adoption  of  the  Final  CMPs.    Staff  will  provide  initial  and  formal  comments  on 
the  draft  CMPs  at  your  September  and  October  meetings,  respectively.    If  CMAs 
submit  draft  CMPs  to  MTC  at  an  earlier  date,  MTC  staff  will  provide  comments 
within  30  days,  upon  request.    Final  consistency  findings  will  be  made  in 
November,  1993. 

The  schedule  for  this  year's  CMPs,  focusing  on  MTC's  role,  is  indicated  below: 
DATE  EVENT  RESPONSIBLE  PARTY 


CMAs 

MTC  and  CMA  Staff 


MTC  staff /WPC 


MTC  Staff /WPC 
MTC  Staff/WPC 
CMAs 

Staff/WPC/ 
Commi  ssion 
Staff/WPC/ 
Commi  ssion 


Lawrence  D.  Dahms 


June  30,  1993 
July-August 

September  10 

October  8 

October 
November 


Submittal  of  draft  CMPs  to  MTC 

Staff  meetings  to  review  draft 
CMPs 

Consolidated  initial  comments  on 
Bay  Area  draft  CMPs  to  WPC 

Formal  comments  on  draft  CMPs 
to  WPC  (remaining  issues) 
Hearing  on  draft  RTIP 

CMAs  deliver  final  CMPs  to  MTC 

Staff  recommends  consistency  of  CMPs 
through  MTC  Resolution 


RTIP  adopted 
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Date:  April  9,  1993 
HA.:  902.10.01 
W.A.:  125Br 
Referred  By:  WPC 

ABSTRACT 
Resolution  No.  2537 

This  resolution  adopts  the  Congestion  Management  Program  Policy  for  the  Say 

Area. 

This  resolution  supercedes  Resolution  No.  2166. 


Referred  By 


Date 
W.I. 
W.A. 


April  9,  1993 

902.10.01 

1258r 

WPC 


Re:  Congestion  Management  Program  Policy. 


METROPOLITAN  TRANSPORTATION  COMMISSION 


RESOLUTION  NO.  2537 


WHEREAS,  the  Metropolitan  Transportation  Commission  (MTC)  is  the  regional 
transportation  planning  agency  for  the  San  Francisco  Bay  Area  pursuant  to 
Government  Code  Sections  66500  e_£  sea;  and 

WHEREAS,  Government  Code  §  65080  requires  each  transportation  planning 
agency  to  prepare  a  regional  transportation  plan  and  a  regional  transportation 
improvement  program  directed  at  the  achievement  of  a  coordinated  and  balanced 
regional  transportation  system;  and 

WHEREAS,  Government  Code  §  65089  requires  a  designated  local  agency  in 
each  urbanized  county  to  develop,  adopt,  and  periodically  update  a  congestion 
management  program  for  the  county  and  Its  included  cities;  and  requires  that 
this  congestion  management  program  be  developed  in  consultation,  among  others, 
with  the  regional  transportation  planning  agency;  and 

WHEREAS,  Government  Code  §  65089.2  requires  that  the  regional 
transportation  planning  agency  must  make  a  finding  that  each  congestion 
management  program  is  consistent  with  the  regional  transportation  plan,  and 
upon  making  that  finding  shall  incorporate  the  congestion  management  program 
into  the  regional  transportation  improvement  program;  and 

WHEREAS,  Government  Code  §  65082  requires  that  congestion  management 
programs  be  incorporated  into  the  regional  transportation  improvement  program 
approved  by  MTC;  and 

WHEREAS,  MTC  has  adopted  a  Congestion  Management  Program  Policy  (MTC 
Resolution  2156)  to  provide  guidance  for  all  the  counties  and  cities  within 
the  region  in  preparing  their  congestion  management  programs;  and, 


WHEREAS,  MTC's  Congestion  Management  Program  Policy  needs  to  be  updated 
from  time  to  time  to  provide  further  guidance,  now,  therefore,  be  it 

RESOLVED,  that  MTC  adopts  the  Congestion  Management  Program  Policy,  as  set 
forth  in  Attachments  A  and  S  to  this  resolution,  which  are  incorporated  herein 

by  reference;  and,  be  it  further 

RESOLVED,  that  this  resolution  shall  be  transmitted  to  the  nine  Bay  Area 
counties  and  their  included  cities  for  use  in  preparing  their  congestion 
management  programs. 

METROPOLITAN  TRANSPORTATION  COMMISSION 


Jane  Baker,  Chairwoman 

The  above  resolution  was  entered  into 
by  the  Metropolitan  Transportation 
Commission  at  a  regular  meeting  of  the 
Commission  held  in  Oakland, 
California,  on  April  28.  1993. 
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KTC  POLICY  RE:  CONGESTION  MANAGEMENT  PROGRAMS  " 

INTRODUCTION 

This  Policy  is  intended  to  provide  Bay  Area  counties,  cities,  transit 
agencies,  and  other  transportation  interests  with  a  "road  map"  of  the 
Congestion  Management  Programs:  how  they  were  established,  what  they  require, 
and  how  they  might  be  implemented  in  this  region.    The  Policy  is  organized 
into  four  sections: 

Section  I:  Statutory  requirements  for  the  Congestion  Management  Program 

(CMP). 

Section  II:        Metropolitan  Transportation  Commission's  specific 
responsibilities  and  procedures  for  CMPs. 

Section  III:       CMP  agency  responsibilities,  and  those  of  other  agencies, 
including  MTC  recommendations. 

Section  IV:        Suggested  on-going  assistance  that  MTC  can  provide  for  CMP 
development  and  implementation. 

I.    DESCRIPTION  OF  THE  LEGISLATION 

A.  GENERAL 

The  Congestion  Management  Program  was  established  as  part  of  a  bi-partisan 
legislative  package  crafted  in  1989.  The  legislation  created  the 
opportunity  for  significant  increases  in  transportation  revenues, 
(contingent  upon  voter  approval  in  the  June,  1990  State  election),  and 
markedly  changed  state  transportation  planning  and  programming.  The 
specific  CMP  provisions  were  originally  chartered  by  the 
Katz-Kopp-Baker-Campbel 1  Transportation  Blueprint  for  the  Twenty-First 
Century  (AB  471  (Katz);  Chapter  106,  Statutes  1989)  AB  471  (Katz)  Chapter 
106,  Statutes  of  1989;  they  were  significantly  revised  by  AB  1791  (Katz) 
Chapter  16,  Statutes  of  1990.    Like  the  funding  provisions,  the  CMPs 
became  effective  when  voters  approved  Proposition  111  on  June  5,  1990. 

In  August,  1992,  the  CMP  statutes  were  further  amended  through  passage  of 
AB  3093  (Katz).    Changes  have  been  incorporated  into  the  requirements  as 
described  below,  where  relevant. 

B.  CMP  STATUTORY  REQUIREMENTS 


Key  elements  of  the  CMP  statutory  requirements  are  summarized  below. 
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1 )  Designation  and  Authority  of  CMP  Aoencv: 

The  County  Board  of  Supervisors,  and  a  majority  of  cities  representing  a 
majority  of  the  population,  must  designate  by  resolution  a  public  agency 
to  prepare  and  adopt  the  Congestion  Management  Program.    The  jurisdiction 
of  the  CMP  agency,  which  can  be  either  a  new  or  existing  agency,  is  the 
county,  and  all  included  cities.    The  CMP  agency  also  has  authority  to 
monitor  its  member  county's  and  cities'  compliance  with  the  adopted 
program. 

2)  CMP  Elements 

The  Congestion  Management  Program  must  contain  the  following  elements. 

o      Traffic  Level  of  Service  (LOS)  standards 

Must  be  established  for  a  svstem  of  highways  and  roadways 
designated  by  the  CMP  agency.    System  to  include  at  a  minimum 
all  state  highways  and  principal  arterial s. 

The  methodology  for  measuring  LOS  must  be  that  contained  in 
Circular  212  or  most  recent  version  of  the  Highway  Capacity 
Manual.    MTC  has  the  prerogative  to  approve  the  use  of  another 
method,  if  it  is  consistent  with  the  Highway  Capacity  Manual. 

Traffic  standards  must  be  set  no  lower  than  LOS  "E"  for  any 
segment  or  intersection  on  the  CMP  system,  unless  the  base  year 
LOS  was  lower  (i.e.  WF"). 

When  measuring  traffic  LOS  standards  to  determine  conformance 
with  CMP  requirements  (see  I.B.3  following)  impacts  due  to 
these  factors  are  to  be  excluded  from  the  LOS  calculation  in 
consultation  with  MTC  and  the  Regional  Air  District: 

1)  Interregional  travel  (defined  as  any  vehicle  trip  that  has 
neither  its  origin  or  destination  within  the  boundary  of 
the  congestion  management  program). 

2)  Construction,  rehabilitation,  or  maintenance  of  facilities 
that  impact  the  CMP  designated  system. 

3)  Freeway  ramp  metering. 

4)  Traffic  signal  coordination  by  the  state  or 
multi-jurisdictional  agencies. 

5)  Traffic  generated  by  the  provision  of  low  and  very  low 
income  housing. 
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6)       Traffic  generated  by  high  density  residential  development  and 
mixed  use  development,  as  specified,  located  within  1/4  mile  of 
a  fixed  rail  passenger  station  (added  in  1992). 

Transit  service  standards 

Must  be  established  for  service  frequency  (i.e.  headways), 
routing,  and  coordination  among  multiple  transit  agencies 
operating  within  the  CMP  jurisdiction. 

Trip  Reduction  and  Travel  Demand  Element 

Must  include  alternatives  to  single  occupant  auto  use,  such  as 
transit,  van  and  carpooling,  bicycles  and  park  and  ride  lots. 

Must  promote  strategies  to  manage  overall  travel  demand,  such 
as  jobs/housing  balance,  flextime,  and  parking  strategies. 

Must  consider  inclusion  of  parking  cash-out  programs  (added 
through  AB  2109  in  1992). 

Land  Use  Impact  Analysis 

Must  include  a  program  to  analyze  the  impact  of  land  use 
decisions  by  local  jurisdictions  on  the  regional  transportation 
system,  including  an  estimate  of  costs  to  mitigate  those 
impacts.    Note  that  the  legislation  excludes  the  costs 
associated  with  mitigating  interregional  travel  (as  defined 
above)  from  this  estimate.    Public  and  private  contributions  to 
regional  transportation  improvements  may  be  credited. 

For  purposes  of  the  land  use  analysis  program,  the  Metropolitan 
Transportation  System  (MTS)  should  be  used  as  the  basis  for 
analysis  of  impacts  on  the  "regional  transportation  systems". 

Capital  Improvement  Program  (CIP) 

The  CIP  is  a  7-year  program. 

Projects  in  the  CIP  will  be  incorporated  Into  the  Regional 
Transportation  Improvement  Program  (RTIP),  for  the  programming 
of  Flexible  Congestion  Relief  and  Urban  and  Commuter  Rail  funds. 
CIP  projects  also  receive  priority  for  state  Traffic  Systems 
Management  funds. 

CIP  projects  must  maintain  or  contribute  to  the  achievement  of 
traffic  LOS  and  transit  performance  service. 
Projects  must  conform  to  transportation-related  emissions  air 
quality  mitigation  measures. 
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CMA  Transportation  Computer  Model 

o  The  CMA  must  develop  in  consultation  with  the  regional  agency, 
cities,  and  the  county,  a  uniform  data  base  on  traffic  impacts 
for  use  in  a  county  wide  transportation  computer  model. 

a       The  CMA  shall  approve  specific  area  models  to  be  used  by  local 
jurisdictions  to  determine  impacts  of  development  on  the 
circulation  system  that  are  based  on  the  county  wide  model, 
standardized  assumptions  and  conventions. 

»        The  computer  models  of  the  CMAs  shall  be  consistent  with  the 

modeling  methodology  and  databases  used  by  the  regional  agency. 

CMP  Compliance  and  Monitoring  Requirements 

o        MTC  must  evaluate  CMPs  for  consistency  with  the  Regional 
Transportation  Plan. 

o        Annually,  the  CMP  agency  must  make  a  determination  that  its 

member  cities  and  county  are  conforming  to  the  CMP,  including: 

Consistency  with  traffic  LOS  and  transit  performance 
standards 

Adoption  and  implementation  of  a  trip  reduction  and  travel 
demand  ordinance 

Adoption  and  implementation  of  a  program  for  analyzing  land 
use  impacts  on  regional  transportation  systems  <MTS). 

o        Any  county  or  city  can  adopt  a  "deficiency  plan"  to  include 
intersections  or  segments  that  do  not  or  will  not  neet 
traffic  LOS  requirements.    For  these  deficient  facilities,  the 
city  or  county  can  elect  to  implement  actions,  programs  and 
improvements  to  the  overall  system  (either  on  deficient 
facilities  or  on  other  parts  of  the  system)  if  those  actions, 
programs  and  improvements  will  "(1)  measurably  improve  the 
level  of  service  of  the  system;  and  (2)  contribute  to 
significant  improvements  in  air  quality".    The  region's  air 
quality  management  district  has  developed  a  list  of  approved 
improvements,  programs  and  actions  appropriate  for  system  level 
deficiency  plans,  as  required  under  this  provision. 
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II.  MTC  STATUTORY  RESPONSIBILITY  AND  PROCEDURES 

A.  GENERAL: 

MTC's  direct  responsibilities  under  CMP  statutes  involve  consistency  findings 
between  the  CMP  and  the  Regional  Transportation  Plan  (RTP),  evaluation  of  the 
consistency  of  the  CMA  models  with  the  regional  model,  evaluation  of 
consistency  among  CMPs  in  the  region,  and  the  inclusion  of  the  CMP  projects  in 
the  Regional  Transportation  Improvement  Program  CRTIP). 

B.  CMP  CONSISTENCY  FINDING  WITH  THE  RTP 

1 )     Consistency  with  regional  transportation  system  as  defined  in  the 
Regional  Transportation  Plan. 

The  MTC  Regional  Transportation  Plan  underwent  significant  revisions  for 
the  1991  Update,  including  a  full  Environmental  Impact  Report.    The  RTP 
defined  a  "Metropolitan  Transportation  System  (MTS)"  that  includes 
highways,  rail  transit,  corridor  level  arterials,  and  regional  bus  and 
ferry  transit  services.    The  MTS  guides  the  investment  of  regional 
transportation  funds,  particularly  discretionary  funds.    The  MTS  criteria 
and  system  are  reviewed  and  updated  as  needed  with  subsequent  updates  of 
the  RTP. 

The  CMP  statute  requires  that  the  CMP  agency  designate  a  system  of 
highways  and  roadways  to  "include  at  a  minimum  all  state  highways  and 
principal  arterials".    This  system  designates  which  segments  and/or 
intersections  will  be  subject  to  the  traffic  LOS  standards,  and  companion 
monitoring  and  compliance  requirements. 

In  making  a  finding  of  compliance  with  the  RTP,  MTC  would: 

o      Ensure  that  there  is  regional  consistency  among  the  CMP  designated 
systems,  particularly  for  facilities  that  cross  county  borders.  Both 
CMP  systems  and  the  Metropolitan  Transportation  System  of  the  RTP 
must  contain  the  State  Highway  System,  and  it  is  expected  that  there 
will  be  considerable  overlap  among  the  arterials  designated  in  each. 

o      Require  that  all  projects  in  the  CMP  Capital  Improvement  Program 
(CIP)  that  are  eligible  for  the  Regional  Transportation  Improvement 
Program  (RTIP)  must  be  located  on,  or  otherwise  support  or  contribute 
to  the  performance  of  MTC's  Metropolitan  Transportation  System  in  the 
RTP. 

o      Encourage  the  CMP  agency  to  designate  as  part  of  Its  system  any  other 
highway  or  roadway  that  the  CMP  agency  expects  will  play  an  important 
role  in  its  overall  congestion  management  program.    CMP  system 
modifications  that  are  congruent  with  the  regional  MTS  are 
particularly  appropriate. 
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2)     Consi  st-?ncv  with  pertinent  Air  Quality  Plans,  as  Incorporated  in  the 

RTP. 

MTC  will  require  that  all  CHPs  bs  consistent  with  the  region's  adopted 
transportation  control  measures  for  the  Federal  and  State  Clean  Air  Plans. 

o      The  RTP  incorporates  transportation  control  measures  contained  in  the 
federal  and  state  air  quality  plans  to  achieve  and  maintain  the 
respective  standards  for  ozone  and  carbon  monoxide.  For 
transportation  control  measures  that  require  local  implementation  and 
approval,  the  CMA  should  address  the  timely  implementation  of  these 
measures  as  they  relate  to  the  CMP  and  its  associated  CIP  (a  list  of 
federal  and  state  TCMs  is  provided  1n  Table  1  of  Attachment  A,  for 
more  detailed  descriptions  see  Volume  III  of  the  most' current 
Transportation  Improvement  Program  and  the  1991  Clean  Air  Plan). 
Also,  the  CMP  should  not  interfere  with  the  timely  implementation  of 
those  TCMs  which  do  not  require  local  funding  or  approval. 

2)     Consistency  with  RTP  Financial  Requirements  and  Projections. 

Under  the  federal  Intermodal  Surface  Transportation  Efficiency  Act  (ISTEA) 
of  1991,  the  actions,  programs  and  projects  in  the  Regional  Transportation 
Plan  must  be  financially  deliverable  within  reasonable  estimates  of  public 
and  private  resources.    Similar  long  range  plan  financial  constraints  are 
also  required  by  federal  air  quality  conformity  requirements. 

While  the  CMPs,  and  particularly  their  Capital  Improvement  Programs,  are 
not  subject  to  financial  constraints,  any  integration  of  CMPs  into  the  RTP 
must  be  consistent  with  the  long  range  plan's  financial  projections  and 
requirements.    Consequently,  projects  from  the  CMP  CIP  will  only  be 
incorporated  into  the  RTP  to  the  extent  that  they  fall  within  the  RTP's 
financial  parameters.    MTC  will  work  closely  with  CMAs  to  reach  consensus 
on  CMP  project  priorities,  cost  estimates  and  timing,  as  appropriate  for 
RTP  inclusion. 

CONSISTENCY  WITH  REGIONAL  TRAVEL  MODEL. 

The  CMP  statutes  require  each  CMA  to  develop  a  uniform  database  for  use  in 
a  county  wide  transportation  model,  and  that  the  model  be  consistent  with 
MTC's  model.    Specifically,  the  statutes  require  that: 

"The  computer  models  shall  be  consistent  with  the  modeling 
methodology  adopted  by  the  regional  planning  agency.    The  data  bases 
us^ed  in  the  models  shall  be  consistent  with  the  data  bases  used  by 
the  regional  planning  agency." 

Therefore,  MTC  seeks  the  development  of  a  regionally  consistent  travel 
demand  modeling  "set"  for  the  Bay  Area,  with  fully  coordinated  regional 
and  subregional  models.    This  regional  modeling  "set"  will  provide  a 
common  foundation  for  transportation  policy  analysis,  and  transportation 
corridor  and  project  level  analyses. 
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For  the  1993  CMPs,  MTC  has  been  working  closely  with  CMA  staff,  Cal trans, 
and  other  interested  parties  to  define  "consistency"  1n  modeling 
methodology  and  databases.    The  resulting  consistency  requirements  have 
been  stated  concisely  as  an  inventory  of  products  of  information  and 
findings  to  be  submitted  to  KTC,  included  as  Attachment  B,  the  MTC 
Checklist  for  Modeling  Consistency  for  the  1993  CMPs. 

•  MTC  will  use  the  MTC  Checklist  for  Modeling  Consistency  Requirements  for 
1993  CMPs  to  guide  the  consistency  assessment  of  the  CMA  models  with  the 
MTC  model. 

The  Checklist  addresses: 

•  Demographic/econometric  forecasts 

•  Pricing  assumptions 

•  Network  assumptions 

•  Auto  ownership  assumptions 

•  Trip  generation  methodology 

•  Trip  distribution  methodology 

•  Mode  choice  methodology 

•  Traffic  assignment  methodologies 

A  number  of  modeling  issues  remain  outstanding.    MTC  recommends  that  these 
issues  be  incorporated  into  the  work  program  for  a  regional  modeling 
coordination  committee  (the  "Committee"),  reporting  to  the  Planning  and 
Programming  Committee  of  the  Partnership.    The  Committee  will  develop 
recommendations  on  these  issues,  to  be  Incorporated  into  a  revised  version 
of  the  current  Model  Consistency  Guidelines  prior  to  the  1995  consistency 
evaluation  cycle.    The  composition,  work  program  and  schedule  of  the 
Committee  will  be  approved  by  the  Planning  and  Programming  Committee  of 
the  Partnership.    The  Committee  will  serve  as  a  forum  for  sharing  of 
modeling  data  and  expertise  in  the  region,  and  provide  peer  review  for 
technical  and  policy  issues  involving  the  models  developed  by  or  for  the 
CMAs,  MTC,  and  other  parties.    The  Committee  will  develop  recommendations 
on  issues  including: 

f.     Revised  model  consistency  guidelines  for  the  1995  consistency 
evaluation  cycle; 

2.  A  process  that  promotes  self-assessment  of  consistency  with  the 
regional  travel  demand  model,  using  a  consistency  checklist  approach; 

3.  The  development  of  tolerances  for  model  inputs  and  outputs;  and 

4.  Scheduling  of  major  model  database  revisions. 

D.    EVALUATION  OF  CONSISTENCY  BETWEEN  DIFFERENT  CMPS 

The  legislation  requires  also  that  "in  the  case  of  multi-county  regional 
transportation  agency,  that  agency  shall  evaluate  the  consistency  and 
compatibility  of  the  [congestion  management]  programs  within  the  region". 


W.I.:  902.10.01 
W.A.:  125Br 
Referred  By:  WPC 
Attachment  A 
Resolution  No.  2537 
Page  8  of  14 

The  1992  revisions  to  the  statutes  strengthens  the  role  of  the  regional 
transportation  agencies,  stating  that  it  is  the  Legislature's  intention 
that  the  regional  agency  (i.e.,  MTC)  resolve  inconsistencies  and  mediate 
disputes  between  congestion  management  programs  within  a  region. 

o      MTC  will  evaluate  the  consistency  between  different  CMPs  in  the 
region,  at  the  time  that  the  CHP  is  submitted  to  the  agency  and  a 
finding  of  consistency  with  the  RTP  is  made.    Since  all  CMPs  must 
conform  to  the  RTP,  consistency  among  different  CMPs  should  also  be 

achieved. 

o      To  facilitate  this  evaluation,  CHAs  should  invite  HTC  staff  to 
participate  on  appropriate  county  level  CMP  technical  advisory 
committees,  to  facilitate  exchange  of  information  and-anticipate  any 
potential  conflicts  with  other  CMPs,  or  with  the  Regional 
Transportation  Plan. 

o      MTC  will  set  up  procedures  to  hear  and  resolve  conflicts  that  may  be 
identified  as  part  of  the  RTP/CMP  consistency  review,  or  to  resolve 
inconsistencies  and  mediate  disputes  among  CMPs  in  the  Bay  Area. 

INCORPORATION  OF  CMP  PROJECTS  INTO  THE  RTIP 

o      The  statute  mandating  new  procedures  for  the  State  Transportation 
Improvement  Program  specifically  requires  that  Caltrans  prepare  STIP 
Guidelines  that  include  guidance  for  the  incorporating  CMP  capital 
improvements  into  the  Regional  Transportation  Improvement  Program 
(RTIP).    The  statute  requires  a  direct  linkage  between  the  CMPs  and 
RTIP. 

o      CTC's  adopted  STIP  guidelines  address  the  CMP/RTIP  linkage  as 
fol lows : 

Projects  for  RTIP  funding  must  be  submitted  as  part  of  a  seven 
year  capital  improvement  program  from  an  adopted  CMP. 

CMPs  be  consistent  with  the  Regional  Transportation  Plan  before 
they  can  be  incorporated  into  the  RTIP;  and 

Projects  should  be  included  in  the  RTIP  1n  accordance  with  CMP 
priorities,  to  the  extent  permitted  by  the  availability  of 
funds,  and  project  fund  eligibility. 

o      MTC  has  provided  extensive  additional  guidance  for  the  development  of 
the  Regional  Transportation  Improvement  Program  (RTIP)  and  federal 
Transportation  Improvement  Program  (TIP),  and  the  CMAs'  specific 
roles  therein.    MTC  Resolution  No.  2525  outlines  the  multimodal 
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priority  setting  process  for  the  Flexible  Congestion  Relief  (FCR) 
funds  in  the  1994  RTIP,  and  the  Surface  Transportation  Program  (STP) 
and  Congestion  Mitigation  and  Air  Quality  (CMAQ)  funds  in  the  1995 
TIP.    This  process  includes  procedures  for  the  screening,  scoring, 
and  programming  of  projects.    Specific  requirements  relevant  to  the 
CMAs  and  CMPs  include: 

MTC  will  submit  county  "bid"  taraets  for  FCR,  STP,  and  CMAQ 
funds  to  the  CHAs. 

All  projects  that  will  be  competing  for  FCR  funds  must  be 
included  in  the  CMP  Capital  Investment  Program.  Project 
proposals  for  STP  and  CMAQ  funds  do  not  have  to  be  included  in 
the  CMP  CIP,  but  must  be  submitted  through  the  CMA. 

CMAs  will  coordinate  their  respective  city,  county,  and  transit 
district  project  candidate  projects  for  FCR,  STP  and  CMAQ 
funds,  and  submit  a  draft  bid  list  to  MTC. 

CMAs  will  work  with  MTC  to  develop  a  final  bid  list  and  project 
applications  for  FCR,  STP  and  CMAQ  funds;  and  review  MTC  staff 
evaluations  and  recommendations  of  project  submittals  in 
accordance  with  the  screening,  scoring  and  programming  criteria. 

Project  programming  guidance  will  be  updated  as  needed  for  funding 
periods  after  the  1994  RTIP  and  1995  TIP  cycles. 

PROCEDURES  FOR  CMP  SUBMITTAL  AND  MTC  REVIEW 

o      CMPs  will  be  required  for  each  biennial  RTIP  cycle  beginning  with 
1992. 

o      To  provide  adequate  review  time,  CMPs  should  be  submitted  to  MTC  by 
the  end  of  each  June  preceding  the  December  submittal  of  the  RTIP  to 
the  California  Transportation  Commission. 

o      MTC  will  work  with  individual  counties,  cities,  transit  agencies  and 
CMP  agencies  to  coordinate  the  development  and  review  of  CMPs,  AB 
3705  county  wide  plans,  or  any  other  pertinent  local  transportation 
plans. 

o      MTC  will  make  a  finding  of  consistency  with  the  RTP  for  the  initial 
CMP,  and  every  two  years  thereafter  when  the  CMP  is  submitted  for 
RTIP  inclusion. 
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o      Travel  model  assumptions  and  methodologies  should  be  discussed  with 
h'TC  early  1n  the  modeling  process  and  should  be  responsive  to 
regional  guidance  in  place  at  the  time.    The  model  and  forecasting 
process  should  be  explained  in  an  appendix  of  the  Ch'P  to  facilitate 
HTC's  review  and  consistency  evaluation. 

in.      o:p  agency  and  other  statutory  responsibility/  htc  recommended 

POLICY 

The  CM?  statute  assigns  the  CHP  agency  significant  responsibilities  to 
develop,  approve,  and  monitor  the  Congestion  Management  Program.    These  are 
outlined  below,  accompanied  by  HTC's  suggestions  for  effectively  carrying  out 
these  responsibilities. 

A.    CMP  AGENCY  RESPONSIBILITY 

Program  De^el ooment 

1)  Establish  CMP  Agency: 

o      Seek  consensus  when  ever  possible  among  participating  decision  making 

bodies. 

2)  Identify  CMP  system 

o      Consult  with  MTC  to  ensure  consistency  with  RTP  and  its  designated 
Metropolitan  Transportation  System  (see  Section  II. A. 1  above). 

3)  Set  traffic  LOS  and  transit  performance  standards 

Traffic: 

o       Ensure  that  the  county  and  all  cities  within  the  CMP  jurisdiction  use 

the  same  base  year  for  initial  LOS  measurements 

o      Develop  appropriate  procedures  for  estimating  and  excluding  the 
following  statutorily  exempt  impacts  from  LOS  measurements  for 
monitoring  and  conformance  purposes: 

interregional  travel 

construction,  rehabilitation,  or  maintenance  of  facilities 

that  impact  the  [designated]  system 
freeway  ramp  metering 

traffic  signal  coordination  by  the  state  and 

mul ti-jurisdictional  agencies 
traffic  generated  by  the  provision  of  lo*  and  very  low  income 

housing 

traffic  generated  by  high  density  and  mixed  use  development, 
located  within  1/4  mile  of  a.  fixed  rail  passenger  station 
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o      Select  a  consistent  LOS  methodology  from  those  dictated  1n  the 
statute,  for  use  by  the  county  and  included  cities. 

Transit: 

o      Work  with  transit  operators  and  MTC  to  establish  performance 
standards  for  frequency  and  routing. 

o      Consult  MTC  particularly  in  the  area  of  inter-operator  coordination. 
Incorporate  any  coordination  agreements  reached  under  Government  Code 
§  66516  requirements  (MTC  Resolution  No.  2323). 

o      For  multi-jurisdictional  transit  agencies,  involved  CMP  agencies 
should  coordinate  efforts. 

4)  Adopt  transportation  demand  element 

o      Should  be  consistent  with  MTC  adopted  transportation  control  measures 
for  Federal  and  State  air  quality  plans  (see  Section  II. A. 2  above). 

5)  Establish  land  use  impact  analysis  program  to  determine  impact  of  land 
development  on  regional  transportation  system;  develop  and  use  county 
level  transportation  computer  model . 

o     'Should  be  consistent  with  regional  travel  demand  forecasting 
methodology,  and  data  bases,  including  ABAG  projections. 

o      Alternative  land  use  projections  may  be  used  as  an  alternative  basis 
for  transportation  forecasts,  in  addition  to  ABAG. 

o      Significant  differences  between  modeling  outcomes  and  conclusions 
will  be  resolved  between  MTC  and  the  CMP  agency. 

6)  Develop  Capital  Improvement  Program  to  address  achievement  of  LOS  and 
performance  standards 

o      CMP  agency  must  incorporate  projects  eligible  for  RTIP  funds 

(Flexible  Congestion  Relief  and  Urban  and  Commuter  Rail)  into  the 
CMP,  under  the  MTC  adopted  procedures  for  RTIP  development  (MTC 
Resolution  No.  2526). 

o      The  CIP  should  also  incorporate  projects  funded  from  non-RTIP  sources 
that  contribute  to  traffic  and  transit  standards  achievement.  CMP 
projects  receive  first  priority  for  State  TSM  funds.    In  general, 
projects  included  in  a  well  developed,  comprehensive  congestion 
management  program  will  likely  compete  more  successfully  for  any 
state  funds  than  those  projects  not  included  in  a  CMP. 
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o      CIP  capital  projects  should  be  developed  considering  the  effects  of 
travel  demand  management  strategies  included  in  TSM  element/ 
ordinance. 

Implementation  and  Honitorino 

7)  Establish  CMP  conformity  finding  procedures  for  the  county  and  included 
cities,  including  criteria  for  the  review  and  acceptance  of  county/city 
deficiency  plans. 

o      Procedures  for  conformance  findings  for  major  regional  facilities 
(highway  and  transit)  that  cross  CMP  agency  boundaries  should  be 
developed  cooperatively  among  the  affected  CMP  agencies  and  MTC. 

o      If  a  finding  of  "non-conformance"  is  made  for  a  city  or  county,  and 
that  party  wishes  to  appeal  that  decision,  MTC  will,  at  the  mutual 
request  of  the  CMP  agency  and  the  affected  county  or  city,  serve  as  a 
neutral  "third  party  fact  finder"  during  the  review  of  the  decision. 

8)  Establish  procedures  for  monitoring  and  reporting  of  CMP  implementation. 

o      Provide  appropriate  information  to  MTC  to  assist  in  the 
implementation  or  monitoring  of  regional  programs. 

B.    OTHER  AGENCY  RESPONSIBILITY 

1)  Local  Jurisdictions:    Develop  Deficiency  Plan  to  address  segments  or 
intersections  that  will  not  meet  standards,  as  outlined  in  appropriate  CMA 
and  Air  District  guidance  for  the  development  of  deficiency  plans. 

2)  Air  Quality  Management  District  (Air  District):    Establish  and  revise  a 
list  of  approved  improvements,  programs,  and  actions  that  contribute  to 
air  quality  improvements;  to  be  used  by  cities  and  counties  in  the 
development  of  deficiency  plans. 

o      The  Air  District  (or  Air  District!  for  those  counties  in  more  than 
one  air  basin),  with  the  cooperation  of  cities,  counties  and  MTC, 
should  develop  and  adopt  procedures  for  establishing  and  amending  the 
approved  list.    The  Bay  Area  Air  Quality  Management  District  has 
adopted  such  a  list  on  November  4,  1992 — BAAQMD  Resolution  No.  2119  - 
"Deficiency  List:    Programs,  Actions,  and  Improvements  for  Inclusion 
in  Congestion  Management  and  Program  "Deficiency  Plans". 

o      Air  District(s)  list  should  be  consistent  with  adopted  Transportation 
Control  Measures  to  meet  Federal  and  State  air  quality  standards. 

o      Air  District  should  coordinate  *ith  MTC  in  the  development  of  the 
list,  and  procedures  for  amending  1t.    MTC  will  give  special 
assistance  to  counties  whose  CMP  jurisdiction  falls  under  more  than 
one  Air  District,  as  requested. 
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ADDITIONAL  HTC  ASSISTANCE 

In  addition  in  any  planned  assistance  mentioned  in  Section  II  and  III,  HT 
can  help  CMP  agencies  or  their  participating  jurisdictions  in  other  ways 
during  the  development  of  the  CMPs.    Options  include: 

o      Fundi  no:    CMP  agencies  will  most  likely  need  additional  funds  to 
prepare  their  CMPs.    While  MTC  currently  does  not  have  access  to 
discretionary  revenues  for  this  specific  purpose,  MTC  will  assist. in 
pursuing  additional  funding. 

o      Technical  Workshops:  MTC  will  continue  to  sponsor  specific  technical 
workshops  to  assist  CMP  agencies  in  the  development  and 
implementation  of  the  Congestion  Management  Programs. 

o       Regional  Modeling  Coordinating  Committee:    MTC  will  support  the 
development  of  a  regional  modeling  coordinating  committee  to 
facilitate  modeling  in  the  region  through  discussion  of  inputs, 
techniques,  outputs,  schedules,  data  coordination  and  peer  review. 


TABLE  1 

ADOPTED  FEDERAL  AND  STATE  TCHs 

A.    FEDERAL  TCHs  In  SIP 

The  following  lists  Include  adopted  federal  and  state  transportation  control 
measures  (TCMs)  for  the  San  Francisco  Bay  Area.    The  TCMs  marked  with  a  "*" 
require  full  or  partial  implementation  at  the  local  level,  and  should  be 
referenced  specifically  in  the  Congestion  Management  Programs.    Detail  on 
federal  TCMs  can  be  found  in  volume  of  the  TransDortaticn  Improvement  Procrarr, 
(MTC)  and  the  1991  Clean  Air  Plan  (BAAQMD). 


TCM  1       Reaffirm  commitment  to  281  transit  ridership  increase  between  197B 
and  1983 

TCM  2      Support  post-1983  improvements  in  the  operators'  five-year  plans  and, 
after  consultation  with  the  operators,  adopt  ridership  increase 
target  for  the  period  1983  through  1987 

TCM  3      Seek,  to  expand  and  improve  public  transit  beyond  committed  levels* 

TCM  4      High  occupancy  vehicle  (HOV)  lanes  and  ramp  metering- 

TCM  5       Support  RIDES'  efforts 

TCM  6      Continue  efforts  to  obtain  funding  to  support  long  range  transit 

improvements 
TCM  7      Preferential  parking* 
TCM  8      Shared  use  park  and  ride  lots* 
TCM  9      Expand  commute  alternatives  program* 
TCM  10     Information  program  for  local  governments 
TCM  11     Gasoline  conservation  awareness  program  (GasCAP)  (-expired) 
TCM  12     Santa  Clara  County  commuter  transportation  program*  (for  Santa  Clara 

only) 

TCM  13     Increase  bridge  tolls  to  $1.00  on  all  bridges 

TCM  14  Bay  Bridge  surcharge  of  $1.00 

TCM  15  Increase  state  gas  tax  by  9  cents^ 

TCM  16  Implement  MTC  Resolution  1876,  revised  -  New  Rail  Starts 

TCM  17  Continue  post-earthquake  transit  services 

TCM  18  Sacramento-Bay  Area  Amtrak  service 

TCM  19  Upgrade  Cal Train  service 

TCM  20  Regional  HOV  system  plan 

TCM  21  Regional  transit  coordination 

TCM  22  Expand  Regional  Transit  Connection  ticket  distribution 

TCM  23  Employer  Audits 

TCM  24  Expand  signal  timing  program  to  new  cities* 

TCM  25  Maintain  existing  signal  timing  programs* 

TCM  26  Incident  management  on  Bay  Area  freeways 

TCM  27  Update  MTC  guidance  on  development  of  local  TSM  programs 

TCM  28  Local  Transportation  Systems  Management  (TCM)  initiatives 


B.    STATE  TCMs  in  CAP 


TCM  1  Expand  employer  assistance  programs* 

TCH  2  Employer-based  trip  reduction  rule* 

TCM  3  Improve  areauride  transit  service* 

TCM  4  Expedite  and  expand  regional  rail  agreement 

TCM  5  Improve  access  to  rail  and  ferries 

TCM  6  Improve  intercity  rail  service 

TCM  7  Improve  ferry  service 

TCM  8  Construct  carpool /express  bus  lanes  on  freeways 

TCM  9  Improve  bicycle  access  and  facilities* 

TCM  10  Youth  transportation* 

TCM  11  Install  freeway  traffic  operations  system  (TOS) 

TCM  12  Improve  arterial  traffic  management* 

TCM  13  Transit  use  incentives 

TCM  14  Vanpool  liability  insurance 

TCM  15  Provide  carpool  incentives* 

TCM  16  Indirect  source  control  program 

TCM  17  Conduct  public  education 

TCM  18  Zoning  for  high  densities  near  transit  stations* 

TCM  19  Air  quality  element  for  general  plans* 

TCM  20  Conduct  demonstration  projects 

TCM  21  Implement  revenue  measures 

TCM  22  Implement  markst-based  pricing  measures 

TCM  23  Ozone  excess  "no  drive  day"  (voluntary) 
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MTC  Checklist  for  Modeling  Consistency  for  the  1993  PtPs 

MTC's  goal  is  to  establish  a  regionally  consistent  model  "set"  for  application 
by  MTC  and  the  CMAs,    This  Checklist  is  intended  to  guide  the  CMAs  through 
their  model  development  and  consistency  certification  process  by  providing  an 
inventory  of  specific  products  to  be  developed  and  submitted  to  MTC,  and  by 
describing  standard  practices  and  assumptions  to  be  followed.    Over  the  next 
year,  the  Committee  will  propose  enhancements  to  this  Checklist,  such  as  the 
definition  of  specific  numeric  tolerances  for  model  Inputs  and  outputs,  as 
necessary,  to  give  the  CMAs  the  ability  to  develop  models  that  are  readily  . 
certifiable,  and  to  provide  the  CMAs  the  ability  to  assess  their  own  models, 
or  at  least  some  of  their  model  components.    Because  of  the  complexity  of  the 
topic,  however,  in  specific  Instances  the  Checklist  may  need  to  be 
complemented  by  additional  detailed  information  to  explain  differences  1n 
methodological  approach  or  data.    Significant  differences  will  be  resolved 
between  MTC  and  the  CMA,  taking  advantage  of  the  committee  and  its  peer  review 
process . 

A.  Discuss  the  General  Approach  to  Travel  Demand  Modeling  bv  the  CMA 

Describe  the  model,  and  Its  relationship  to  the  MTC  model.    If  the  model  is 
based  on  MTC's  model,  describe  any  adjustments  to  model  constants, 
coefficients,  k-factor  or  friction  factor  re-estimation,  market  segmentation, 
and  trip  purposes,  etc. 

PRODUCT  1:    Description  of  the  above. 

B.  DemoaraDhic/Economic/Land  Use  Forecasts: 

Use  exact  ABAG  Projections  for  other  Bay  Area  counties,  and  control  totals 
(within  1  percent)  for  the  county  for  population,  households,  jobs  and 
employed  residents.    CMAs  may  reallocate  growth  forecasts  within  their  own 
county  in  consultation  with  cities,  MTC  and  ABAG.    Projections  92  must  be  used 
for  all  new  demographic  databases  developed  for  baseline  travel  demand 
forecasting  purposes  after  December  31,  1992.    CMAs  may  also,  of  course, 
analyze  alternative  land  use  scenarios  in  addition  to  these  forecasts.    If  a 
land  use  based  model  is  utilized,  production  and  attraction  comparisons  will 
be  made  with  the  MTC  model. 

PRODUCT  2:    Summary  sheet  comparing  ABAG  Projections  economic  and 
demographic  data  (dte  reference)  and  CMP  Input  data  for  population, 
households,  jobs  and  employed  residents  for  the  9  Bay  Area  counties  for 
the  base  and  forecast  years  (Years  1990  and  2000  are  preferred),  and  a 
statement  establishing  that  the  differences  between  the  ABAG  variables  and 
those  of  the  CMA  input  file  do  not  exceed  1  percent  at  the  county  level 
for  your  county,  and  that  no  differences  exist  for  the  other  8  counties 
for  a  base  case  scenario. 
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C.  Pricing  Assumptions: 

Use  MTC's  auto  operating  costs,  transit  fares,  and  bridge  tolls. 
PRODUCT  2:    Statement  establishing  satisfaction  of  the  above. 

D.  Network  Assumptions: 

Use  MTC's  regional  highway  and  transit  network  assumptions  for  other  Bay  Area 
counties.    CMAs  may  include  more  detailed  network  definition  within  their  own 
county  in  addition  to  the  regional  highway  and  transit  networks. 
PRODUCT  4:    Statement  establishing  satisfaction  of  the  above. 

E.  Auto  Ownership  Assumptions: 

Use  MTC  auto  ownership  models  or  forecasts,  or  submit  alternative  models  to 
MTC  for  review  and  comment. 
PRODUCTS: 

5)  County  and  district  level  table(s)  showing  households  by  vehicle 
ownership  level  (0,  1,  2+  vehicle/household),  and  autos  per  household 
summaries  at  county  and  district  levels,  or  autos  per  worker  and  total 
autos  by  district,  and  other  pertinent  auto  ownership  data  if  nore 
appropriate. 

F.  Trip  Generation: 

Use  the  regional  person  trip  generation  models  for  home-based  work  and 
non-work,  and  non-home  based  trips,  or  submit  alternative  models  to  MTC  for 
review  and  comment.    Results  may  be  adjusted  sub-regionally  through 
calibration  or  modal  constant  adjustments. 
PRODUCTS: 

6)  County  and  district  level  table(s)  summarizing  trip  productions  and 
trip  attractions  out  of  the  trip  generation  nodel. 

7)  Trip  rate  analysis,  including  home-based  work  trips  per  employed 
resident,  home-based  non-work  trips  per  household,  and  non-home-based 
trips  per  total  job. 

8)  Description  of  sub-regional  adjustment  factors,  if  any. 

G.  Trip  Distribution: 

Work  trip  distribution  models  must  be  calibrated  to  the  1980  zone-to-zone  or 
1990  county-to-county  Census  Journey- to-Work  commuter  matrices.    1990  data 
must  be  used  for  all  new  forecasting  databases  developed  for  baseline  travel 
demand  forecasting  purposes  after  Dec.  31,  1992.    Trip  distribution  results 
must  be  balanced  to  productions,  and  attraction  balancing  problems  should  be 
discussed  with  MTC. 
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PRODUCTS: 

9)  County  and  district  level  table(s)  shoving  attraction  balancing 
analysis.  I.e.,  coaiparison  of  "uodeled"  attractions  from  the  trip 
distribution  nodel  to  "desired-  attractions,  froa  the  trip  generation  (trip 
attraction)  nodels.  '  :. 

10)  County-to-county  level  trip  tables. 

11)  District-to-district  level  trip  tables  for  Intra-county  trips. 
All  trip  distribution  analyses  are  to  be  stratified  by  trip  purpose. 

K.    Mode  Choice: 

If  a  logit  mode  choice  model  is  to  be  used,  MTC's  "SW"  or  "TW"  for  work  trips, 
and  MTC's  mode  choice  models  for  home-based  shop,  home-based  social 
recreational  and  non-home-based  trip  purposes  should  be  used,  or  submit 
alternative  methodology  for  MTC  review. 
PRODUCTS: 

12)  County-to-county  and  district-to-district  (intra-county)  level 
table(s)  showing  mode  choice  forecasts  by  trip  purpose  and  travel  Bode. 
There  is  no  need  to  document  the  county-to-county  mode  choice  forecasts 
for  trips  that  do  not  start,  end,  or  pass  through  the  particular  county  of 
interest.  „,'"',! 

13)  Vehicle  trip  tables,  county-to-county  ana"  intra-county 
district-to-district,  stratified  by  trip  purpose. 

I.    Traffic  Assignment 

Use  capacity  restraint  assignment  for  peak  hour  traffic  assignments,  or  submit 
alternative  methodology  for  MTC  review. 

PRODUCTS :  "  .    .  ; 

14)  Description  of  trip  assignment  nethodology  for  daily  and/or  peak  hour 
(period)  assignments  for  both  transit  and  highway. 

15)  Describe  peaking  factors  and  vehicle  occupancy  assumptions  utilized. 

Alternatively.  CMAs  mav  elect  to  utilize  MTC  zone  to  zone  vehicle  trip 
tables,  adding  network  and  zonal  details  within  the  county  as  appropriate,  and 
then  re-run  the  assignment.    In  this  case,  only  Products  14  and  15  are 
applicable. 
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CMP  NETWORK  -  ARTERIALS 
Rationale  for  Segmentation 
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jArmy  Street 

Guerrero-Kansas  * 

X 

X 

X 

Kansas-Bryant  * 

X 

Bryant-3rd  St. 

X 

Bay  Street  ! 

Van  Ness-Embarcadero  ~T~ 

Bayshore  Blvd  j 

Army- Industrial  * 

X 

1 

X 

Industrial-  C  &  C  limit 

X 

1 

1 

Beale/Davis 


Clay-Mission 


IBrannan  Street 


jfoivision-9th  St 

fl6th  St-5th  St 

Broadway  p 

Gough-Larkin 

X 

1                  Strftp.t:  Nsep 

i 

Land 
Use 

Speed 
LUalt 

Ma  -i  nr 

Cross 
Street 

Change 

In 
Volume 

Xr  a.  es~ 

way 
Ramp 

ILar  kin- Powell  (Tunnel) 

J 

fPowell -Montgomery 

x  I 

1 

Montgomery- Embarcadero 

\             i  x 

1  II 

B  r~o  ther hood  Way  | 

jJ.Serra-Alemany                                  1                           |  1 

IBryant  Street  "|| 

IDivision-4th  St 

1  1 

<  x 

|4th  St-Embarcadero 

1  1 

1      x  I 

Bush  Street 


Masonic-Gough 

X 

1 

Gough-Market  * 

X 

X 

Castro/Divisadero  Street 

gPine-Geary 

x  I 

§Geary-14th  St 

X 

x  ( 

|14th  St-Market 

x  1 

x       I  I 

:iay  Street 


[Kearny-Davis 


[Columbus  Avenue 


(North  Point-Greenwich 
[Greenwich-Montgomery 


IDrumm  Street 


Washington-Market 


Duboce  Avenue 


[Market-Mission 


6! 


ission-Potrero 


|The  F.mharcadero 


Townsend-North  Point 


Evans  Avenue 


Army-3rd  St  * 


Fell  Street 


Gough-Laguna 


Laguna - S  tanyan 


BFranklin  Street 


larket-Pine 


Pine- Lombard 


Fremont  Street 


Harrison-Market  * 


JFulton  Street 


jjMasonic-Arguello 

X 

X 

— 1 — i 

jArguello-Park  Presidio  * 

X 

,  X 

'{Geary  Blvd 

^Market -Gough 

X 

X 

jjGough-Arguello 

X 

1 

|Arguello-25th  Ave 

X 

|25th  Ave-Great  Hwy 

X 

X 

Street  Name 

Land 

Use 

Speed 
Limit 

Major 
Cross 
Street 

Change 

In  * 
Volume 

Free- 
way 
Ramp 

Geneva  Avenue 

Phelan-Cayuga 

X 

I 

Cayuga-Paris 

Paris-Santos 

X 

 1  

Golden  Gate  Avenue  I 

Masonic-Franklin                   {  x 

X 

Franklin-Market                     |  x 

X 

*  i 

Gough  Street  j 

Pine-Geary 

2 

Geary-Golden  Gate  * 

X 

Golden  Gate-Market 

X 

San  Jose  Avenue /Guerrero  j| 

Army-29th  St                            1  x 

X 

l 

29th  St-Monterey  Blvd 

1 

x  jj 

Harrison  Street  fl 

Embarcadero-lst  St  * 

x  l 

list  St-4th  St 

X  U 

|4th  St-8th  St 

x  1 

8th  St-13th  St 

x  1 

Hayes  Street 

Market-Gough 

Howard  Street 

Embarcadero-S. Van  Ness  i 

Junipero  Serra  Blvd 

Sloat-19th  Ave  * 

X 

x  I 

19th  Ave-Brotherhood  Way 

X 

Brotherhood-C  &  C  limit 

X 

Kearny  Street 

Market -Columbus 

King  Street 

6th  St-Embarcadero                                        )  U 

Lincoln  Blvd/Kezar  Drive  f 

19th  Ave- 5th  Ave                    I  x 

5th  Ave- St any an  x 

Lombard  Street  j| 

|Francisco-Van  Ness  * 

Main  Street  1 

Mission-Market  | 

Market/ Port ci a  J 

Sloat-Santa  Clara 

X 

X 

Santa  Clara-Clipper  * 

Grade  Change 

Clipper-Castro 

X 

Castro-Guerrero 

X 

Guerrero-Van  Ness 

X 

X 

Van  Ness-Drumm 

X 

Street  Name 

Land 
Use 

Speed 

r.iBtt 

Major 
Cross 
Street 

Change 

In 
Volume 

■"ree-  1 
way  j 
Ramp  | 

{(Masonic  Avenue 

|?ine-Geary 

!     *  1 

^Geary-Page 

1     x  | 

^Mission/Otis 

}Embarcadero-3rd  St 

X 

1  1 

[3rd  St-9th  St 

X 

19th  St-14th  St 

X 

(  •  ( 

<14th  St-Army  * 

X 

I 

[Army- Ocean  * 

X 

pcean-Sickles 

X 

1 

(Montgomery  Street 

(Broadway-Bush                                                 j  j 

North  Point  Street 

(Van  Ness -Columbus 

i  x 

IColumbus-Embarcadero 

1  X 

O'Farrell  Street  jj 

Gough-Mason  * 

X 

Mason-Market 

X 

Oak  Street 

Stanyan-Divisadero  * 

X 

X 

Divisadero-Laguna 

X 

X 

X 

Laguna-Franklin 

X 

Ocean  Avenue 

19th  Ave-Miramar  * 

X 

(Miramar-I-280 

X 

1 

Pine  Street 

Market-Kearny 

X 

Kearny- Leavenworth 

X 

Leavenworth- Franklin 

X 

Franklin- Presidio 

X 

Potrero  Avenue 

Division-21st  St 

X 

J_ 

X 

21st  St-Army 

X 

1 

x  i 

Skyline  Drive 

Sloat-City  &  County  limit 

Sloat  Boulevard 

Skyline- J. Serra 

Stanyan  Street 

Fulton-Turk 

||Sutter  Street  5 

^Market-Mason  * 

X 

1 

i 

[Mason-Gough 

X 

bough-Divisadero 

X 

X 

Turk  Street  J 

Market-Hyde 

X 

1 

Hyde-Gough 

X 

Street  Name 

Land 
Use 

Speed 
Limit 

Major 
Cross 
Street 

Change 

In 
Volume 

Free- 
Way 
Ramp 

Hyde-Gough 

1 

Gough-Divisadero 

X 

— s—l  1 

Divisadere-Stanyan 

1 

Van  Ness  Avenue 

Lombard- Washington 

Sig. 

Syst . 

Change 

Washington-GoIdenGate  Av  * 

X 

1 

bolden  Ga-ce  Ave-13th  St  * 

! 

X 

|l3th  St-Army 

1 

X 

([Washington  Street 

||Ke  arny  -  Drumm 

fest  Portal  Avenue 


Jloat-Ulloa 


*  indicates  change  in  segment  boundary, 


CMP  NETWORK  -  FREEWAYS 
Rationale  for  Segmentation 


j  Freeway 

Split 

Of f -ramp 

On -ramp  J 

!  1-280  | 

|C  S  C  limit-  U.S.  101 

x 

I 

|  101/280  -6th/Brannan 

1  X 

f  U.S. 101 

1  C  &  C  limit-  1-280 

X 

1  1-280-  1-80  x 

j  1-80-  Fell/Laguna 

X 

1  1-80  I 

[U.S.   101-  Fremont 

X 

!  Fremont-  Treasure  Island 

X 

San  Francisco  1993  CMP 
November  1993 
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TABLE  I 


CKP  -  2J< 

Travel 

Length  AvSp 

LOS 

AvSp 

La 

Ease 

Froi 

SO 

Class  Dir. 

(ei) 

91 

91 

92/3 
=  == 

92/: 

1st  Street 

Karket 

Harrison 

3  S 

0.47 

* 

15.1 

C 

3rd  Street 

Jaiestovn 

Evans 

3  S 

1.61 

* 

25.4 

B 

Evans 

Jazestowi 

3         S  . 

1.61 

* 

22.3 

C 

Evans 

China  Basin 

3  K 

2.40 

10.3 

D 

24.0 

B 

China  Basin 

Evans 

3  S 

2.40 

10.3 

D 

24.1 

B 

China  Basin 

Karket 

3  N 

1.00 

12.1 

D 

12.1 

D 

4th  St/ 

O'farrell 

Harrison 

3  S 

* 

11.6 

D 

Stockton 

Harrison 

3rd  Street 

3  S 

0.76 

* 

15.0 

C 

5th  Street 

Karket 

Brannan 

3  S 

0.72 

7.9 

E 

11.6 

C 

Brannan 

Karket 

3  H 

0.72 

7.9 

E 

10.5 

D 

5th  Street 

Karket 

Brannan 

3  S 

0.71 

* 

22.4 

B 

Brannan 

Karket 

3  1 

0.71 

* 

13.8 

C 

7th  Street 

Brannan 

Karket 

3  X 

0.72 

8.9 

E 

13.9 

c 

8th  Street 

Karket 

Bryant 

3  S 

0.59 

* 

17.1 

c 

9th  Street 

Brannan 

Karket 

3  I 

0.72 

9.9 

D 

12.5 

D 

10th  Street 

Karket 

Brannan 

3  S 

0.71 

12.1 

D 

20.5 

B 

19th  Avenue/ 

D.S.  101 

Lake 

1  S 

1.54 

* 

38.3 

A 

Park  Presidio 

Lake 

U.S.  101 

1  1 

1.57 

* 

38.8 

A 

Lake 

Lincoln 

3  S 

1.83 

* 

20.9 

B 

Lincoln 

Lake 

3  I 

1.83 

21.9 

B 

Lincoln 

Sloat 

3  S 

2.12 

11.1 

J) 

17.2 

C 

Sloat 

Lincoln 

3  I 

2.12 

11.1 

D 

19.2 

B 

Sloat 

J.  Serra 

3  S 

1.25 

* 

20.2 

B 

J.  Serra 

Sloat 

3  I 

1.25 

* 

19.2 

B 

Aleiany 

County  Line 

Lyell 

3  E 

2.79 

25.6 

B 

Lyell 

County  Line 

3  1 

2.79 

* 

25.6 

B 

Lyell 

Bayshore 

3  E 

1.42 

* 

28.5 

A 

Bayshore 

Lyell 

3  I 

1.42 

* 

35.4 

1 

A 

Any 

Guerrero 

SVU 

3  E 

0.36 

i 

16.1 

C 

S7M 

Guerrero 

3  a 

0.36 

5.8 

P 

17.8 

C 

S7H 

Evans 

3  Z 

1.02 

i 

21.0 

B 

Evans 

SVF 

3  1 

1.02 

* 

20.6 

B 

Evans 

Penn. 

3  E 

* 

Penn. 

Evans 

3  e 

* 

Penn. 

3rd  Street 

3  E 

* 

3rd  Street 

Pens. 

3  1 

* 

CMP  -  AM 


saae 

Pros 

.0 

Guerrero 

Bryant 

Guerrero 

Kansas 

Bryant 

DTycIlt 

Kansas 

Kansas 

3rfl  street 

sro  street 

Kansas 

Bay 

Van  Hess 

Eabarcadero 

Extbarcadero 

van  Bess 

caysnore 

Aa'r Hal  a 

T-7Cft 
1  £0U 

t  -Ten 

udAaaie 

Silver 

Silver 

1-^oU 

Silver 

Paul 

Paul 

Silver 

Paul 

County  Line 

County  Line 

Paul 

Any 

incus trial 

Industrial 

&  Mil 

Any 

industrial 

County  Line 

County  Line 

Industrial 

Deoie/uaviS 

tiay 

Mission 

Brannan 

•  •  • 
Division 

9tn  Street 

9tn  street 

Division 

old  street 

3uj  street 

.  j]  street 

du  street 

Broadway 

Cough 

Larkin 

Larkin 

Gough 

Larkin 

Powell 

Powell 

Larkin 

Powell 

Hontgoaery 

Montgomery 

Powell 

Montgoiery 

Eabarcdero 

Eabarcadero 

Hontgoaery 

3ryant 

Division 

iu  i  tree i. 

Bush 

Masonic 

Cough 

tough 

Barket 

Castro/ 

Pine 

Geary 

Divisadero 

Geary 

Pine 

Geary 

14th 

14th 

Geary 

Travel  Length  AvSp  LOS  AvSp  LOS 


VLl  • 

**1) 

01 
71 

Q1 
71 

07  /I 

07  / 

p 

M 

.1  7R 

10ft 
15.U 

£ 

D 

0.75 

19.6 

B 

£ 

0.37 

17.7 

C 

u 

R 

ft  n 

10  Q 
17.7 

a 

S 

c 

ft  70 

U.  17 

1/ .0 

f> 
L 

a 

ft  70 
U.  17 

10  / 
1.7  A 

B 

ft  71 
U.  /I 

17  7 
it.  1 

is 
V 

77  f 
11.-. 

B 
H 

ft  71 
U.  /I 

17  7 
1Z.  / 

10  7 

B 

9 

S 

7  O 
1  .7 

p 

n 

1 

7  O 

p 

£ 

0 

B 
Jl 

S 

4.9 

V 

- 

1 

4.9 

F 

s 

* 

B 

* 

s 

ft  CT 

U.CJ 

71  ft 
ti.U 

B 

D 

B 

a 

ft  OT 
U.OJ 

7ft  7 

tv.t 

C 

c 

S 

7  7i 

77  i 

11 A 

1 

ft 

2.24 

20.9 

B 

e 
a 

ft  n 

ii  i 

11.  J 

V 

V 

I 

ft  ftO 

U.Uo 

i  i  i 
14.4 

r\ 
i> 

a 
B 

ft  ftp 
U.Uo 

I 

1  1  7 

13.  / 

c 

£ 

ft  ftQ 

u.uy 

4 

V 

7  7 

7.  / 

p 

£ 

B 
W 

ft  ftO 

- 

8.7 

£ 

E 

0.57 

* 

19.2 

B 

1 

0.27 

* 

10.6 

D 

p 

£ 

ft   C  J 

w 

7^  C 

22.0 

B 

B 

1 

0.54 

* 

35.6 

A 

E 

0.34 

* 

16.8 

C 

H 
V) 

A    -J  ! 

U.J4 

1 C  7 

c 

p 

ft  "JC 

S 

11.2 

n 
D 

1 

0.25 

* 

17.7 

C 

E 

0.99 

7.7 

2 

12.2 

D 

E 

0.78 

* 

21.8 

B 

1.23 

* 

17.3 

C 

2 

1.36 

2.2 

P 

10.9 

0 

s 

0.27 

* 

14.2 

C 

I 

0.27 

* 

10.8 

D 

s 

1.16 

* 

14.8 

C 

I 

1.16 

4.5  F 

14.0 

c 

CMP  -  AM 
laie 


Qay 

Eesrny 

Davis  3 

p 

0.22 

11.7 

D 

"*  7 

f 

Colmbus 

north  Point 

Greenwich  3 

S 

0.50 

* 

18.6 

c 

Greenwich 

lorth  Point  3 

I 

0.50 

* 

22.6 

B 

Green wich 

Montgoiery  3 

S 

0.67 

* 

16.3 

C 

tfontgoiery 

Greenwich  3 

1 

0.67 

* 

14.0 

c 

Dovle  Drive 

Lyon/Richerson  1-101  Split  1 

H 

1.39 

47.7 

A 

E 

1.39 

34.2 

B 

1-101  ^nlit  1 

E 

0.74 

45.2 

A 

1-101  Split 

Golden  Gate  1 

0.66 

43.3 

1 

A 

Druu 

Market  1 

S 

0.23 

9.5 

D 

9.1 

D 

Market 

U»chiTW7tnil 

K 

0.23 

* 

19.9 

B 

Market 

Mission  3 

£ 

0.34 

* 

7  7 

r 

b 

Division 

Market  7 

if 

0.34 

* 

10  7 

D 

y 

Mission 

Potrero  3 

E 

0.64 

9.9 

D 

12.0 

D 

Potrero 

Mission  3 

H 

0.64 

9.9 

D 

17.1 

C 

Eibarcadero 

Townsend 

Morth  Point  3 

jf 

* 

21.2 

B 

Hnr+h  Dnint 
BOIUj  ruXUL 

ivwui>ciiu  j 

S 

* 

15.2 

c 

Evans 

Tnlanrt 

S 

0.18 

* 

14.3 

C 

Tnl and 

K 

0.18 

* 

12  1 

n 

y 

1  Ul  £U!U 

3rd  Street  T 

S 

0.53 

* 

17.0 

c 

3rd  Street 

Toland  3 

I 

0.53 

* 

25.9 

A 

Any 

3rd  Street  3 

s 

0.71 

16.3 

C 

3rd  Street 

Any  3 

I 

0.71 

19.9 

B 

Pell 

Gough 

Market  3 

F 

ii 

0  30 

* 

V 

Gough 

Laguna  3 

N 

0.20 

* 

26.7 

\ 

A 

Laguna 

Stanyan  3 

H 

1.55 

* 

19  0 

B 

Franklin 

Market 

Pine  3 

1 

1.06 

8.5 

E 

13.3 

c 

Pine 

Loibard  3 

I 

0.82 

* 

14.0 

c 

Freiont 

Harrison 

Market  3 

3 

0.85 

16.8 

C 

17.0 

c 

Fulton 

Park  Pres. 

10th  Avenue  3 

E 

0.20 

* 

16.7 

c 

10th  Avenue 

Park  Pres.  3 

N 

0.20 

* 

14.2 

c 

10th  Avenue 

Arguello  3 

E 

0.53 

* 

22.4 

3 

Arguello 

10th  Avenue  3 

1 

0.53 

* 

22.0 

B 

Arguello 

Masonic  3 

E 

0.66 

9.8 

D 

18.  S 

C 

Masonic 

Arguello  3 

9 

0.66 

* 

15.9 

c 

CUP  -  AH 

Vane  Froi  To 


Gssry 

Great  Hvy. 

25th  Avenue 

25th  Avenue 

Great  Hvy. 

25th  Avenue 

Arguello 

Arguello 

25th  Avenue 

Arguello 

Gough 

Gough 

Arguello 

Market 

Gough 

Geneva 

Pbelan 

Cayuga 

Cayuga 

Pbelan 

Cayuga 

Paris 

Paris 

Cayuga 

Paris 

Santos 

Santos 

Paris 

Golden  Gate 

Masonic 

Franklin 

Franklin 

Market 

Gough 

Pine 

Geary 

Geary 

Golden  Gate 

Golden  Gate 

Market 

Guerrero/ 

Any 

29th  Street 

San  Jose 

29th  Street 

Any 

29th  Street 

Monterey 

Monterey 

29th  Street 

Harrison 

Eibarcadero 

1st  Street 

1st  Street 

4th  Street 

4th  Street 

8th  Street 

8th  Street 

Division 

Eibarcadero 

2nd  Street 

2nd  Street 

4th  Street 

4th  Street 

8th  Street 

8th  Street 

Division 

Hayes 

Market 

Gough 

Howard 

Eibarcadero 

SOT 

J.  Serra 

Sloat 

19th 

19th 

Sloat 

19th 

Brotherhood 

Brotherhood 

19th 

Brotherhood 

County  Line 

County  Line 

Brotherhood 

Kearny 

Market 

Colinbus 

Travel  Length  AvSp  LOS  AvSp  LOS 
Class      Dir.      (li)    91     91  92/3  92/3 


3  E 

J  fa 

1  £7 

X  •  T  / 

21  2 

B 

O 

1  11 

t 

2S  3 

1 

3  E 

J  it 

i 

'1  6 

B 

P 

3  K 

4 

21  3 

3  E 

4 

25  3 

1 

3  R 

4 

23.8 

B 

3  H 

4 

12.3 

D 

3  E 

0.57 

8 

15.0 

C 

3  I 

0.57 

* 

12.3 

D 

3  E 

0  40 

10  4 

V 

11  7 

n 

3  i 

0  40 

10  4 

n 

y 

11  6 

XX.  V 

y 

3  E 

1.18 

4 

29.7 

A 

3  K 

1.18 

* 

27.4 

A 

* 

1  3b 

t 

19 

X7  .  J 

3  F 

12  5 

D 

U 

16  9 

Xw  .  7 

r 

3  S 

0.27 

9.5 

D 

25.6 

A 

3  S 

0  34 

4 

2fl  1 

.vv.X 

B 

D 

0  57 

V  *  ^  f 

R  3 

O.J 

12  fl 

u 

3  S 

0  10 

4 

26  3 

1 

A 

0  10 

6  2 

P 

i 

19  3 

X?  .  J 

B 

1  S 

0  97 

4 

22  7 

p 

1  H 

4 

17  3 

X  /  .  J 

r 

3  » 

0.84 

34.8 

A 

3  K 

0.56 

27.6 

A 

3  1 

0.68 

28.9 

A 

3  S 

0.40 

14.4 

C 

3  » 

0.49 

• 

1  H 

0  35 

U.J-/ 

4 

1  3 

1  If 

0  40 

t  1 

0  32 

4 

10  2 

Xv  •  £ 

y 

I  9 

2.20 

* 

14.9 

c 

I  S 

1.25 

32.4 

3 

3 

1.25 

27.0 

C 

S 

0.30 

19.9 

3 

3 

0.30 

9.7 

23.3 

C 

S 

0.37 

41.9 

1 

3 

0.37 

40.4 

I 

s 

0.63 

6.3 

F 

13.7 

C 

To 


Travel  Length  AvSp  LOS  AvSp  LOS 
Class      Dir.      (al)    91     91  92/3  92/3 


Ling 

7th  Street 

2nd  Street 

Lincoln/ 

19th  Avenue 

Kezar 

5th  Ave. 

5th  Ave. 

Stanyan 

Loibard 

Francisco 

Broderick 

Broderick 

Pierce 

Pierce 

Lacuna 

Laguna 

Van  Mess 

Francisco 

Van  Hess 

Kain 

Mission 

Market/ 

Sloat 

Portola 

Santa  Clara 

Santa  Clara 

Clipper 

Clipper 

rr 

Castro 

Castro 

Guerrero 

Guerrero 

Van  Mess 

Van  Mess 

Drun 

Masonic 

Pine 

Gearv 

Geary 

Page 

Mission/ 

Eibarcadero 

Otis 

3rd  Street 

3rd  Street 

9th  Street 

9th  Street 

14th  Street 

14th  Street 

Any 

Any 

Ocean 

2nd  Street        3  E 

7th  Street        3  B 

5th  Ave.           3  E 

19th  Avenue  3  B 

Stanyan  3  E 

5th  Ave.  3  B 

Broderick  3  E 

Francisco  3  B 

Pierce  3  E 

Broderick  3  B 

Laguna  3  E 

Pierce  3  B 

Van  Mess  3  E 

Laguna  3  B 

Van  Mess  3  E 

Francisco  3  B 

Market  3  M 

Santa  Clara  3  E 

Sloat  3  B 

Clipper  3  E 

Santa  Clara  3  B 

Castro  3  E 

Clipper  3  B 

Guerrero  3  E 

Castro .  3  B 

Van  Mess  3  E 

Guerrero  3  B 

Drun  3  E 

Van  Ness  3  B 

Geary  3  S 

Pine  3  I 

Page  3  S 

Geary  3  I 

3rd  Street  3  S 

Eibarcadero  3  1 

9th  Street  3  S 

3rd  Street  3  I 

14th  Street  3  S 

9th  Street  3  I 

Any  3  S 

14th  Street  3  I 

Ocean  3  S 

Any  3  I 


* 

12.4 

D 

13.9 

r 

0.83 

* 

22.6 

B 

0.83 

* 

25.2 

A 

0.69 

10.7 

D 

0.69 

* 

31.7 

A 

0.16 

7.6 

E 

0.16 

* 

- 

0.31 

* 

0.31 

* 

0.45 

* 

0.45 

* 

0.33 

* 

0.33 

* 

1.28 

22.2 

B 

1.28 

19.7 

B 

0.13 

9.9 

D 

0.41 

* 

16.0 

c 

0.41 

13.2 

C 

2.45 

* 

24.1 

B 

2.45 

* 

22.8 

B 

1.67 

7.0 

j 

33.0 

A 

1.67 

t 

28.0 

B 

0.80 

8.7 

E 

20.0 

B 

0.80 

* 

18.8 

B 

0.22 

8.3 

£ 

16.3 

c 

0.22 

8.3 

I 

17.8 

c 

1.76 

9.6 

D 

14.4 

c 

1.76 

9.6 

D 

15.3 

c 

0.27 

8.5 

I 

11.2 

D 

0.27 

8.5 

I 

14.6 

c 

0.73 

10.0 

D 

16.4 

r 

0.73 

10.0 

13,1 

c 

9.7 

D 

8.0 

E 

9.7 

D 

8.9 

E 

* 

16.9 

C 

* 

13.7 

C 

9.7 

D 

12.8 

D 

* 

12.0 

D 

10.9 

D 

17.9 

C 

10.9 

D 

19.8 

B 

1.94 

* 

17.6 

C 

1.94 

* 

20.3 

B 

CMP  -  AH 

Travel 

Length  AvSp  LOS 

AvSp 

LOf 

Mate 

Froi 

To 

Class 

Dir. 

(■i) 

91  91 

92/3 

92/: 

Ccesn 

Sickles 

* 

3 

s 

1.88 

20.  o 

3 

Siciles 

Ocein 

3 

£ 

1.S8 

t 

21.1 

5 

Montgoiery 

Broadway 

Bush 

3 

S 

0.38 

6.2  F 

6.5 

r 

Bonn  point 

Van  Hess 

C01U1DUS 

3 

L 

a   ***  n 

0.38 

IE  O 

2.3.2 

L 

Cohnshus 

van  Bess 

3 

TJ 

0.38 

It..  3 

c 

Cclunhus 

Eibarcadero 

3 

14.? 

r 

Eubarcaoero 

wOlUlDUS 

3 

B 

C 

OaX 

Stanyan 

Lyon 

3 

0.64 

Lyon 

Divisadero 

3 

p 

s 

0.27 

7.5 

Divisadero 

Filliore 

3 

0.36 

_ 

Filliore 

Laguna 

3 

E 

0.27 

8.2 

- 

Laguna 

Franklin 

3 

p 

* 

Stanyan 

Divisadero 

3 

p 

A  A1 

0.91 

23.1 

B 

Divisadero 

Laguna 

3 

0.63 

21.7 

9 

Laguna 

Franklin 

3 

m 

* 

20 

B 

Ocean 

19xxs  Avenue 

Miraiar 

3 

p 
St 

1.10 

19. D 

B 

B 

Niraiar 

19th  Avenue 

3 

1 

1.10 

* 

15.4 

C 

Miraiar 

1-280 

3 

E 

A  CC 

0.66 

T    *>0  A 

1-280 

Miraiar 

3 

N 

A  Ct 

0.66 

9.4 

D 

0' Parr ell 

Gough 

Mason 

3 

p 

E 

0.93 

16.6 

C 

Mason 

Market 

3 

E 

0.27 

* 

18.7 

c 

Pine 

Market 

Kearny 

3 

N 

0.38 

j     r  p 

4.6  F 

A  A 

D 

Kearny 

Leavenworth 

3 

5 

0.63 

16.2 

c 

Leavenworth 

Franklin 

3 

u 

K 

0.46 

17.2 

c 

Franklin 

Presidio 

3 

B 

1.26 

* 

20.0 

B 

Potrero 

Division 

2lst  street 

3 

e 
5 

0.80 

24.8 

B 
0 

21st  Street 

Division 

3 

s 

0.80 

* 

21.4 

B 

21st  Street 

Any 

s 

20.1 

B 

Any 

21st  Street 

3 

■  S 

25.2 

A 

Skyline 

Sloat 

County  Line 

3 

S 

2.32 

I 

41.6 

A 

County  Line 

sioat 

j 

rj 

i! 

1.92 

4.5.  / 

■ 
A 

Sloat 

Skyline 

J.  Serra 

3 

V 

G 

1.36 

19.8 

D 

J.  Serra 
• 

Skyline 

3 

a 

1.34 

23.3 

c 

Stanyan 

Fulton 

Turx 

J 

l 

■  l\ 

y 

Fill  +•  at* 

J 

c 

0 

0.19 

 .  - 

n 

Sutter 

Market 

Mason 

3 

I 

1.08 

U.6 

D 

^ason 

Gough 

3 

I 

0.87 

9.0  D 

12.3 

D 

Gougb 

Divisadero 

3 

I 

0.82 

14.1 

c 

Divisadero 

Gough 

3 

E 

0.82 

13.9 

c 

CMP  -  AH 

Travel 

Length  AvSp 

LOS 

AvSp 

LOS 

laie 

= — =  

Froi 

===== 

To 

— =—==== 

Class 

Dir. 

(ii)  91 

91 

92/3 

92/3 
===== 

Turk 

Karket 

Hyde 

3 

1 

0.37 

t 

10.9 

D 

3yds 

Gough 

3 

W 

0.45 

t 

14.1 

C 

Couah 

Divisadero 

1 

0.82 

* 

22.1 

B 

Divisadero 

Stanyan 

3 

W 

0.91 

* 

17.1 

C 

Stanyan 

Divisadero 

3 

E 

0.91 

* 

21.0 

B 

Van  Hess/ 

Loibard 

Washington 

3 

S 

0.58  4.5 

F 

18.2 

C 

SVJi 

Washington 

Loibard 

H 

0.58 

t 

11.9 

D 

Masmngton 

Golden  Gate 

r 

s 

fl  El 

O.bl 

C 

15.0 

c 

Golden  Gate 

Washington 

13  < 

I 

0.51 

* 

13.6 

C 

LSZL 

e 

9 

1.21 

X 
a 

17.3 

c 

13th 

Golden  gate 

3 

I 

* 

15.9 

c  • 

13th 

Any 

3 

s 

1.39  12.6 

D 

15.7 

C 

Any 

Market 

I 

1.39 

20.4 

B 

Washington 

Druu 

Kearny 

H 

0.28 

t 

14.2 

C 

iest  Portal 

Dlloa 

Sloat 

S 

0.38 

* 

16.1 

C 

Sloat 

Dlloa 

3 

I 

0.38 

t 

17.8 

C 

BOTE:  Average  Speed  (AvSp)  is  an  indication  of  the 
average  travel  tiie.  All  saaple  tiies  for  each 
segoent  were  averaged  to  obtain  the  AvSp. 

*  indicates  the  Level  of  Service  'C  or  better 
for  that  particular  segient 


-  indicates  an  'overlap'  in  segients  because 
of  changes  in  the  segientation  boundaries  froi 


1991. 


TABLE  II 


CSP  -  PN 

Travel 

Length  ivSp 

LOS 

AvSp 

LCS 

Base 

Proi 

So 

Class 

Dir. 

(ci) 

91 

91 

92/3 

92/3 

1st  Street 

Market 

Earrison 

3 

e=r= 
S 

0.47 

1.2 

F 

6.3 

F 

3rd  Street 

Jaiestora 

Evans 

3 

fl 

1.56 

* 

18.5 

C 

Evans 

Jasestovn 

S 

1.56 

* 

17.6 

c 

Evans 

China  Basin 

3 

2.40 

10.3 

D 

18.5 

c 

China  Basin 

Evans 

3 

S 

2.40 

10.3 

D 

17.0 

c 

China  Basin 

Harfcet 

3 

E 

1.00 

12.1 

D 

8.8 

D 

4th  St/ 

Market 

Barrison 

S 

C.47 

13.9 

C 

12.4 

V 

Stockton 

Harrison 

3rd  Street 

s 

0.76 

* 

23.0 

B 

5th  Street 

Market 

Brannan 

s 

0.72 

7.9 

V 

13.5 

C 

Brannan 

Barket 

3 

a 

0.72 

7.9 

I 

12.7 

D 

6th  Street 

Market 

Brannan 

s 

0.71 

6.7 

F 

11.5 

D 

Brannan 

Market 

] 

I 

0.71 

* 

12.7 

D 

7th  Street 

Brannan 

Market 

3 

8 

0.72 

8.9 

E 

16.8 

C 

8th  Street 

Market 

Bryant 

3 

S 

0.59 

* 

15.8 

C 

9th  Street 

Brannan 

Market 

3 

H 

0.72 

9.9 

D 

12.4 

D 

10th  Street 

Market 

Brannan 

3 

S 

0.71 

12.1 

D 

20.5 

B 

19th  Avenue/ 

D.S.  101 

Lake 

1 

s 

1.54 

* 

36.4 

A 

Park  Presidio 

Lake 

D.S.  101 

1 

I 

1.57 

i 

35.9 

A 

Lake 

Lincoln 

3 

s 

1.83 

26.4 

A 

Lincoln 

Lake 

3 

I 

1.83 

* 

25.4 

A 

Sloat 

Lincoln 

I 

2.12 

H.l 

D 

21.9 

B 

Lincoln 

Sloat 

3 

s 

2.12 

11.1 

D 

21.0 

B 

J.  Serra 

Sloat 

3 

R 

1.25 

t 

18.4 

C 

Sloat 

J.  Serra 

3 

s 

1.25 

17.5 

C 

Aleaany 

County  Line 

Lyell 

3 

E 

2.79 

* 

29.5 

B. 

Lyell 

County  Line 

3 

1 

2.79 

22.1 

C 

Lyell 

Bayshore 

3 

E 

1.42 

* 

32.9  . 

A 

Bayshore 

Lyell 

3 

I 

1.42 

4.6 

F 

30.8 

A 

Any 

Guerrero 

Bryant 

E 

0.75 

20.7 

B 

Bryant 

Guerrero 

1 

0.75 

16.5 

C 

Kansas 

Bryant 

E 

0.37 

17.5 

C 

Bryant 

I 

0.37 

26.7 

B 

Kansas 

3rd  Street 

E 

0.79 

17.3 

C 

3rd  Street 

■ 

0.79 

16.3 

C 

Guerrero 

SVM 

E 

0.36 

* 

14.5 

C 

SVM 

Guerrero 

1 

0.36 

5.8 

F 

17.8 

c 

SVH 

Evans 

E 

1.02 

* 

19.6 

B 

CMP  -  Hi 
laie 


Travel  Length  AvSp  LOS  AvSp  LOS 
To  Class      Dir.      (li)    91     91  92/3  92/3 


Evans 

SVH 

3  I 

Evans 

Penn. 

3  E 

Psnn. 

Evans 

3  B 

Penn. 

3rd  Street 

3  E 

3rd  Street 

Penn. 

3  W 

Bay 

Van  Kess 

Eibarcadero 

3  E 

Eibarcadero 

Van  Kess 

3  S 

Bayshore 

Oakdale 

1-280 

J  S 

1-280 

Oakdale 

5  I 

1-280 

Silver  '. 

i  S 

Silver 

1-Z8U 

>  1 

Silver 

Paul  : 

)  s 

Silver  ! 

J  1 

Paul 

County  Line  : 

\  s 

County  Line 

Paul  : 

i  I 

Amy 

Industrial  : 

t  s 

Industrial 

Any 

!  I 

Industrial 

County  Line  I 

!  S 

County  Line 

Industrial  : 

I  I 

Beale/Davis 

Clay 

Mission  3 

s 

Brannan 

Division 

9th  Street  3 

E 

9th  Street 

Division  3 

H 

6th  Street 

5th  Street  3 

E 

5th  Street 

6th  Street  3 

M 

Broadway 

Gough 

Larkin  3 

E 

Larkin 

Gough  3 

H 

T           i  ft 

Powell  l 

B 

£ 

Powell 

Larkin  1 

H 

Powell 

Montgoiery  3 

E 

nonLQoiery 

Powell  3 

u 
K 

Montgoiery 

Eibarcdero  3 

E 

Eibarcadero 

Montgoiery  3 

i 

Bryant 

Division 

4th  Street  3 

E 

4th  Street 

Eibarcadero  3 

E 

Bush 

Masonic 

Gough  3 

E 

Gough 

Market  3 

E 

Castro/ 

Pine 

Geary  3 

s 

Divisadero 

Geary 

Pine  3 

Geary 

14th  3 

s 

14th 

Geary  3 

1 

14th  Street 

Market  3 

s 

Market 

14th  Street  3 

I 

1.02           *  20.5  3 

6.5    F  16.6  C 

r 

*  14.8  C 

0.71  12.7    D  16.8  C 

0.71  12.7    D  12.0  D 

7.9  E 
7.9  E 


0.83 

21.0 

B 

0.83 

26.4 

A 

2.24 

22.0 

B 

2.24 

22.6 

B 

0.31 

* 

13.4 

C 

0.08 

25.4 

A 

0.08 

* 

13.1 

C 

0.09 

* 

14.3 

C 

0.09 

* 

11.7 

D 

0.57 

* 

14.6 

C 

0.27 

7.7 

E 

14.6 

C 

0.54 

* 

38.9 

A 

0.54 

* 

24.7 

C 

0.34 

* 

16.3 

C 

0.34 

6.2 

P 

8.4 

E 

0.35 

* 

13.1 

C 

0.35 

* 

15.4 

C 

0.99 

7.7 

E 

U.8 

D 

0.73 

* 

13.2 

C 

1.23 

* 

20.0 

B 

1.36 

3.2 

P 

10.1 

D 

0.27 

* 

11.6 

D 

0.27 

* 

8.4 

j 

1.16 

15.7 

C 

1.16 

4.5 

r 

12.8 

D 

0.34 

* 

13.8 

C 

0.34 

7.7 

E 

16.7 

C 

CS?  -  B5  Travel  Length  AvSp  LOS  AvSp  LOS 

laee  Fro.  To  Class      Dir.     (li)    91*    91  92/3  92/3 


P1»v 

Kearny 

Efevis  3 

V 

E 

*1  7 
— i  •  i 

rv 
y 

7  ft 

V 
L 

Colucbus 

Sorth  Point 

Greenwich  3 

s 

0.50 

4 

15.2 

c 

Greenwich 

Eorth  Point  3 

I 

B 

0  50 

13  i 

p 

Greenwich 

Montgoiery  3 

s 

0.67 

6.3 

F 

16.0 

c 

Montgoiery 

Greenwich  3 

1 

0.67 

6.3 

F 

12.8 

D 

Lyon/Richerson  1-101  Split  1 

u 

w 

i 

<J.7 

i 

1   1U1  (iL'llw 

& 

1  .  J  7 

B 

0 

UVlUCJl  OCLC 

i  -Vi  opin  1 

E 

0.74 

55.3 

A 

1-1M  ^nl  it 

1  1U1  3JJ11L 

N 

0.66 

32.6 

B 

Washington 

Market  3 

S 

0.23 

9.3 

D 

Marlrpt 

Hal Ac l 

m/zy\i  i  l  ikj  ..  tin  J 

8 

0.23 

6.8 

12.8 

D 

Market 

Mission  3 

p 

0  34 

10  0 

n 

Mission 

Barket  3 

B 

M 

U  ■ 

W.J 

P 
I 

rw  Li  cX  v  j 

V 

L 

9  0 
7.7 

11  1 

14  .1 

r 

w 

Potrero 

Mission  3 

U 

n 

Kim 

«  9 
7.7 

1£  i 

ID. 4 

r 

Eibarcadero 

Morth  Point 

Townsend  3 

s 

9.0 

D 

Townsend 

Morth  Point  3 

■ 

B 

16  7 

ID.  / 

r 

Evans 

Tolanrt  1 

S 

0.18 

20.4 

B 

ii/iauu 

Ail  J  J 

h 

0.18 

5.1 

11.6 

D 

Toland 

3rd  Street  3 

c 
o 

51  ft 

B 

3rd  Street 

Toland  3 

X 

0.53 

27.6 

A 

IrH  Profit  7 

s 

0.71 

21.4 

B 

JlU  jLietiC 

I 

0.71 

20.3 

B 

zeii 

Market  2 

E 

St 

0  30 

ij»j 

r 

wyUJ 

UUUUJJy  J 

0  28 

7  6 

9  1 

J.J. 

n 

ijOUUXiu 

wWlil  ail  J 

H 
w 

1  55 

7 

a 

Franklin 

Market 

Pine  3 

I 

1.06 

8.5 

18.8 

C 

Pine 

Loabarc  3 

Ji 

16  4 

ID  •  4 

r 

*  X  i-XUIIL 

Harrison 

Market  3 

■ 

0  35 

^ .  j 

1 ton 

Park  P. 

Arguelio  3 

E 

0.73 

20  1 

B 

Arguelio 

Park  P.  3 

I 

0.73 

15  9 

c 

Arguelio 

Masonic  3 

2 

0.66 

9.8 

13.2 

c 

Masonic 

Arguelio  3 

9 

0.65 

18.9 

C 

Geary 

Great  2wy. 

25th  Avenue  3 

7 

« 

1.47 

26.2 

A 

25th  Avenue 

Great  Bvy.  3 

M 

1.47 

23.9 

B 

25th  Avenue 

Arguelio  3 

I 

21.5 

B 

Arguelio 

25th  Avenue  3 

1 

11.3 

20.3 

E 

Arguelio 

Gough  3 

£ 

11.3 

22.6 

B 

Gough 

Arguelio  3 

i 

23.1 

B 

Market 

Gough  3 

N 

6.7 

9.9 

D 

CMP  -  PH 

laie  Froi  To 


Geneva  Pbelan  Cayuga 

Cayuga  Pbelan 
Cayuga  Paris 
Paris  Cayuga 
Paris  Santos 
Santos  Paris 

Golden  Gate     Masonic  Franklin 
Franklin  Market 

Gough  Pine  Geary 

Geary  Golden  Gate 

Golden  Gate  Harket 

Guerrero/       Any  29th  Street 

San  Jose        29th  Street  Any 

29th  Street  Monterey 

Monterey  29th  Street 

Harrison        Eibarcadero  1st  Street 

1st  Street  4th  Street 

4th  Street  8th  Street 

8th  Street  Division 

Eibarcadero  2nd  Street 

2nd  Street  4th  Street 

4th  Street  8th  Street 

8th  Street  Division 

Bayes  Market  Gough 

Howard  Eibarcadero  S.  Van  Hess 

J.  Serra        Sloat  19th 

19th  Sloat 

19th  Brotherhood 

Brotherhood  19th 

Brotherhood  County  Line 

County  Line  Brotherhood 

Kearny  Market  Coliabus 

King  7th  Street  2nd  Street 

2nd  Street  7th  Street 

Lincoln/        19th  Avenue  5th  Ave. 

Kezar  5th  Ave.  19th  Avenue 

5th  Ave.  Stanyan 

Stanyan  5th  Ave. 


Travel  Length  AvSp  LOS  AvSp  LOS 
Class      Dir.     (li)    91     91  92/3  92/3 


E 

0.57 

* 

12.0 

D 

E9 

0.57 

6.7 

F 

10.4 

D 

£ 

0.40 

10.4 

D 

12.1 

D 

B 

u.  *u 

in  i 

V 

19  7 

n 

u 

E 

1.18 

* 

20.5 

B 

B 

1.18 

* 

22.6 

B 

E 

1.36 

* 

20.4 

B 

V 

L 

19  9 

V 

it;  9 

r 

V, 

s 

0.27 

9.5 

D 

21.8 

B 

s 

0.34 

* 

17.1 

c' 

s 

0.57 

8.3 

E 

16.4 

c 

s 

0.10 

4 

24.0 

B 

1 

0.10 

i 

12.6 

D 

s 

0.97 

* 

21.6 

D 

a 

i  9i 

i 

9n  s 
yj.o 

a 

a 

a 
n 

U.oi 

19  1 

V 

i 

0.56 

20.5 

B 

U 

w 

U .  Do 

1Q  1 

17.1 

s 

R 

0.40 

13.6 

C 

H 

0.49 

5.7 

F 

- 

I 

0.35 

2.9 

F 
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Guidelines  for  Environmental  Revieiv:  Transportation  Impacts 


Introduction  and  Overview  of  Process 

These  guidelines  have  been  prepared  to  aid  consuttants  in  preparing  transportation  analysis  for  environmental 
evaluation,  both  Environmental  impact  Reports  and  Negative  Declarations,  In  all  cases  that  a  transponation 
study  is  required  for  environmental  analysis,  a  separate  transportation  report  is  to  be  prepared  based  on  these 
guidelines,  as  background  for  the  Negative  Declaration  or  EIR. 

The  Department  will  make  a  determination  whether  a  transportation  study  and  report  is  necessary.  Generally, 
s  transportation  report  win  be  required  if  one  or  more  of  the  following  apply. 

1)  The  project  would  potentially  add  at  least  50  P.M.  Peak  Hour  person  trips; 

2)  The  project  would  potentially  increase  existing  traffic  volumes  on  streets  in  fts  vicinity  by  at  least  5  percent; 

3}     The  project  would  potentially  impact  nearby  intersections  and/or  arterials  which  are  believed  to  presently 
operate  at  LOS  "D"  or  worse; 

4)  The  project  would  provide  parking  which  would  appear  Rkety  to  be  deficient,  relative  to  anticipated  project 
demand,  by  at  least  20  percent; 

5)  The  project  has  elements  which  have  potential  to  adversely  affect  transit  operations  or  the  carrying 
capacity  of  nearby  transit  services; 

6)  The  project  has  elements  which  have  potential  to  adversely  affect  pedestrian  safety  or  the  adequacy  of 
nearby  pedestrian  facilities; 

7)  The  project  would  not  fully  satisfy  truck  loading  demand  on-site,  when  the  anticipated  number  of  deliveries 
and  service  calls  exceed  ten  daily. 

Department  staff  will  use  discretion  in  determining  whether  a  transportation  study  is  needed  in  special 
circumstances  that  may  not  fit  the  above  criteria. 
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Guidelines  for  Environmental  Review:  Transportation  Impacts 

This  set  of  guidelines  updates  and  revises  the  September  1953  guidelines  for  downtown  analyses  and  the  April 
1988  guidelines  for  neighborhood  projects,  ft  reflects  the  most  current  data  for  San  Francisco  travel 
characteristics,  based  on  the  assumptions  used  for  the  Mission  Bay,  South  of  Market  and  Van  Ness  Avenue 
EIRs,  and  other  recent  environmental  analyses. 

These  guidelines  supersede  all  previously  published  transportation  analysis  guidelines.  H  must  be  noted  that 
these  are  only  guidelines.  It  must  not  be  assumed  that  the  information  provided  herein  constitutes  a  complete 
scope  of  work  for  any  transportation  analysis. 

For  clarification,  the  following  represents  an  overview  of  the  process  involved  in  the  preparation  of  a  transpor- 
tation analysis  for  environmental  review  purposes.  No  estimate  or  assumption  is  made  or  inferred  regarding  time 
6nes  for  the  various  steps. 

1 )  The  project  sponsor  or  a  designated  representative  files  an  Environmental  Review  (EE)  application  with 
the  Department  Once  the  application  is  considered  complete  by  the  Department  a  case  number  is 
assigned  and  a  staff  person  from  the  Department's  Office  of  Environmental  Review  (OER)  is  designated 
as  the  coordinator  for  environmental  review.  This  individual  will  be  different  than  the  staff  person  handling 
any  review  necessary  for  other  permit  approval,  but  will  coordinate  with  other  Department  staff. 

2)  A  scoping  meeting  is  held  with  the  OER  staff  coordinator  (other  Department  staff  may  also  be  involved), 
the  project  sponsor  and  the  environmental  consultant  hired  by  or  being  considered  by  the  project  sponsor. 
The  scoping  meeting  will  determine  the  specific  issues  to  be  examined  in  the  environmental  review 
process. 

3)  H  the  Department  determines  that  a  transportation  study  is  required,  the  consuftant  or  its  subconsultant  will 
meet  with  the  Transportation  staff  of  the  Department  to  determine  the  specific  transportation  issues  to 
study  and  determine  other  parameters  as  defined  in  these  guidelines.  The  consuftant  then  prepares  a  draft 
transportation  analysis  scope  of  work  for  Departmental  review,  revision  rf  necessary,  and  final  approval. 
No  work  should  be  initiated  by  the  transportation  consuftant  until  a  written  scope  of  work  has  been 
approved  by  the  Department  including  both  the  Trarepcftation  Section  and  the  Office  of  Environmental 
Review  (OER),  by  transmittal  to  the  consuftant  of  the  form  shown  in  Appendix  8. 

The  Department  will  make  every  reasonable  effort  to  anticipate  and  include  in  the  scope  of  work  typical 
concerns  of  other  City  agencies.  However  H  is  net  possible  for  the  Department  to  anticipate  in  advance 
afl  issues  and  concerns  which  may  later  be  raised  by  other  Departments  such  as  Muni  or  the  Department 
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of  Parking  and  Traffic.  Ultimately  the  scope  of  work  may  need  to  be  revised  after  approval  such  that  it 
adequately  addresses  the  issues  raised  by  afl  City  agencies.  Any  contractual  arrangement  between  the 
project  sponsor  and  its  consultant  preparing  the  transportation  report  should  reflect  flexibility  to  address 
other  Departments'  concerns  as  they  are  raised. 

Department  staff  should  be  contacted  to  discuss  the  appropriate  work  scope  only  after  the  project  applicant 
has  filed  an  acceptable  Environmental  Evaluation  with  the  Department. 

4)     The  consultant  will  do  special  studies,  such  as  transportation  analysis,  and  may  prepare  an  Initial  Study, 
so  that  OER  may  determine  whether  the  project  will  need  a  Negative  Declaration  or  an  EIR. 


5)  Based  on  the  approved  scope  of  work,  the  consultant  (or  its  subconsultant)  conducts  the  analysis  required 
independent  of  the  project  sponsor ,  and  submits  drafts  directly  to  the  Department  for  review,  comment  and 
approval,  ft  is  recognized  that  more  than  one  submittal  of  preliminary  transportation  findings  will  normally 
be  necessary  in  order  to  achieve  a  satisfactory  final  transportation  report,  ft  is  expected  that  the  consultant 
will  work  cbsely  with  Department  transportation  and  OER  staff  to  ensure  that  all  recommended  modifica- 
tions to  preliminary  draft  submittals  are  accomplished  in  a  timely  fashion.  It  is  expected  that  under  normal 
circumstances,  up  to  three  drafts  of  a  transportation  study  may  be  required  before  the  Department  accepts 
it  as  final. 


In  the  event  that  the  consultant  is  unable  to  produce  an  acceptable  final  transportation  report  within  three 
submittals,  absent  extenuating  circumstances  beyond  the  control  of  the  consultant,  the  Department  will 
take  additional  time  and  exercise  greater  scrutiny  in  its  review  of  work  submitted  by  that  consultant  for 
future  projects,  resulting  in  significant  delays  to  the  project  sponsor. 

6)  Pertinent  information  from  the  final  transportation  report  will  be  summarized  for  inclusion  in  an  EIR  or 
Negative  Declaration.  The  specific  information  to  be  extracted  and  summarized,  and  the  manner  in  which 
this  information  is  to  be  presented  in  the  EIR  or  Negative  Declaration,  win  be  determined  on  a  case-by-case 
basis  under  the  direction  and  guidance  from  the  OER  staff  person  assigned  to  the  project. 

The  selection  of  the  transportation  consultant  is  at  the  discretion  of  the  project  sponsor ,  contingent  upon  submittal 
of  an  acceptable  work  scope  to  Department  staff.  The  consultant's  work  effort  is,  however,  to  be  entirely  under 
the  direction  of  the  assigned  Department  staff.  All  submittals  are  to  be  made  cftrectJy  to  the  Departments  Office 
of  Environmental  Review.  Copies  of  the  draft  transportation  report  will  be  made  available  to  the  project  sponsor 
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oniy  in  very  unusual  circumstances,  and  any  comments  by  the  sponsor  must  be  directed  to  Department  staff, 
not  the  transportation  consultant.  The  consultant  is  expected  to  respond  fully  to  direction  by  Department  staff 
wfihout  inten'erenoa  from  the  project  sponsor  or  te  representatives. 

Tne  role  of  the  project  sponsor  and  its  representatives  during  the  preparation  of  the  transportation  report  should 
be  limited  to  provision  of  details  concerning  the  project,  response  to  recommended  changes  affecting  project 
circulation,  and  indication  of  support  or  lack  of  support  for  recommended  mitigation  measures  and  other 
transportation  improvements. 

Transportation  analysis  is  often  a  complex  and  lengthy  process.  The  Department  strongly  advises  that  it  begin 
as  early  as  possible,  to  avoid  unnecessary  delays. 


Analysis  Guidelines 


Analysis  Guidelines 

Each  transportation  report  for  any  project  is  to  follow  a  consistent  format,  as  presented  here,  and  include  ali  of 
{he  elements  and  information  presented  in  these  guidelines. 

2.    Project  Description 

All  analyses  must  include  a  detailed  project  description.  This  information  is  to  be  presented  as  the  first 
section  of  the  document. 

The  project  description  must  include  the  following  information: 

Case  file  number  for  the  project,  as  assigned  by  the  Department. 

Location  of  the  project  site  •  address,  Assessor's  Block  and  Lot  number(s),  cross  streets. 

Lot  area,  and  existing  and  proposed  zoning. 

Existing  and  proposed  total  square  footage  for  each  land  use  type  and  the  number  of  units  for 
residential,  hotel/motel,  and  live/work  projects,  Including  net  changes  in  each  type  of  use. 

Existing  and  proposed  estimated  number  of  employees  and/or  residents  by  type  of  use.  including 
net  changes  (Refer  to  Appendix  3  for  employment  and  residential  densities  by  land  use). 

Description  and  plans  for  existing  and  proposed  use  (if  any)  of  public  rights  of  way  by  present  or 
proposed  uses,  either  above  or  below  grade  (e.g.  air  rights,  surface  or  subsurface  revocable 
permits),  including  sidewalk  width  changes,  changes  in  width  or  number  of  traffic  lanes,  function 
of  lanes  in  terms  of  traffic  channelization,  and  direction  of  travel. 
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Detailed  plans  showing  vehicular  and  pedestrian  site  access,  including  location  and  width  of  curb 
cuts  for  both  existing  and  proposed  uses,  and  proposed  internal  vehicular  circulation,  presented 
h  standard  architectural  or  engineering  scale. 

identification  of  ell  approval  actions  required  by  City  departments,  including  use  permits,  van- 
ances,  encroachment  permits,  changes  in  public  rights-of-way. 


2.    Project  Setting 

The  setting  information  shall  be  presented  immediately  following  the  Project  Description,  as  a  discrete 
chapter  or  report  section.  The  goal  ts  to  provide  a  brief  but  complete  description  of  existing  transportation 
infrastructure  and  conditions  in  the  vicinity  of  the  project  (generally  a  radius  of  two  blocks  or  up  to  one 
quarter  mile).  Any  quantitative  information  necessary  to  make  comparisons  between  existing  conditions  and 
those  resulting  from  project  implementation  and  cumulative  development  should  be  limited  to  the  project 
impacts  discussions. 

The  specific  perimeters  of  the  study  area,  for  both  setting  and  project  Impacts  analysis,  are  to  be  confirmed 
with  Department  staff  within  tie  context  of  approval  for  a  scope  of  work. 

The  Setting  section  shall  Include  the  following  text  information: 

Street  designations  as  provided  in  the  Master  Plan  (Major  or  Secondary  Thoroughfares,  Transit 
Preferential  Streets.  Bicyde  Routes,  etc.)  including  description  of  number  and  width  of  lanes, 
direction  of  flow,  presence  of  transit  preferential  lanes  or  peak  period  tow-away  lanes  affecting 
roadway  travel  capacity. 

Access  to  regional  highways  and  freeways,  including  location  of,  distance  from,  and  route  to  and 
from  on-ramps  and  off-ramps. 

Description  of  public  transit  routes  operating  on  streets  within  the  study  area,  by  operator  function 
(local,  express,  cross  town,  etc.),  service  areas,  hours  of  service  of  each  route,  and  type  of  vehicle 
(diesel  coach,  trolley  bus,  streetcar/subway,  etc.).  For  projects  subject  to  Code  Section  321 ,  the 
report  must  identify,  by  operator,  all  lines  within  1/4, 1/3,  and  1/2  mie  radii  of  the  site. 
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Official  (legislated,  available  from  Department  of  Public  Works,  Maps  and  Surveys),  actual  and 
effective  widths  of  sidewalks  immediately  adjacent  to  the  project  she. 

Characteristics  of  parking  wfthin  the  study  area  (typically  within  a  two  block  radius  of  the  she,  but 
as  determined  in  the  approved  scope  of  work),  including  number  of  on-street  parking  spaces, 
control  of  on-street  parking  (e.g.  meters,  signed  for  time  fimrt,  neighborhood  residential  permit 
parking,  etc.),  number  of  off-street  parking  facilities  and  spaces,  and  whether  off-street  parking  is 
provided  as  independently-accessible  stalls,  or  tandem/stacked  valet  operation.  Any  special 
circumstances  affecting  the  availability  of  parking  in  the  vicinity  of  the  proposed  project  (e.g. 
periods  of  peaking  in  parking  demand,  institutional  and  other  large  sources  of  localized  parking 
demand,  or  the  area's  relative  degree  of  parking  need  as  documented  in  the  1985  Neighborhood 
Parking  Plan  or  other  relevant  studies)  are  to  be  noted. 

The  Setting  section  shall  also  provide  graphics,  including: 

Street  maps  of  the  study  area  showing:  street  names,  number  and  direction  of  lanes;  transit  service 
by  line  number  and  with  stop  locations  identified;  and  location  and  amount  of  parking  facilities.  For 
projects  subject  to  Code  Section  321,  the  transit  map  is  to  show  1/4, 1/3,  and  1/2  mile  radii  fines. 


3.    Travel  Demand  Analysis 

Net  new  travel  demand  generated  by  the  project  is  to  be  estimated,  based  on  the  drfference  between 
existing  and  proposed  land  uses.  Person  trip  generation  rates  per  employee,  unit  of  square  footage  for  each 
land  use,  or  other  unit  of  measure  as  shown  in  Appendix  1,  are  to  be  used. 

Each  analysis  should  apply  these  trip  generation  rates  irxfividuaffy  to  existing  and  proposed  uses,  and  show 
the  drfference  ("net  new")  by  land  use  and  in  aggregate. 

The  Travel  Demand  Analysis  is  to  include  the  fonowing,  unless  otherwise  directed  in  the  work  scope: 

Project  trip  generation  (24-hour,  P.M.  Peak  Period  and  P.M.  Peak  Hour)  by  land  use  for  existing 
uses  and  the  project;  and 
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Tsbles  showing  net  new  person  trips  distributed  to  various  directions  of  travel ,  and  assigned  to  the 
appropriate  modes  (auto,  transit,  walk  and  other).  Modal  assignment  should  also  be  calculated  for 
daily,  P.M.  Peak  Hour  and  P.M.  Peak  Period  in  all  situations  (show  OUTBOUND  ONLY  for  projects 
h  C-3  District,  SOMA  and  Mission  Bay  projects). 

Note  that  the  weekday  P.M.  Peak  Period  is  generally  4:00-6:00,  and  counts  will  be  conducted  at  least  during  this 
period.  For  projects  in  the  greater  downtown,  the  P.M.  Peak  hour  is  4:30-5:30.  For  projects  in  other  areas  the 
traffic  counts  will  show  the  actual  peak  hour  for  adjacent  streets.  The  Department  may  also  request  counts  for 
different  times  to  reflect  the  peak  period  of  trip  generation  by  the  land  use  if,  based  on  informed  knowledge  of 
the  project  and  its  vicinity,  it  seems  reasonable  to  assume  that  conditions  during  such  time  may  be  worse  than 
during  typical  weekday  P.M.  Peak  Hour  or  Peak  Period. 

Previous  analyses  have  shown  that  work  and  nonwork  travel  have  dffferent  geographic  distributions  and  mode 
spirts.  Appendix  2  gives  Work/Nonwork  trip  spite  by  land  use.  The  trip  distribution  and  modal  spite  shown  in 
Appendix  3  are  to  be  applied  to  work  or  non  work  travel  components  for  the  various  (and  uses,  by  time  period 
of  analysis,  fn  calculating  the  distribution  and  mode  of  total  net  project  travel. 

4.    Transportation  Impacts  Analysis 

Analysis  for  all  projects  is  to  be  conducted  for  project-specific  impacts,  and  for  cumulative  impacts. 

A.      Traffic  Impacts 

Traffic  impacts  text  should  begin  with  a  concise  discussion  of  the  cumulative  context.  Year 
2000(or  other  long-range  horizon  year)  analysis  is  to  assume  a  growth  factor  for  "back- 
ground"' traffic.as  specified  in  Appendix  4.  Traffic  generated  by  the  project  alone,  and  by 
all  known  prcjectsapproved  or  underformal  review  in  the  general  vicinrty  of  the  project  site, 
are  to  be  expressed  asa  percentage  of  this  overall  growth  factor.  H  the  percentage  seems 
to  be  so  high  as  to  represent  an  unreasonable  share  of  the  anticipated  horizon  year  growth 
or  exceed  the  overall  growth  factor  .the  consuftant  will  need  to  discuss  the  issue  with  De- 
partment staff  to  determine  the  appropriate  methcdobgy. 

Specific  methodology  guidelines  are  provided  in  Appendix  4.  The  specific  intersections  to 
be  analyzed  will  be  identified  in  the  approved  scope  of  work  for  the  transportaticn  analysis. 
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Intersection  Level  of  Service  analysis  for  P.M.  Peak  Hour  (unless  other  periods  are  also 
specified  in  the  work  scope),  including  a  table  showing  comparison  for  each  identified 
intersection  between  existing,  existing  plus  project,  and  a  future  horizon  year  (inclusion  of 
project  traffic  is  assumed,  not  additive  for  horizon  year  analysis). 

B.      Transit  Impacts 

In  the  case  of  downtown  projects,  year  2000  conditions  for  the  Muni  and  regional  transit 
screenlines  for  outbound  travel,  as  expressed  in  the  Mission  Bay  FEIR.  are  to  be  used  to 
describe  the  cumulative  context.  Similar  to  traffic  impacts  analysis,  the  net  new  transit  trips 
generated  by  the  project  shouid  be  cited,  and  also  expressed  as  a  percentage  of 
cumulative  growth  by  operator. 

For  projects  outside  of  the  C-3,  SOMA  and  Mission  Bay  districts,  assessment  of  P.M.  Peak 
Hour  and  Peak  Period  conditions  for  transit  operations  should  reflect  travel  patronage  dis- 
tributed among  the  various  fines  serving  the  vicinity  of  the  project  site,  but  not  indude  a  line- 
by-line  analysis.  The  aggregation  would  be  expressed  as  the  averaged  load  factor  for  all 
fines  serving  the  project  vicinity  (e.g.  if  the  project  is  served  by  the  71 , 7, 6, 33,  and  N- Judah 
fines ,  express  the  load  factor  as  an  average  of  all  5  fines).  Neighborhood  projects  need  not 
assume  cumulative  patronage  growth  for  any  future  horizon  year. 

Load  factors  for  the  aggregated  lines  are  to  be  cited  for  existing,  existing  plus  project  and, 
for  downtown  projects,  the  horizon  year,  during  P.M.  Peak  Hour  and  Peak  Period  cond'H 
tions.  ft  should  be  noted  whether  the  project  is  upstream  or  downstream  from  the  Maxim  urn 
Load  Points  (MLPs)  for  Muni  lines  serving  the  project. 

The  estimated  number  of  trips  which  transfer  between  regional  carriers  and  Muni  fines 
serving  the  project  should  be  included  in  the  Muri  assignment. 

For  downtown  and  vicinity  projects,  BART  demand  for  West  Bay  and  East  Bay  directions 
of  travel  should  be  shown  separately. 
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C.      Parking  Impacts 

Project  parking  demand  is  to  be  calculated for  both  tang-term  end  short-term  users  for  com- 
mercial projects,  and  for  resident  parking  demand  in  projects  which  include  housing. 

In  some  situations  (e.g.  when  overlapping  work  shifts  of  the  project  or  adjacent  uses  cause 
an  accumulation  of  parking  demand  greater  than  the  daily  average  total),  accumulated 
peak  parking  demand  and  its  impact  should  also  be  quantified. 

tf  a  proposed  project  would  displace  existing  parking,  characteristics  of  such  parking 
should  be  accounted  for  as  follows: 

( 1)  the  amount  of  parking  reserved  for  the  exclusive  use  by  employees  and  visitors  of 
uses  currently  on  the  site;  and 

(2)  the  amount  of  on-site  parking  which  is  considered  required  accessory  parking  to 
off-site  land  uses. 

(3)  the  amount  of  parking  available  to  the  general  public,  characterized  separately  by 
long  term  (monthly  or  other  leases)  and  short  term  (available  at  hourly  or  daily 
rates); 

Project  parking  demand  (including,  ff  appropriate,  demand  for  parking  displaced)  should 
be  compared  to  Planning  Code  requirements,  and  to  the  amount  of  parking  to  be  provided. 

impacts  of  any  deficiency  in  parking  suppfy  relative  to  estimated  demand,  induding  current 
users  of  public  parking  to  be  displaced  by  the  project  should  be  quantified  in  terms  of  the 
estimated  resuftant  Increase  in  occupancy  of  available  on  street  and  off  street  facnrties. 

The  amounts  of  bicycle  and  handicapped  parking  to  be  provided  are  to  be  cited  and 
compared  with  Code  requirements  (including  State  and  other  as  appropriate  for  handi- 
capped parking)  and  estimated  demand. 

identification  of  any  parking  access  affecting  a  Transit  Preferential  Street  or  any  street 
identified  in  the  Master  Plan  for  fui!  or  partial  priority  for  pedestrians,  and  any  potential 
conflicts  affecting  transit,  pedestrian  a  vehicular  flow. 
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Any  special  circumstances  affecting  the  availability  of  parking  in  the  vicinity  of  the  proposed 
project  as  identified  in  the  Setting  Section  are  to  be  taken  into  consideration  in  the  analysis 
and  noted. 

D.      Pedestrian  Impacts 

Pedestrian  trips  generated  by  the  proposed  project  should  be  estimated  for  PM.  Peak 
Hour,  midday,  and/or  the  proposed  project's  peak  period  of  trip  generation. 

Level  of  service  conditions  when  appropriate  for  existing,  existing  plus  project  scenarios 
are  to  be  calculated  according  to  direction  from  Department  OER  and  Transportation  staff. 
Pushkarev  and  Zupan  pedestrian  Level  of  Service  standards  and  methodology  for 
Average  Row  Characteristics  Related  to  Ftaw  h  Platoons,  or  1985  Highway  Capacity 
Manual  methodology  (Chapter  13),  is  considered  acceptable  tor  the  analysis;  appropriate 
references  are  to  be  included. 

In  the  downtown  area,  growth  factors  used  for  future  traffic  analysis  are  also  to  be  used  to 
determine  growth  in  pedestrian  travel. 

Midblock  pedestrian  Level  of  Service  analysis  may,  in  some  situations,  be  requested  in 
addition  to  Level  of  Service  analysis  at  pedestrian  crossing  (intersection)  locations. 

E.      Freight  Loading  and  Service  Impacts 

Off-street  truck  loading  requirements  should  be  specified  according  to  the  Planning  Code . 

Project  truck  loading  demand  and  service  rate  for  peak  loading  period  and  the  entire  day 
should  be  estimated,  using  the  data  shown  in  Appendix  7,  and  compared  wfth  Planning 
Code  requirements  and  proposed  on-site  facilities. 

The  location,  number  and  dimensions  (incfuding  vertical  clearance)  of  all  spaces  provided 
for  freight  and  service  functions,  including  van  sire  spaces  substituted  for  full  size  spaces, 
are  to  be  specified.  The  location  of  freight  elevators  relative  to  aR  loading  and  service 
parking  areas  is  to  be  shown,  with  dear  identification  of  the  circulation  path  between  the 
badrng/service  stalls  and  elevators. 
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If  demand  exceeds  supply  for  "average"  conditions,  especially  rf  no  off- street  loading 
facilities  are  proposed  to  be  included  with  the  project,  quantification  of  resulting  impacts 
(e.g.  time  of  day,  number  of  instances  and  duration  of  double-parked  vehicles)  should  be 
made,  and  details  should  be  provided  regarding  how  service  needs  would  be  accommo- 
dated. 

ff  truck  movements  would  require  backing  into  or  out  of  the  site  on  public  rights  of  way,  the 
resultant  delays  to  traffic,  transit  vehicles  and  pedestrians  are  to  be  characterized. 

Identification  of  truck  loading  access  affecting  a  Transit  Preferential  Street  or  any  street 
identified  in  the  Master  Plan  for  full  or  partial  priority  for  pedestrians,  and  any  potential 
conflicts  affecting  transit,  pedestrian  or  vehicular  flow. 

fn  the  case  that  a  proposed  project  would  rely  on  curbside  yellow  loading  zones,  an 
occupancy  and  turnover  analysis  is  to  be  conducted  for  existing  curbside  loading  spaces 
in  the  immediate  vicinity  of  the  project  site,  to  estimate  the  probable  avaBablirty  of  such 
spaces  to  serve  the  needs  of  the  proposed  project,  primarily  during  the  10.00  A.M.  to  3:00 
P.M.  weekday  period  but  also  inclusive  of  additional  times  as  warranted  for  the  specific 
usefs)  proposed. 

ff  appricabie,  the  extent  of  taxi,  tour  bus,  or  other  types  of  passenger  loading  and  unloading 
needs  should  be  specified  Including  details  regarding  how  these  functions  would  be 
served.  Where  a  porte  cocher e  or  other  off-street  passenger  loading  area  is  required  or 
provided,  include  plans  showing  location,  lanes,  circulation,  and  all  dimensions.  Any  plans 
to  seek  colored  marked  curbside  areas  from  the  Department  of  Parking  and  Traffic  should 
be  noted. 

F.       Construction  Impacts 

The  number  of  daily  and  P.M.  peak  period  construction  truck  trips,  by  construction  phase, 
shouid  be  cited. 
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Closure  or  temporary  use  of  pedestrian  ways,  parking  lanes  or  traffic  lanes  is  to  be 
identified,  indicating  the  extent  and  dureibn  of  such  closure  or  temporary  use.  Impacts 
associated  with  such  occupation  of  public  rights  of  way  should  be  quantified,  in  terms  of 
parking  lost,  effects  on  transit  operations  and  loading,  or  temporary  degradation  in  levels 
of  service  for  intersections  and/or  pedestrians. 

rn  large  projects,  the  staging  of  construction  trucks  for  materials  delivery  should  be  cited, 
and  parking  needs  of  construction  workers  identified. 

5.    Appropriate  Transportation  Mitigation  Measures 

Transportation  reports  are  frequently  used  not  only  for  environmental  evaluation  but  also  in  the  conditional  use 
and  other  permit  processes.  It  is  important  to  recognize  the  olfferences  between  these  processes. 

Mitigation  measures  required  to  deal  with  impacts  determined  to  be  environmentally  significant  according  to 
CEQA  standards  should  be  clearly  identified.  When  CEQA  based  mitigation  is  included  as  a  condition  of  approval 
tor  a  project,  a  monitoring  program  for  each  mitigation  measure  is  also  required  and  must  be  cited. 

There  are  also  cases  in  which  no  significant  transportation  impacts  are  identified  and  mitigation  is  not  required, 
tn  these  cases,  there  may  be  desirable  measures  to  improve  transportation  conditions  which  may  be 
recommended  and  subsequently  included  as  conditions  of  project  approval.  Such  measures  are  NOT  to  be 
termed  as  "mitigation." 

Mitigation  measures  required  under  CEQA  should  be  deariy  ristinguished  from  recommended  transportation 
improvements  which  are  not  related  to  CEQA  requirements. 

Whenever  either  type  of  measure  is  identified,  the  following  must  be  dted: 

.         ft  implementation  would  be  the  responsibility  of  the  project  sponsor,  indicate  whether  the  project 
sponsor  supports  or  faiis  to  support  each  specific  recommendation. 

If  implementation  would  be  the  responsibility  of  the  Cfty  or  another  agency,  the  responsible 
department  or  agency  should  be  identified  and  its  position  on  each  recommendation  should  be 
stated. 
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Typical  transportation  mitigation  measures  for  downtown  area  projects,  to  address  significant  impacts  as  defined 
by  CEQA  standards,  are  shown  in  Appendix  5.  While  some  of  these  may  be  appropriate  for  projects  outside  of 
the  downtown  area,  mitigation  measures  for  such  projects  woufd  generally  be  a  function  of  the  specific  conditions 
and  impacts  identified  by  the  transportation  study  for  each  project. 

6.    Appendices  for  Inclusion  in  Transportation  Reports 
Tne  following  appendices  are  to  be  included  with  all  transportation  analyses: 

Complete  sets  of  all  traffic  and  pedestrian  counts. 

Complete  sets  of  ad  traffic  and  pedestrian  Level  of  Semes  calculations. 

Complete  sets  of  all  analysis  assumptions  (including  trip  generation  rales,  transit  patronage  and 
capacities,  parking  turnover  rates,  mode  spite,  etc.). 

Intersection  LOS  definitions  and  descriptions. 

Transit  LOS  definitions  and  descriptions,  including  photographs  of  typical  conditions  representing 
each  LOS. 

Pedestrian  LOS  definitions  and  descriptions,  rncfuding  photographs  of  typical  conditions  repre- 
senting each  LOS. 

Transportation  Study  Scope  of  Work  Acknowledgement  and  Approval  form,  completed  by  the 
Department  and  showing  approval,  and  a  copy  of  the  approved  scope  of  work. 
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Technical  Appendices  to  Guidelines 


APPENDIX  1 


Trip  Generation  Rates  for  Typical  Land  Uses 

DaRy  Pore  on  Trip  Rate 

PM.  Peak  Peroantaoe  of  Dairy  Trips 

Land  Um 

Danlty11 

Par  Employee 

Par  Unit  Land  U»e» 

Paak  Hour 

Pea*  Period 

C-3  Primary  Office 

Under  100.000  GSF 

208 

4.08 

19.6 

9.5 

15.6 

100.001-200.000 

227 

3.38 

14.9 

10.5 

17.3 

over  200.000  GSF 

276 

3.06 

11.1 

11.3 

18.6 

C-3  Secondary  Office 

276 

5.0 

18.1 

6.6 

11.5 

Govemant  Office 

172 

112 

71.0 

6.0 

10.0 

Back  Office 

210 

3.4 

16.2 

12.5 

20.5 

Other  Office 

276 

5.0 

18.1 

6.5 

14.0 

Genera/  Convenience 

Ratafl 

350 

52.5 

150 

4.0 

8.0 

Sales/Showrooms 

Composite  Rate 

721 

22.0 

30.5 

6.6 

12.0 

Bulk  Sales 

719 

33.6 

46.7 

6.6 

120 

Showrooms 

830 

5.0 

6.0 

6.6 

120 

Sen/teas 

Composfle  Rale 

655 

10.0 

15.2 

3.7 

11.0 

Service  Delivery 

1234 

6.5 

5.3 

3.7 

11.0 

Servce  Reparr 

775 

23.8 

30.7 

3.7 

11.0 

Service  Institutional 

248 

7.1 

28.6 

3.7 

11.0 

Dtsrtwtton 

1234 

126 

10.2 

32 

6.5 

Manufacturing 

567 

4.5 

7.9 

12.4 

19.0 

Eathg^rinkhg 

Composite  Rale 

6O0.0 

13.5 

27.0 

Ouaflty  Sft  Down 

200.0 

13.5 

27.0 

Fast-Food 

1400.0 

alt  C 

13.5 

Z7.0 

C-3  Hofei 

908 

15.8 

17.4 

22 

7.0 

HoteVMotel 

822 

17.9 

21.8 

5.5 

11.0 

Athletic  Clubs 

57.0 

10.5 

BOIards  Parlors 

2,6" 

40.0 

Daycare  Canters 

67.0 

160 

MA 

ResioenOaJ 

Single  Famfiy/2+ 

10.0* 

17.3 

21.0 

Bdrm.  MuRI-Unrl 

1  BdrmVSrudto 

7.5* 

17.3 

21.0 

NOTES:           (1)Gross  Square  Faat  par  employee 

(2)  Trips  par  1.000  GSI  unless  otherwise  spadfad 

(3)Trips  per  afard  iabie 

(4)Trips  par  untt 

Source:  Mission  Bay  FcrR 

South  of  Market  FErR 

Trip  Generatton.  5ti  Edtton.  FTE 
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APPENDIX  2 


Percent  Worfc/?«o 

n-Work  Trip  Splft 

24-hour 

P.M.  P*ek  Hour 

P.M.  Ptak  Period 

Woit/Non-Work 

Work/Ncn-Work 

Work/No  n-Wcrk 

C-3  Districts 

Pnmery/3ack  Office 

35/54 

83/17 

B3/17 

Gove  mm  errt  Office 

20/80 

83/17 

83/17 

Hotel 

12/88 

60/40 

6456 

Retail 

456 

4/96 

456 

Non  C-3  Districts 

Primary  Office 

36/64 

83/17 

78722 

Back  Office 

53/47 

83/17 

76722 

Government  Office 

20/80 

83/17 

76722 

Convenience  Retail 

8732 

852 

852 

Hotel/Motel 

10/90 

4555 

29/71 

Sales/Showrooms 

8792 

3357 

23/77 

Service 

18/82 

75/25 

3357 

Distribution 

14/86 

75/25 

75,25 

Manufacturing 

40/60 

6753 

80/40 

Industrial/Warehouse 

Automotive  Parking 

4357 

4357 

53/47 

Residential 

3357 

5050 

5050 

Source:        Mission  Bay  FBR,  South  of  Market  rciR 

For  commerdal/'mdustriaJ  uses,  100%  of  al  work  trips  during  P.M.  peak,  and  50%  of  afl  non-work  trips  during  P.M.  peak, 
are  outbound. 

For  residential  uses,  afl  P.M.  peak  work  trips  and  33%  of  all  P.M.  peak  n co-work  trips  are  iibound  to  the  project;  resident 
inbound/outbound  tnp  drections  may  or  may  not  correspond  to  peak  outbound  regional  travel  direction. 
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Technical  Appendices  to  Guidelines 
APPENDIX  3.1  r 


C-3  Office  Joumvy  to  Work  Trips  Besed  on 
P.M.  Pe*k  Period  RBsWtntial  Distribution  and  Mod*  Split 


Distrautien 

SSocte  Soilt 

ME  Sen  Frsncsco  10% 

Dnva  Atone 

G% 

Cerpooi 

3 

MUNI 

<2 

BART 

1 

Weft 

•7 

Other 

1 

WW  San  rnsnersco  17% 

Drive  Atone 

23% 

Cerpooi 

11 

MUNI 

W 

Other 

2 

SE  San  Francisco  8% 

Drtve  Atone 

28% 

Cerpooi 

11 

MUNI 

33 

BART 

19 

Other 

S 

S"W  Sen  Francisco  17% 

Drtve  Atone 

18  % 

Cerpooi 

14 

MUNI 

C 

BART 

8 

Other 

1 

North  Bey  11% 

28% 

Carped 

14 

Vanpooi 

1 

Chafter/CJub  Bus 

4 

GG  But 

41 

Ferry 

12 

Ee*  Bey  27% 

Drtve  Atone' 

<% 

8 

6 

BART 

56 

AC 

22 

ChenatfCajb  Bus 

1 

1 

Penmsuta  8% 

Dm*  Atone 

23% 

Cerpooi 

24 

Vanpooi 

1 

MUNI 

2 

BART 

25 

SarnTrans 

• 

CefTrem 

15 

Other 

1 

Internal  to  C-3  4% 

Dnve  Atone 

2% 

MUNI 

40 

BART 

1 

Waft 

55 

Cr;  ti 

2 

T M  P  »*  model  spars  to  the  Eesl  Bey  have  been  sdtJtied  to  account  tor  return  trips  en  BART,  AC  Trans*  end  Drive  Atone  modes  by  ti 

hooe 

parlcapete  In  "exsuel  carpools  *  lor  their  nutntiiq  commute.  Ae  e  nmil.  shore  I  tor  tsaee  three  mo> 

tos  ere  Iroher  and  cerpooi  mode)  ehe 

re  Is  less  In  the 

evening  then  those  reflected  m  previous  gUde*nej  whtoh  peneraly  i  elected  morning  commuto  mo 

de.  Adjustments  serf  based  on  near 

Hpubtshed 

sesoarch  end  recent  commute  surveys,  es  referenced  below. 

Source  South  et  Marital  FETR,  Department  transoortaflon  modal  Inputs  tor  C-3  Dtetrta 

"Casual  Carpootng  m  the  San  Frandseo  Bay  Area";  Steve  Dorosdu.  Treneportef  on  Quarterly.  Jenuary  1980 
"1990  Year  End  Report  to  the  dry  Plarvrng  Comrrtsaton's  TMA  of  San  Francrsco,  Decemcet  1990. 
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APPENDIX  3  J 


C-3  Non-Office  Journey  to  Work  Trips  Based  on  P.M.  Peak  Period  Residential  Distribution  and  Mode  Spilt 


Mot*  >?m 


1 1  <T% 


WW  San  Ft 


20.: 


St  San  Fnnasco 


13.2% 


S"W  San  Fnndtro 


23.0% 


7.8% 


Eab!  Buy 


11.8% 


2.7% 


PUu*    f  Llil-L. 

fan.  jj 

wwvOw 

4W* 

MUNI 

BAH. 

n  C 

17.3 

1.5 

23.1% 

Gtfpooi 

MUNI 

D  A  DT 
DAM  1 

ft  7 

0./ 

L-Tn»r 

ft  £ 

DtH*  Akyrm 

27.8% 

Carpooi 

10* 

\J  mil  1 

MUNI 

&*.RT 

ton 

18. V 

m  -  ■ 

n  c 

0.5 

ft  n 

0.0 

D-*^  A>on» 

18.3% 

C«rpooi 

10.8 

▼  WOO* 

U.J 

MUNI 

CI  c 

11.9 

DA  DT 

fl.  J 

0.8 

Dftn  AJon- 

23  1% 

Cvpooi 

2<  59 

n  o 

V.9 

MUNI 

2.0 

P_1RT 
EltAn  I 

S*otiT  nms 

II  5 

a.  3 

15.1 

i.i 

Crrv*  A)or» 

5.9% 

1ft  0 

11*.  IT 

€7 

BART 

47  ft 

At 

tmm-V 

n  7 

27.8% 

14* 

Vsrpoci 

2.3 

Co  But 

394 

111 

4.8 

Otter 

0.2 

r  .t>  Atom 

2.1% 

0.7 

40  1 

0.7 

64.5 

tJ 

S-cu.-^j 


btsvon  B47  FOR.  Supportng  Dwmnenalon  Vd.  VI.  1»85  Scra*r*n»  fwma 
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APPENDIX  3.3 


C-3  Non-Work  Trips  Based  on  P.M.  Peak  Period  Residential  Distribution  and  Mode  Spilt 

Dtatrfotrtion 

Mod*  SoEH 

NE  Sen  rranstco                        I  .OX 

Drfcm  A)ona 

s.»x 

Cajpooi 

1.5 

MUNI 

13.1 

BART 

0.3 

Writ 

68.1 

Ofmt 

1.1 

NWSan  Frsnasco  I.0T4 

DTrvt  Afore 

22  <% 

30.0 

MUNI 

34  1 

BART 

02 

Walt 

10  4 

Othar 

2.9 

SE  San  Fwndsco  2-0% 

Driva  ASone 

29  4X 

Cwpod 

30.0 

MUNI 

2U 

BART 

15.3 

Walk. 

2.0 

Other 

2.1 

SW  Sen  Fwnflsco  2-OX 

Dnv»  Atom 

20.7% 

C  vpool 

32J 

MUNI 

40.4 

BART 

5.0 

Othar 

1.7 

PrrrtsJi  3.0% 

45.5* 

CaVDOOt 

27.5 

MUNI 

3.0 

3ART 

t.O 

SamTrara 

5.0 

CatTrajn 

9.1 

Othar 

0.9 

Ejsi  Bay  COX 

DnVe  Atone 

44  OX 

Carport 

17.5 

BART 

24  3 

AC 

14.2 

NortnBay  2.0X 

Dfhra  Atena 

54  OX 

222 

06  Bu 

20.0 

F  wry 

3.8 

Smarnsi  13.0% 

DnVa  Atone 

I.9X 

Cwpool 

1.5 

^r'JM1 

IJ.1 

BART 

0.3 

We* 

N.1 

other 

.., 

Source       Mhalon  Bay  FBR.  Suppcrtny  Doajmertaton  Vol.  VI,  1985  Scraawna  Forauaatt 
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APPENDIX  3.4 


SOMA/Mlsslon  Bay  Offlca  Joirmty-To-Work  Trips 
Bcssd  on  P.M.  Pssfc  Period  ReaMentlal  Dtstrtbutton  end  Mod*  Spirt 

Distribution  Koda  Spirt 


HE  Sen  Fnnaaco  6.5%  DrNa  Atom  21t% 

CsTDOOi  15.4 

MUNI  C.5 

WaJfcBfc*  212 

KW  Sin  Franssco  5.3%  D*»»  AJona  20. =% 

Caroooi  6.1 

MUNI  «2 

Wafc/Bfca  22 


SE  San  FranOacs                                       18  4%                                              Drv»  Atone  37.3% 

GsrpooJ  26.3 

MUNI  Xt 

BART  10 

Wefc/Bfci  13 

Othar  1.3 


SW  Sin  Francisco 


16.9% 


Dnva  Mom 

Garpooi 

UUNI 

BART 


22.9% 
6.5 
417 
143 

13.7 


Ptmnaula  16.1%  Drhra  Atone  16.5% 

Cvpool  19. a 

BART  11.6 

SamTrane  16.1 

CafTrarn  301 
ChartarBua  5.8 


EjC  B*y  26.6%  DrhroAJone  11.3% 

Carped  31.8 

Vanpod  10.5 

BART  213 

AC  216 

Charier  Bu*  15 


North  Bay  10  1%  D*n>  Alone  13.5% 

Carpooi  13.5 

G3  Bui  S2.1 

F*rry  11.0 
Charter  Bus  1.9 


kntomai  to  SOMA  and 


n% 


D**  Atene 

MUNI 
3tt/Bfca 


219% 
15.4 
41.9 
19.8 


Source:  Bouti  of  Marfcel  FglR;  ertacaed  trem  Dept  medal  Input  tat***  tef  Sufcaraa  2  wfthrn  the  SOMA  rtudy  araa. 

wf itti  repraaartt  fb9  biA  of  offtce  apaca. 
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APPENDIX  3.S  rt^ 


SOMA  and  Mission  Bay  Non-OfflceJoumey-to-Work  Trips  and  Non-Work  Trips 
Based  on  P.M.  Peak  Ptriod  Residential  Distribution  and  Mode 

Distribution 

Modo  Seirt 

Worfc/Norv-Work 

Work^terv-Worfc 

S*n  Frandaco 

E.8%/32% 

21.8%  /a.o% 

7.9  /  35.0 

Virpoof 

0.7  /  - 

MUNI 

44.9  / 11.0 

Olhar 

02  1  - 

Ban 

-  1  2.0 

Bfca 

-  /  3.0 

NW  Stn  Fnmoseo 

4.5%/ 8  4% 

Dnv«  A  ton* 

40.9%/ 34  0% 

Cafpod 

14  6  /36.0 

Vanpod 

0.3  /  - 

lit  nji 

*o.U  /  Z«.D 

Waft 

-    /  - 

Bfca 

0.6  /  3.0 

Olhar 

0.7  /  3.0 

SE  San  Frandsco 

20.4%/ 8  4% 

Drtvt  Alon* 

51.5%/ 34.0% 

Cirpod 

7.4  /36.0 

Muni 

3-0  i    <  £4.0 

BART 

3.8  /  - 

Walk 

0.7  /  3.0 

Bfca 

2.9  /  3.0 

Ottm 

0.6  /  - 

SW  S«n  Franasco 

15.0%/ 8  4% 

45.3%/  34.0% 

Caipod 

11.6  /36.0 

MUNI 

32.4  /  24.0 

BART 

6.3  /  - 

DC  /  Ifl 

U.s  /  J.C 

3.0  /  - 

18.1%/32% 

Drtv»  Ak>r» 

•0.1%/ 48.0% 

11.1  /52.0 

VlTCOOl 

02  1 

MUNI 

02  1 

iWn  t 

Bi  1 

1.4  / 

8amTrara 

5.0  / 

CaiTram 

12J  / 

Chanat 

1.1  / 

Olhar 

02  / 

East  Bry 

21.9%/  1.1% 

Drtv*  Atom 

29.0%/ 48.0% 

IOC   /  C5  n 

Vanpod 

4.0  / 

BART 

34.3  / 

AC 

112  / 

2.0  / 

North  Bay 

11.0%/  5.3% 

31.9%/ 48.0% 

Gtrpoot 

35  J  /52.0 

02  / 

03  But 

24J  / 

5.5  / 

Chamr 

1.7  / 

MamaMo  SCS«iA 

and  Mi  1 0  ci  ri  Bay 

32%/ 81.0% 

112%/ 33.0% 

Carpod 

C2  /3S.0 

Vai^jod 

04 

MUNI 

43.8  /  11.0 

BART 

2.0 

Wa^ 

S0.1  /M.O 

OHw 

0.3  /  0.3(bfca) 

Score*       South  o(  Mawtat  FEW.  bacfcpround  documanu  toe  Dacantnam  wood  tnpu* 
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APPENDIX  3.6 


Van  Ntss  Avtnue?  Commercial  Journey  To  Work  Trip* 
Based  onP.M.  Peak  Period  Trtp  Dtetributlon  and  Mod*  Split 


Attribution  Mod*  Spirt 


NE  S»n  Fnrrstcro  12.3%  Drty*  AK*»  4  9% 

C*rpoo<  7.S 

MUNI  43  4 

Waft  C_2 
OOrn  1.6 

NW  Sin  Fnrs^o  16.6%  D»*t  Alone  2.3% 

Ctrpoof  14  6 

MUNI  610 
Wa*  2.0 
Ottwr  1.9 

SE  Son  Fnncrsco  17.0%  D*r«  Atom  20  6% 

Catpooi  17.5 

MUNI  48.0 

BART  11.8 

Wafc  0.4 
Othar  1.7 

SW  Sin  Fmrracro  7.3%  Df*»  Atom  24.5% 

Ccrpod  16  4 

MUNI  S3. 8 

BART  3.9 
CKtm  1.4 

Peninsula  18.3%  Drtv»  Atom  41.5% 

Carpod  28.6 

MUNI  2.4 

BART  16.6 

fiamTram  1.1 

CafTnjrn  2-6 

EatfSay  13.0%  W»»Atom  23.3% 

Carpod  12.0 

Vanpod  4.1 

BART  524 

AC  1.2 

North  Bay  3.3%  DrhwAtom  19.3% 

Carpod  24.8 

Vanpod  4.3 

OQBut  45  6 

Faery  4.0 

CmjiadOuto  Bus  2.0 

to*»md  to  '  0.2%  Otva  Atom  12  48% 

Van  ?4ms  Corridor  Carped  0.7 

MUNI  27.3 

Wa*.  58  8 

Orhar  0.8 


Sovrrea 
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APPENDIX  3 J 


Van  Ness  Avenue  Commercial  Non-Work  Trips 
Based  onP M.  Peak  Period  Trip  Distribution  and  Mode  Sptft 


Distribution 

Mod*  Spin 

ME  San  FranSaco 

13.0% 

Driva  Alona 

37.4% 

Carpool 

19.8 

MUNI 

264 

Walk 

140 

Other 

2.4 

NW  San  rr*t~ncu 

26.7% 

Driva  Alona 

45  8% 

Carpool 

11.1 

MUNI 

30.1 

Wait 

10.0 

Olhar 

2.3 

St  San  Francisco 

18.1% 

Drive  Atone 

50.9% 

Carpool 

184 

MUNI 

21.0 

BART 

4.2 

Walk 

3.6 

Other 

1.9 

SW  San  Frtndseo 

4.2% 

Drive  Atone 

47.5% 

Carpool 

10.9 

MUNI 

364 

BART 

3.5 

Other 

1.7 

PartnsuU 

10.5% 

Driva  Alona 

58  8% 

Carpool 

28.5 

MUNI 

0.2 

BART 

7.0 

3.0 

Other 

2.5 

EasfBay 

14.7% 

43  9% 

CtfpooJ 

7.5 

BART 

44.0 

AC 

4.6 

Norm  Bay 

6.1% 

Driva  Atom 

43  4% 

r-m  J 

Owpo& 

QQ  Bus 

4O.0 

Ferry 

4.7 

rrasfnaj  to 

7.0% 

Drive  Atone 

13.8% 

Van  Mass  Corridor 

Cvpoo4 

5.5 

MUNI 

10.1 

Walk 

cs  a 

Clhar 

0.8 

Source:  Van  Has  Avenue  FEJR,  Appendi  I 
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APPENDIX  3.8 


Van  Ness  Avenue  Resident  Trips 
Based  on  P.M.  Peak  Period  Distribution1  and  ffcde  Split 


Distribution 

Mod*  SDin 

Woritfwn-Worfc 

Work/Non-Work 

Nfc  San  Francisco 

5v  1  <•  /  it  n» 

Lvrv%  K»orts 

14  9%  /  20  .5% 

Cvpod 

11.1  /2S2 

faJUNI 

53.8  .'37  5 

16  *  /  8  S 

Otter 

1.8  /  3-2 

MW  Sen  rmcaro 

17i%  /  J  2% 

37.7%/  18  1% 

Carped 

11.8  Z23  .6 

MUNI 

31 J  /  44.8 

Ww> 

16  7  /  10  4 

Otha* 

2.5  /  3.1 

SE  San  Fraridsco 

92%/  6.5^. 

DftVa  Atorss 

452%  / 17.7% 

Carpool 

9.6  / 12.5 

MUNI 

40.6  /eo.o 

Wafc 

2.4  /  1.8 

Othar 

22  /  8.0 

SW  San  Fnmdsco 

2.7%/  5.*% 

Drhm  AJoca 

•6.7%/  10  4% 

Carpool 

4.9  / 1 1.6 

MUNI 

25.7  /  73.0 

BART 

0  /  5.0 

Othar 

2.7  /  0 

PartrtsulB 

5  0%/  5.?% 

Drtvt  Mom 

65  .0%  /  3$  6% 

Carpool 

is.s  /  1  7.3 

UUNI 

1.6/  0 

BART 

10.0/40  1 

8*mTrara 

6.0/  7.0 

OOm 

IT/  ft 

1.7  /  w 

East  Bay 

S.3%/  1.6% 

Ditva  Aiona 

7T).0%  /  5S.1% 

Carpool 

9.0  /  22. 1 

BART 

18.0  /42.0 

AC 

1.0  /  0.8 

ChanarfOub  Bus 

2.0  /  0 

Nwtti  Boy 

1.3%/  1.1% 

DrtvaAJorw 

71.0%/ 12.4% 

CarpooJ 

17.5  /I7.6 

QG  Bus 

6.0  /  0 

Ct»mcOut>  Bus 

S3  /  0 

Intrrnsrf  to 

e%/57.5% 

£Mv»  Atona 

0  /  4.4% 

Van  H+is  Cetrtetor 

Carpool 

0  /  8.7 

MUNI 

0  /26.0 

Wa* 

0  /58.8 

Dltar 

0  /  2.1 

Sourea  Van  Nats  Avaw*  FBR.  Append:  I 


Ticto  thai  lor  ww*  trips.  pao  graphic  dUrfcclco  raprraants  trip  ga&n  focaaefr;  al  work  trip  catsflruriora  tra  wfNn  tha  Van  Naaa  Avwnua  Ccrrtctor 
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APPENDIX  3.9 


Trip  Distribution  and  Modal  SpfK  for  Chinatown 

\^ 111  inwn  1 1 

Work  Trtoa 

I  r  vi  nil  WfJ  ■ 

NorvWork  Trips 

Distribution 

BtorJe  Spill 

Distribution 

Mod*  Spirt 

5r        Pit  33% 

DnVa  Aione 

7% 

26% 

7% 

"Shared  Rtda 

5% 

1C% 

Muni 

37% 

Waft 

75% 

36% 

NW  19% 

Dftw  Atona) 

57% 

15% 

18% 

Shared  Foot 

7% 

28% 

Muni 

56% 

56% 

5t  <% 

DnV*  Atone 

37% 

5% 

16% 

Shared  Ride 

7% 

28% 

Muni 

48% 

5% 

BarVOther  Transit 

8% 

5% 

SW  25% 

Dnve  Atone 

37% 

15% 

18% 

Shared  Ride 

7% 

28% 

Muni 

49% 

55% 

Ban/Other  Transit 

7% 

5% 

Penrnsula  7% 

Dnve  Atone 

52% 

17% 

58% 

Shared  Rtoe 

ie% 

57% 

BarVOther  Transri 

52% 

6% 

LBay  6% 

Dm*  Atone 

52% 

8% 

58% 

Stand  Ride 

2S% 

55% 

BarVOIIw  Tranart 

45% 

7% 

N.  Bay  1% 

Dftve  Atone 

62% 

4% 

St% 

Shared  Rtde 

18% 

•0% 

BarVOther  Transfi 

52% 

2% 

Sauna          TnnaporMon  Impact  Anaryan  icr  CHfloam  Razoring,  Jan  87.  DC? 

"Shared  Rtoa  VehWe  Occupancy  Assumed  at  2.7  persons  par  ventde 
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APPENDIX  3.10 


Commsrcis!  Trip  hbdal  Splits  for  District*  Survey' 
h  tht»  Neighborhood  Commercial  Ftozontng  Sluey 

Moial  csstnbution  of  person  trips  for  projects  in  the  Geary  Street  Pofc  Street  and  Broadway  NCD's  only  shall  be 
shown  among  auto,  transit  pedestrian,  and  other  modes  based  on  the  following  survey  results  from  NCRS  EIR. 
Appendix  B. 


Gesry  Ehrd. 

Pofe  SL 

Broaowcy 

Drive 

23% 

24% 

44% 

MUNI 

39% 

11% 

13% 

Walk 

26% 

62% 

33% 

Other 

2% 

3% 

11% 

Average  Auto 

Occupancy 

2.1% 

20% 

2.6% 

In  all  other  NCD's  or  neighborhoods,  mode  spirts  shall  be  based  on  surveys  of  existing  srmriar  uses  in  the  vicinity  ol 
the  proposed  project  or  other  means,  as  6'Keci96  by  Department  staff  through  the  work  scope. 
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APPENDIX  4.1 

INTERSECTION  LEVEL  OF  SERVICE  ANALYSIS  METHODOLOGY 

Level  of  Service  analysis  for  existing  conditions  are  to  be  based  on  traffic  counts  taken  by  the  Department  of  Parking  and 
Traffic  not  more  than  three  years  ofd,  data  m  certified  EIRs  or  background  transportation  studies  supporting  certified 
Negative  Declarations  for  which  the  counts  data  is  no  more  than  three  years  old,  and/or  turning  movement  counts  to  be 
made  by  the  consultant  at  each  affected  intersection.  Copies  of  al  counts  used  m  the  anaiysis,  and  level  of  service  cal- 
culations, are  to  be  included  with  the  report  as  an  appendix. 

Level  of  Service  analysis  for  existing  conditions  plus  the  project  is  to  be  based  on  an  assignment  of  net  new  project  vehicular 
trips  compared  to  existing  conditions  for  each  of  the  affected  streets  and  intersections  in  the  study  area. 

Level  of  Service  must  also  be  estimated  and  shown  for  future  conditions,  with  a  horizon  year  approximately  10  years  in 
the  future.  The  future  horizon  year  should  be  expressed  as  2000,  2005,  2010,  2015,  etc.;  five  year  increments  in  the 
expression  of  the  future  year  should  be  used.  Analysis  of  future  conditions  wil  use  a  growth  factor  for  travel  in  me  general 
geographic  area  of  the  project  site.  This  growth  factor  w8l  generally  assume  that  net  new  travel  attributable  to  the  project 
is  induded.  such  that  it  will  not  normally  be  necessary  to  add  project  travel  to  the  growth  rate. 

Growth  factors  for  three  sectors  of  the  downtown  and  vicinity,  reflecting  trip  growth  from  1 965  through  2000,  are  shown 
in  Appendix  4.3.  The  overall  15-year  factor  should  be  converted  to  an  annualized  factor,  and  the  annual  factor  used  to 
determine  the  growth  rate  for  the  portion  of  the  1985  -  2000  15-year  period,  (e.g.  1991  -  2000  growth  factor  would  be 
9  X  annualized  factor). 

For  other  areas,  analysis  should  incorporate  impacts  based  on  al  identified  area  development  that  is  reasonably 
foreseeable,  growth  identified  and  analyzed  in  relevant  planning  reports  and  accompanying  environmental  analyses  (e.g. 
NCRS,  Rincon  Hill  and  Van  Ness  Avenue  EIRs),  and  growth  in  through  background  travel  (estimated  by  DPT  Bureau  of 
Traffic  Engineering  at  one  percent  per  year). 

For  projects  located  within  neighborhoods  for  which  a  specific  development  framework  has  been  elaborated  in  previous 
environmental  analyses,  the  cumulative  transportation  anaiysis  for  the  project  shal  encompass  the  time  period  which 
corresponds  to  the  appropriate  areawide  study  anaiysis.  Where  no  such  analysis  has  been  completed,  a  10-year  tine 
frame  should  be  assumed  for  cumulative  analysis.  Identification  of  specific  area  projects  and  relevant  growth  rates  for 
through  background  travel  shall  be  verified  with  Department  OER  and  Transportation  staff  prior  to  the  Wtiabon  of  the 
anaiysis. 
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Standard  methodologies  to  cstcuiate  intersection  Level  of  Service  are  to  be  employed  as  folows: 

Slgneifccd  interr-sctscns  -  7RB  Circular  2*2  Planning  ^Jthoioiogy 

In  some  situations  it  may  be  necessary  to  adjust  the  capacity  of  the  intersection  to  account  tor 
focalized  constraints.  Thrswouid  be  done  by  conducting  a  saturation  flow  Enah/sis  where,  based 
on  fi formed  knowledge  of  the  study  area  it  may  be  determined  that  standard  values  of  the  Circular 
212  will  require  adjustment  The  scope  of  work  wil  note  that  an  adjusted  intersection  capacty  will 
be  determined  by  the  traffic  consuftant  on  the  basis  of  the  saturation  Row  analysis  pnor  to 
submission  of  the  first  draft  report  In  other  cases,  ft  may  become  apparent  after  initial  staff  review 
of  the  calculations  that  a  saturation  flow  analysis  is  warranted  to  determine  effective  intersection 
capacity. 

UnsignaFtced  intersections  (aPt-way  stop  sign  control)  -  TRS  Circutar  373 

Note:  Circular  373  is  to  be  used  onfy  for  methodology  descrfoed  therein  for  unsignaiized  al^ 
way  stop  intersections;  methodologies  for  other  types  of  intersections  shall  be  as  specified  in 
these  Departmental  guidelines. 

T  Intersections  with  single  stop  control,  and  Intersections  wflh  2-way  stop  sign  control 

19B5  Highway  Capacity  Manual  Unsignaiized  Method  (Chapter  10). 
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1385  •  2000  Traffic  Grovrift  Rates 

Source:  Denved  from  Mission  Bay 

S.  F.  Department  of  City  Planning  5/90  and  South  of  Market  EIR's. 
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APPENDIX  5.1 


PARKING  DEMAND  CALCULATIONS  FOR  NON-DOWNTOWN  AND  RESIDENTIAL  PROJECTS 
1.      Commercial  Parking  Desnend 

A.  Commercial  Long-Term  Parking  Demand 

In  general  this  is  equivalent  to  the  total  number  of  joumey-to-work  vehicle  trip  ends  generated  by  the  project 
(both  dnve-aione  and  rideshare),  divided  by  2. 

B.  Commercial  Short-Term  Parking  Demand 

Projects  outside  of  the  C-3  Districts,  SOMA  and  Mission  Bay  are  to  use  the  following  equation. 

(Total  project  non-wort  auto  person  trip  ends  \ 
\2  persons  per  vehicle  I 
2  one-may  auto  trips 
Parking  turnover  rate 

The  turnover  rate  may  vary  for  individual  projects  and  is  to  be  based  on  surveys  of  parking  turnover  for 
established  uses  comparable  to  those  of  the  proposed  project,  preferably  within  the  same  genera)  area 
However,  a  turnover  rate  of  greater  than  5  per  day  should  not  be  used  unless  supported  by  independent 
surveys  reviewed  and  accepted  by  Department  staff. 

2.     Resident  Parking  Demand 

New  residential  projects  should  generally  use  the  following  ratios  to  estimate  parking  demand. 
1.1  vehides/studfo  or  1 -bedroom  apt 
1.5  vehicles/multiple  bedroom  unit 

(Source   Recht  Hausrafh  Assoc.  1386  downtown  resident  survey,  Residential  Conservation  Rezoning 
Study,  DCP,  1990) 

Note:  The  foregoing  resident  parking  demand  ratios  are  nighty  generalized,  averaged  rates  derived  from  surveys  of  a 
variety  of  housing  types  and  locations  in  San  Francisco.  The  transportation  consultant  would  normafly  be  expected 
to  use  these  average  ratios.  However,  there  may  be  circumstances,  such  as  the  type,  expected  occupancy,  or 
location  of  the  housing,  which  justify  the  use  of  different  ratios.  In  situations  that  the  Department,  in  the  course  of 
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establishing  the  transportation  work  scope,  concurs  that  such  crcum stances  exist,  the  consultant  will  be  authorized 
to  conduct  independent  surveys  of  resident  auto  owner$h£  for  similar  types  of  projects  to  establish  and  support 
afferent  ratios. 

The  Department  wfll  use  these  surveys  and  its  own  surveys  carried  out  subsequent  to  publication  of  these  guidelines 
to  refine  and  develop  more  specific  rates  for  a  variety  of  housing  types.  When  such  revised  standards  are  developed 
they  shall  be  made  available  to  the  consultant  at  the  time  a  work  scope  for  a  project  proposal  is  outfrned  pending 
amendment  of  this  document 

In  certain  circumstances  It  may  be  necessary  to  determine  both  estimated  parking  demand  for  the  proposed  project 
and  e  xistmg  res  ide  ntial  units  on  the  project  site  and/or  on  the  general  project  vicinity.  Estimation  of  parking  demand 
♦or  the  proposed  project  must  use  one  of  the  methods  previously  described 

To  estimate  parking  demand  of  existing  residential  uses,  1980  U.S.  Census  data  (1990  when  it  becomes  available) 
may  be  used  in  neighborhood  situations,  for  the  tract  in  which  the  proposed  project  is  located  plus  abutting  tracts 
of  similar  residential  character.  If  1980  data  is  used,  the  average  auto  ownershp  rate  as  shown  for  these  tracts 
should  be  multiplied  by  a  factor  of  1 . 14,  to  reflect  increasing  auto  registration  in  San  Francisco  since  1980  and  the 
observed  tendency  for  occupants  of  newly  constructed  oSveBing  units  to  have  greater  auto  occupancy  rates  than 
those  ol  older  units. 
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APPENDIX  5 J 

PARKING  DEMAND  CALCULATIONS  FOR  C-3,  SOMA  and  MISSION  3AY  PROJECTS*** 


1.      PROJECT  PARKING  DEMAND 
1  A.    Project  long  ttm 
frgiect  pfficp  GSF 

20,000 

4 

Prpjecl  pfnce  GSF  x  0.11  drive  atone 
275  GSF/empioyee 


demand 

Proie?  retail  GSF  x  0.15  drive  atone 
350  GSF/emptoyee 


Ifi.    Project  short  frm 

Project  office  GSF 
20.000  4 


PrgjgTt  reta'i  GSF 

1,000 


project  ndeshans  ds-rnand 
phjs 

projed  drive  alone 
equals 

PROJECT  LONG  TERM  PARKING  DEMAND 
PROJECT  SHORT  TERM  PARKING  DEMAND 


(1A)  *  (IB)  =  TOTAL  PROJECT  PARKING  DEMAND 


Derived  from  September  1983  transportation  guidelines,  and  May  4, 1989  memo,  Dean  L  Macrrs  to  City  Piannmg 
Commrssion 


2.      NET  ADDmONAL  PARKING  DEMAND 


[T otal  Pro/ecf  Parking  Demand] 


[Parking  Demand  ot  Existing  Uses] 


sum  of  quotients  from  1A  and  1B  above 
minus 

apply  equations  1 A  and  1B  to  existing  ofncs  and  retail 
uses  on  the  sSe 

equals 

liET  ADDITIONAL  PARKING  DEMAND 


Note:  These  calculations  as  applied  lo  the  project  should  be  readily  available,  either  in  a  footnote  or  an  appendix. 
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APPENDIX  5.3 

STAKDARD  LANGUAGE  TO  BE  USED  FOR  THE  PARKING  SECTION  Of  TRANSPORTATION  IMPACTS 
CHAPTER  OF  OFFICE  AND  MIXED  USE  COMMERCIAL  PROJECTS  IN  C-3,  SOMA  AND  WSSION  BAY 

Parking 

Parking  demand  was  projected  for  the  proposed   Street  project  on  the  basis  of  the  estimated  vehicular  traffic  gen- 
erated by  the  project.  The  project  would  create  iong  term  parking  demand  for  about  (see  equation  1A)  spaces  (in eluding 
(see  equation  1A)  carpoolVanpool  spaces),  and  short  term  parking  demand  for  (see  equation  1B)  equivalent 
daily  spaces,  for  a  total  parking  demand  of  (sum  of  1 A  plus  1B)  dairy  spaces.  Discounting  forparkrng  demand  generated 
by  existing  uses  on  the  site,  the  net  additional  parking  demand  generated  by  the  proposed  project  would  be  about  (see 

eoustion  2)    spaces.  The  proposed  project  would  provide  about    gross  square  feet  of  parking  area  which 

the  Department  of  City  Planning  estimates  couid  accommodate  about   vertices  with  tandem  valet  operations. ^ 

Existing  parking  facilities  on  the  site  currently  include  a  total  of          parking  spaces.'*6  A  total  of    existing 

parking  spaces  are  private,  and  reserved  for  the  exclusive  use  of  employees  currently  working  in  existing  uses  on  the  site. 

Of  the    existing  parking  spaces  made  available  to  the  general  public,  teases  are  currently  valid  and 

X  of  the  pubic  parking  is,  therefore,  considered  long  term.   %  of  the  public  parking  (  spaces)  are  available 

for  short  term  use. 

The  proposed  project  would  eliminate        existing  parking  spaces  avaiaWe  to  the  general  pubic**'1  resulting  in  a  total 

unmet  demand  of  about   equivalent  daily  spaces  (total  project  demand  +  rirsolacad  oubSc  parkrrra  -  proposed 

parkino  capacity  -  spaces  total  unmet  demand).  Occupancy  in  off-street  public  parking  lots  and  garages  wihin 

a  1/4  mile  radius  of  the  project's  site  may  be  expected  to  increase  from  the  existing   %  to   %  as  a  resuft  of  the 

unmet  parking  demand  generated  by  the  project 

(MOTE:  FOR  PROJECTS  IN  C-3  DISTRICTS  USE  THE  FOLLOWING  PARAGRAPH.  SEE  BaOW  FOR  LANGUAGE 
FOR  PROJECTS  IN  SOMA  AND  MISSION  BAY.] 

The  proposed  project  is  in  theC- 3  District  in  which  parking  is  not  required  for  commercial  uses.  The  City  Planning  Code 

allows  accessory  parking  up  to  seven  percent  of  the  gross  floor  area  of  the  project.  The   gross  square  feet  of 

parking  proposed  by  the  project  sponsor  (would  be  within]  (would  exceed]  this  seven  percent  alewance  (    total 

project    GSF  x  0.07  »    GSF  allowed  for  accessory  parking).'    The  proposed  project  wouki  alocate  at  least 

21  spacss  for  public  short  term  parking,  and  at  least  _2L  spaces  tor  carpooks  and  varjpccte.  Parking  provided  rn 
the  proposed  project  for  pubic  use  would  be  subject  to  a  rate  structure  (Cty  Planning  Code  Section  155(g))  which 
encourages  short  term  use  and  db  courages  afl  day  parking. 
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[NOTE:  FOR  PROJECTS  IN  SOttA  AND  MISSION  BAY  USE  THE  FOLLOWING  PARAGRAPH  AS  A  SUBSTITUTE  FOR 
THE  PARAGRAPH  ABOVE] 

The  proposed  project  is  m  the         District,  in  which  parking  is  required  for  commercial  uses.  The  City  Planning  Code 

requires  accessory  parking  in  the  amount  of  _  spaces  pe  r  _  floor  area  of  (type  of  use]  for  the  project  and  allows 

up  to  1 50%  of  this  requirement  as  accessory  parking.  The  project  would  be  required  to  provide  at  least    parking 

spaces;          parking  spaces  are  proposed  by  the  project  sponsor.  The  proposed  project  would  aBocate  at  least  " 

spaces  tor  public  short  term  parking,  and  at  least  H    spaces  for  carpoots  and  van  pools.  Parking  provided  in 

the  proposed  project  tor  public  use  would  be  subject  to  a  rate  structure  (CSy  Planning  Code  Section  155(g))  which 
encourages  short  term  use  and  discourages  all  day  parking. 


FN1  Using  the  Department's  standard  of  about  215  gross  square  feet  per  vehide  for  tandem  valet  parking  in 

downtown  San  Francisco,  per  May  4,  1989  memorandum,  Dean  L  Ma  ens  to  City  Planning  Commission. 

FN2  This  reflects  the  actual  vehicular  capacty  of  the  existing  garages)  and/or  lotts)  [indicate  which)  at  any  point 

in  time,  as  currently  operated  [cite  whether  self-park,  tandem,  or  both},  and  nol  the  total  number  ol  vehides 
of  individuals  who  may  use  the  facility.  For  long  term  parking,  t  is  recognized  that  leasing  operations  often 
"oversubscribe"  parking  facilities,  selling  more  teases  than  the  number  of  vehides  the  facility  can 
accommodate  at  one  time,  to  take  care  of  non-daffy  users  who  sffll  wish  a  long  term  tease,  and  those  who 
are  in-and-out  dunng  the  course  of  the  day.  As  a  result  a  greater  number  of  parking  teases  or  users  may 
be  displaced  than  the  adual  vehicular  capacty  of  the  factory. 

If  the  amount  of  GSF  is  above  the  seven  percent  accessory  allowance,  an  expteinatton  of  how  the  excess  is  to  be 
used  and  applied  must  be  included  in  this  paragraph,  ff  CondHional  Use  approval  is  being  sought  for  the  additional 
amount  so  state,  ff  replacement  short  term  parking  is  requested  this  language  should  be  modified  to  note  that  such 
replacement  parking  may  be  exempt  from  FAR  cafcutatiens,  and  that  the  Projed  Sponsor  is  requesting  such  an 
exemption. 

-      Using  the  ratios  cited  in  the  May  4 , 1 989  memo  tor  minimum  parking  allocations  to  short  "srm  and  riceshars  users, 
phis  replacement  parking  rf  applicable. 
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APPENDIX  S 

TYPICAL  TRANSPORTATION  MITIGATION  MEASURES  FOR  THE  DOWNTOWN  AREA 

In  the  downtown  area,  a  number  of  transportation  related  Items  are  required  by  law  which  would  serve  to  mitigate  impacts, 
and  are  summarized  here  lor  informational  purposes.  They  should  also  be  referred  to  rn  the  Mitigation  Section  of  the  E1R, 
not  as  mitigation  measures  specific  to  the  project  but  rather,  as  generic  mitigation  measures  applicable  sn  the  downtown 
area. 

Thesemeasures  include:  contribution  of  funds  tor  increased  transit  service  per  the  Transit  Impact  Development  Fee.  Board 
of  Supervisors  Ordinance  #224-81 ;  when  auto  parking  is  provided,  provision  of  off-street  bicyde  storage  pursuant  to 
Section  155  of  the  Cty  Planning  Code;  provision  of  transportation  brokerage  services  to  coordmale  a  transportation 
management  program  and  participation  in  a  network  of  transportation  brokers  pursuant  to  Section  1 63  of  the  City  Planning 
Code;  priority  use  of  off-street  parking  In  the  project  for  the  physically  handicapped,  travellers  in  carpoois  and  vanpoots, 
and  short-term  trips  by  business  visitors  and  dents,  pursuant  to  Section  155  of  the  City  Planning  Code;  and  provision 
of  bufldng  directories  and  signs  for  service  elevators  in  loading  areas,  pursuant  to  Section  155  of  the  City  Planning  Code. 
Additional  generic  measures  appfy  which  are  not  related  to  mitigation  of  transportation  Impacts. 

Additional  measures  which  are  not  required  by  legislation  but  which  would  also  serve  to  mitigate  transportation  impacts 
and  are  generally  included  in  transportation  analyses  as  a  poicy  matter  include  the  following. 

Measures  that  could  be  implemented  by  the  project  sponsor  as  part  of  the  project 

The  placement  of  paving,  landscaping  or  structures  in  the  sidewalk  area  (subject  to  Cty  approval)  would 
be  done  in  such  a  way  as  to  mininmize  interference  win  pedestrian  traffic 

Secure  bicycle  fariflies  would  be  provided  for  project  commuters  and  short-term  visiors  which  would  at 
a  minimum,  provide  safe  shelter  for  the  number  of  spaces  required  k\  the  project 

Whie  subsurface  sidewalk  vauts  are  discouraged,  the  project  sponsor  would  design  subsurface  sidewaJk 
vaults  to  allow  for  possfote  future  widening  of  adjacent  streets.  Vault  design  shall  be  of  sufficient  strength 
to  carry  maximum  vehicular  Ive  and  dynamic  toads.  Design  of  the  vaul  area  to  accommodate  street  trees 
would  also  be  made,  subject  to  Department  of  Pubic  Works  approval.  In  adcftion,  should  vauts  exist  or 
be  installed  as  part  of  the  project,  the  project  sponsor  would  accommodate  and  pay  tor  the  instaftaticn  of 
all  subsurface  footings,  supports  and  foundations  as  may  be  required  for  future  public  improvements  such 
as  street  ights ,  trofiey  wire  poles,  signs,  benches,  trans!  sheters,  etc.  within  project  vault  areas.  Placement 
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of  such  improvements  rs  entirety  within  the  discretion  of  the  City.  Should  the  City  af  any  future  time 
determine  its  need  for  any  subsidewaJk  space  occupied  by  the  project  for  any  reason,  the  project  sponsor 
agrees  to  waive  2B  rights  of  £ppea!  of  revocation  of  permits  to  occupy  such  space. 

>  During  the  construction  period,  the  project  sponsor  would  cause  to  imi  construction  truck  movement,  to 

the  hours  between  9:00  A.M.  and3:30  P.M.,  and  to  prohibit  staging  or  unloading  of  equipment  and  materials 
during  the  periods  of  750  A.M.  to  9:00  A.M.  and  3:30  P.M.  to  6. "00  P.M.,  to  minimize  peak  period  traffic 
conflicts  and  to  accommodate  queueing  of  Muni  buses  prior  to  the  peak  hours  of  service.  The  project 
sponsor  and  construction  contractor  would  meet  with  the  Traffic  Engineering  Division  of  the  Department 
of  Parking  and  Traffic,  Ihe  Frre  Department  Muni,  and  the  Department  of  City  Planning  to  determine 
feasible  traffic  management  and  mSigafbn  measures  to  reduce  traffic  congestion  during  construction  ofthrs 
project  and  other  nearby  projects.  To  minimize  cumulative  traffic  impacts  due  to  lane  closures  dunng 
construction,  the  project  sponsor  would  coordinate  with  construction  contractors  for  any  concurrent  nearby 
projects  that  are  planned  for  construction  or  which  later  become  known. 

The  project  sponsor  wouid,  in  cooperation  with  the  Municipal  Railway,  instal  eyebofts  or  make  provision 
for  the  direct  attachment  of  eyebofts  for  Muni  trolley  wires  on  the  proposed  building  wherever  necessary 
or  agree  to  waive  all  rights  to  refuse  the  attachment  of  eyebofts  to  the  proposed  buidmg  H  such  attachment 
is  done  at  Cfty  expense. 

The  parking  driveway  would  include  warning  devices  (fighled  signs  and  noise-emitting  devices)  to  a^ert 
pedestrians  to  vehicles  exiting  the  structure. 

Measures  that  could  be  tmplementod  by  public  agendas 

Coordinate  work  schedules  of  Pacific  Gas  and  Electric  Company  and  other  utilities  requiring  trenchng,  so 
that  street  disruption  wouid  take  place  during  weekends  and  off-peak  hours.  This  should  be  done  through 
the  San  Francisco  Committee  for  UtiRy  Liaison  on  Const  ruction  and  Other  Projects  (CULCOP).  fn- street 
utiSties  shouldbe  installed  atthe  S3me  time  as  the  street  is  opened  for  construction  of  the  project  to  minimize 
streel  disruption. 

The  City  coutd  act  upon  or  endorse  the  implementation  of  transportation  mitigations  described  in  the 
Mission  Bay  EIR  VoL  II,  Section  VI.E,  Mitigation,  pp.  VI.L214-  VLL217  fcr  the  year  2000  and  VI.L224- 
VI.E231  for  the  year  2020.  and  in  the  South  of  Market  EIR.  pp.  189-194.  The  measures  for  the  year  2CC0 
include:  constructing  and  maintaining  rafl  rapid  transit  fines  from  downtown  San  Francisco  to  suburban 
corridors  and  major  non-cewnt own  centers  in  San  Francisco;  incrased  funding  for  Vehicle-Acquisition  Rans 
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for  San  Francisco  and  regional  transit  agencies  to  expand  existing  non-rail  transit  service;  providing 
exclusive  transrt  lanes  on  City  streets  and  on  freeways;  reducing  incentives  to  drive  by  dscounaginp  long- 
term  parking;  encouraging  carpools,  vanpoote  and  fcxcyce  use;  improving  pedestrian  csrcwstbn  wihin 
downtown  San  Francs co;  andproviding  transportation  brokerage  services.  The  Mission  Bay  Ein  descnbes 
various  types  of  measures  to  llustrate  the  megnSude  of  improvements  needed  to  mitigate  the  impacts  of 
regional  growth  in  2020. 

Some  of  the  implementing  actions  would  require  approval  by  decision-makers  outside  the  C6y  end  County 
of  San  Francisco;  many  of  the  measures  would  require  action  by  City  agencies  other  than  the  Cfty  Planning 
Commission,  such  as  the  San  Francisco  Public  Uti&ties  Commission  and/or  Board  of  Supervisors.  Al 
except  such  things  as  providing  transportation  brokers  would  require  funding  from  or  approval  by  MTC. 
These  measures  are  system-wide  measures  that  must  be  implemented  by  pubic  agencies.  Other  than 
project-specific  measures  such  as  the  relevant  transportation  mitigation  measures  described  above  as  part 
of  the  project  or  such  measures  as  the  Transit  Impact  Development  Fee  assessment  by  San  Francisco 
Ordinance  224-81  which  would  contribute  directly  to  implementation  of  these  system-wide  meesures,  R  is 
not  appropriate  io  impose  mitigation  at  system-wide  teveis  on  individual  projects. 
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APPENDIX  7 
Freight  Delivery  end  Service  Vehicle  Demcnd 


Peak  Hour*  Generation 


Number  of  Spaces 

per  1.000  GSF  =  (R)  r  1.25 


Average  Hour  Ger>e ration 


2.4 


Number  of  Spaces 

per  1,000  GSF  =  (R)T9T2.4 


Daily  True*  Tip  Generation  =  GSF   x  (R) 

Per  Use  1,000 

Where: 

R  =         Dairy  truck  trip  generation  per  1 ,000  GSF  of  use 

from  Table  7. 1 

1.25  =  Peak  Hour  oe&veries  ai  25%  higher  rate  than 

other  hours 

9  =         Number  of  hours  deiveries  are  mace  (8 :00A.M. -5 :00P.M. 

2.4  =         Assuming  average  truck  deirvery/pekuo  of  25  minutes, 

2.4  trucks  could  be  accommodated  per  hour 


730  ic     Peak  Hour  Truck  Trip  Generation  generally  occurs  between  10. "00A.M.  and  1. "00P.M.,  and  is  unrelated  to 
P.M.  Peak  Hour  used  in  other  transportation  analyses. 
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Table  7.1     Daily  Truck  Trip  Generation  Rate  per  1,000  Square  Feet  of  Floor  Area,  by  Land  Use 


Office  .21 

Bank  .30 
Retail  (Composite) 

Wholesale  .22 

Apparel  .80 

Department  Store  .45 

Furniture  .24 

Restaurant/Bar  3.60 

Drug  Store  3.70 

Specialty  Shops  .18 

Services 

Hotel  .09 

Institution  .10 

Business  1.80 

Parking  .03 

Administration  .40 

Warehousing  .46 

Manufacturing  .51 

Light  Industry  .65 

Residential  .03 


Source:        Center  City  Pedestrian  Circulation  and  Goods 
Movement  Study  (Wilbur  Smith  &  Assoc.  for 
San  Francisco  Department  of  City  Planning).  September,  1980 
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TABLE  12     Percent  Dairy  Trues  Activity  by  Vehide  Type 

Cars  and  Pokups  25% 

Vans  42*/. 

SmaE  Delivery  Trucks' 

2  sxtes  5% 

Large  Delivery  Trucks2 

2  axles  i3% 

Large  DeSvery  Trucks3 

3  axtes  4% 

Tractor  •  Trailer 

4  axies  t% 


Characterized  as  a  small  courier,  U.S.  Mail  truck  or  step  van 

Characterized  as  a  mid-size  Hertz  rental  truck,  beverage  truck  or  smaJ  furniture  truck 

Characterized  as  a  garbage  truck 


Source:        DKS  Associates,  1S90 


APPENDIX  8 

City  and  County  of  San  Francisco  450  McAllister  Street 

Department  of  City  Planning  San  Francisco,  CA  94102 

TRANSPORTATION  STUDY  SCOPE  OF  WORK 

ACKNOWLEDGEMENT  AND  APPROVAL 


Transmittal  7c:      Date: 


The  proposed  scope  of  work  tor  the  project, 

Case  No.  ,  dated  Is  hereby 

O      Approved  as  submitted 

□  Approved  as  revised  and  resubmitted 

□  Approved  subject  to  comments  below 

□  Not  approved,  pending  modifications  specified  below 
and  resubmitted 

Signed:     

Transportation  Section  Office  of  Environmental  Review 


Comments: 


Note:    A  copy  of  this  approval  and  the  final  scope  of  work  is  to  be  appended  to  the  transportation  study.  The 
Department  advises  consultants  and  project  sponsors  that  review  of  the  draft  transportation  report  may 
identify  issues  or  concerns  of  other  Cfty  agencies  not  addressed  in  the  sccpe  of  work  hereby  approved, 
and  that  the  scope  of  work  may  need  to  be  modified  to  accommodate  such  aricrtional  issues. 
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APPENDIX  9 

YEAR  2000  PM  PEAK  HOUR  AND  P.M.  PEAK  PERIOD  MODAL  SHARES 
FOR  OUTBOUND  TRA  VEL '  FROM  DOWNTOWN  AND  VICINITY 

P.M.  PEAK  HOUR  P.M.  PEAK  PERIOD 


Drive  Alone 

20% 

21% 

Rideshare 

10% 

11% 

Muni 

24% 

23% 

BART 

24% 

23% 

AC  Transit 

7% 

7% 

SamTrans 

1% 

1% 

CalTrain 

2% 

2% 

Golden  Gate  Bus 

4% 

4% 

Golden  Gate  Ferry 

1% 

1% 

Other 

7% 

7% 

'  represents  both  work  and  nonwork  travel,  outbound  only. 


Source:  Mission  Bay  FEIR.  Table  VI.E.7. 

300  Street  Howard  FEIR  (89.589E),  background  transportation  documents 
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Downtown  Transit  Impact  Development  Fee  Ordinance 
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San  Francisco  Trip  Reduction  Efforts:  Relationship  to  Regional 

Transportation  Control  Measures 


TCM  and  Discussion  Local  Implementation 


1.     Expand  employer 
assistance  Programs 

The    current    San    Francisco  transportation 
management  and  brokerage  program  was  expanded 
by  the  addition   of  one  staff  person   to  the 
Department  of  City  Planning.     The  new  staff 
member  is  responsible  for  conducting  surveys, 
expanding    outreach,    and    developing  and 
implementing  educational  activities  related  to  trip 
reduction.    Funds  for  the  position  were  allocated 
from  the  half  cent  sales  tax  administered  by  the 
Authoritv. 

2.     Adopt  employer-based 
trip  reduction  ordinance. 
Required  for  compliance  with 
Rule  1  of  Regulation  13,  issued  by 
the  Air  Quality  Management 
District  (BAAQMD)  in  December 
1992. 

San    Francisco    has    adopted    ordinances  for 
transportation  management  and  transportation 
brokerage  programs  which  apply  to  the  downtown 
area  and  Mission  Bay.  Voluntary  programs  are  in 
place  for  certain  institutional  uses  in  other  areas  of 
the  city.     Existing  regulations  include  highly 
effective  parking  restrictions.  A  total  of  $600,000  in 
local  sales  tax  funds  is  budgeted  for  TMA  brokerage 
and  trip  reduction  programs  for  FY  93/94.  For 
further  details  on  compliance  with  Rule  1,  see 
Chapter  6. 

4.     Expand  new  rail  starts 
program.  Tied  to 
implementation  of  the  current 
rail  agreement  (MTC's  Resolution 
1876)  which  calls  for  a  $3.5  billion 
program  comprising  five  rail 
extension  projects. 

No  San  Francisco  project  is  included  in  this  list; 
however,  the  City  has  programmed  and  partially 
funded  several  rail  extension  projects  which  could 
become  a  part  of  this  TCM.     These  include 
construction  of  the  F-Line  Streetcar  in  the  median  of 
the  realigned  Embarcadero  Roadway,  extension  of 
light  rail  service  from  the  Muni  Metro  Turnback  to 
16th  Street,  and  extension  of  trolley  bus  lines  to 
Mission  Bay  and  Potrero  Hill  areas.    These  and 
other  transit  projects  are  included  in  the  Capital 
Improvement  Program.  (See  Chapter  8). 

5.     Improve  access  to  rail 
and  ferries.  Expand  local 
transit  service  to  regional 
facilities. 

Installation  of  an  Automatic  Tram  Control  System 
will  permit  more  frequent  light  rail  service  to  the 
Ferry  Building.    The  MUNI  Metro  extension  to 
Mission  Bay  will  provide  direct  light  rail  service  to 
the  Caltrain  depot. 

VII  -  3 


San  Francisco  1993  CMP 
November  1993 


San  Francisco  Transportation  Control  Measures  (contd.) 


!    6.     Improve  inter-city  rail 

j    service.  Focus  of  this  measure  is 
l    the  establishment  of  Sacramento- 
!    Oakland-San  Jose  rail  service. 

While  no  long-distance  service  expansion  is  planned 
for  San  Francisco,  the  City  is  donating  right-of-way 
for    the    Peninsula    Commute    Service  and 
Darticipatinc  in  fundine  for  the  Joint  Powers  Board. 

j    7.     Improve  ferry  service. 

Purpose  is  expansion  of  ferry 
j    service  as  funding  allows.  MTC  is 
;    preparing  a  long  term  ferry 
service  plan  and  will  allocate 
funds  under  its  control  consistent 
with  the  final  recommendations 
of  this  Dlan. 

The  Port  Authority  of  San  Francisco  has  received 
funding  for  expansion  of  ferry  docking  facilities  at 
Pier  1/2.  Additional  ferry  terminal  expansion 
projects  were    included  in  the  1991  CMP.  (See 
Chapter  8). 

8.     Construct  carpool  and 
express  bus  lanes  on 
freeways".  The  region,  in 
cooperation  with  Caltrans.  has 
adopted  a  2005  HOV  master  plan 
which  includes  480  lane-miles  of 
HOV  lanes  compared  to  the  80 
lane-miles  at  present. 

Freeway   HOV   lanes   currently   exist   on  the 
approaches  to  the  Bay  Bridge  and  Golden  Gate 
Bridge.   The  first  phase  of  the  2005  HOV  Master 
Plan  calls  for  the  creation  of  an  HOV  lane  on  1-280 
east  of  US  101. 

9.     Improve  bicycle  access. 
This  TCM  proposes  an  increase  in 
the  number  of  bike  routes  and 
expansion  of  the  carrying  capacity 
of  buses,  ferries  and  rail  transit. 

Department  of  Parking  and  Traffic  has  developed  a 
5-year,  26.7  mile  commuter  bikeway  program  based 
on  a  prioritized  list  of  projects  developed  by  a  Bicycle 
Advisory  Committee,  in  existence  since  1991.  The 
department  has  secured  funds  from  Proposition  116. 
The  Authority  has  programmed  funds  from  the 
Surface  Transportation  Program  for  this  purpose. 
(See  Chapter  8). 

10.   Youth  transportation. 

Support  programs  to  reduce 
youth  transit  fares,  encourage 
school  carpools  and  purchase 

MUNI  offers  youth  fares  and  youth  monthly  passes, 
and  conducts  public  education  campaigns  in  the 
schools. 

11.   Install  freeway  traffic 
operations  system.  Purpose  is 
to  improve  flows  on  freeways  by 
1    increasing  average  travel  speeds 
1    and  eliminating  major  tie  ups 
more  auicklv. 

Implementation  of  this  TCM  is  being  coordinated  by 
CalTrans.  The  Authority  has  programmed  funds  for 
TOS  projects  on  US  101  and  1-280.  (See  Chapter  8) 
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San  Francisco  Transportation  Control  Measures  (contd.) 


■    12.   Improve  arterial  traffic 
1    management.  MTC  will  support 
jj    existing  and  expanded  signal 

Lim  111^  prOgrdUla  itilU  cIlLUliTagtr 

transit  Qipnal  Drpemntion 

Department  of  Parking  and  Traffic  has  undertaken 
a   long-term   project  to  replace  aging  signal 
controllers   and   install   signals   with  transit 

tm*oo  tt"i  nti  An     pononilif  mc     r\T\     fro  n  cit     nrotor  ontiol 
JJ I  CCllljJ  1 1  U  i  1     LoUdUinLlCb     Uil      Llall&l  i     pr  ClCl  Clllidl 

cfrpptc    THp  Authority  ha^  nrioriti?pd  STP/CMAO 
funds  for  signal  timing  and  signal  preemption 
projects  by  MUNI  and  the  Department  of  Parking 
and  Traffic.  (See  Chapter  8). 

1    13.   Reduce  transit  fares. 

Implementation  of  this  TCM  requires  additional 
funds  from  regional,  state,  or  federal  sources. 

1    14.  Vanpool  liability 
insurance. 

Implementation  of  this  TCM  is  taking  place  at  the 
regional  level. 

15.   Provide  carpool 
incentives. 

The  City's  TMA  activities  include  both  required  and 
voluntary  programs  for  certain  employers  in  the 
downtown  core.  These  programs  include  carpool 
incentives. 

16.   Adopt  indirect  source 
control  program.  BAAQMD  is 
proposing  to  subject  new  and 
existing  development  projects 
with  regionally  significant  air 
quality  impacts  to  a  new  indirect 
source  rule,  covering  commercial 
and  residential  projects,  other 
vehicle  attractors  such  as 
convention  and  sports  facilities, 
universities,  hospitals,  and 
airports,  and  possibly  new 
highways  and  road  improvements 
with  potential  to  generate 
additional  traffic. 
Implementation  in  two  phases: 
first,  new  development;  and 
second,  existing  development. 
Projected  implementation: 
Januarv  1994. 

San  Francisco  has  no  specific  indirect  source  rule  for 
air  quality,  however,  the  land  use  and  parking 
regulations  along  with  the  Transit  Development 
Impact  Fee,  constitute  development  regulations  for 
the  mitigation  of  new  travel  demand. 

17.   Conduct  public 
education.  Focus  is  to  promote 
awareness  of  alternative 
transportation  modes,  including 
walking  or  bicycling  to  transit. 

San  Francisco  is  responding  to  this  measure  within 
the  6cope  discussed  earlier  in  this  Chapter  for 
transportation  management  initiatives. 
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San  Francisco  Transportation  Control  Measures  (contd.) 


]    18.   High  density  zones  at 
transit  stations.  Measure 

5    recommends  that  land  uses  at 
new  transit  stations  be  mixed  use 
and  hieher  densitv. 

All  proposed  new  service  in  San  Francisco  is  located  J 
in  areas  that  are  zoned  medium  to  high  density 
mixed  land  use.    The  City  is  not  proposing  any 
additional  densification  at  existing  or  proposed 
transit  stations 

 7*  5 — 5  '■  7-  

19.   General  plan  air  quality 

element.  This  measure 

recommends  inclusion  of  a  local 

air  quality  element  in  the  adopted 

general  plan  where  consistency 

WULiiU   Utr  I t:L|UU  CL1  UcLWCClJ  Hit. 

Air  Gualitv  T*!lpmpnt  and  thp 
Circulation/Land  Use,  Housing 
and  other  aDDroDriate  elements. 

-  ■ 

The  Environmental  Protection  Element  of  the  San 
Francisco  General  Plan  includes  Air  Quality 
objectives  and  policies  pertaining  to  transportation. 
This  section  of  the  General  Plan  will  be  amended 
within  the  next  two  years  in  response  to  federal  and 

bLdLc  II 1  a  J 1  u  d  L  tr  b 

20.   Conduct  demonstration 
projects.  BAAQMD  and  MTC 
will  promote  projects  and  seek 
private  sponsors  and  federal 

SUDDOrt. 

The  Authority  has  programmed  $513,000  in  AJB  434 
funds  (FY  1993-4)  toward  alternative  fuel  projects. 
(See  Chapter  8). 

 : — — — :  

21.  Develop  legislative 

package  for  Phase  2  revenue 

measures.  Funding  will  be 

requested  for  several  transit 

initiatives,  most  importantly, 

cXpanQcQ  IcVCib  Ol  DeiSIC  trdnsiL 

and  inter -city  service,  expanded 
rail  access  and  fare  reduction 
Droerams. 

MTC  has  the  lead  on  these  initiatives.  San  Francisco 
has  passed  resolutions  in  support  of  pending 
legislation  for  bridge  tolls  and  vehicle  registration 
fees  for  increased  transit  and  CMP  funding. 

22.   Implement  market-based 
measures.  A  Phase  3  TCM.  Full 
implementation    cannot  occur 
until  authorizing  legislation  is 

passed. 

San  Francisco  currently  taxes  all  paid  parking  25%, 
and  the  city  planning  code  mandates  a  rate 
structure  for  garages  which  discourages  long-term 
parking  downtown. 

23.   Establish  signal  timing 
programs  in  cities  that  do  not 
currently  have  such 
programs. 

Local  sales  tax  funds  are  currently  being  used  to 
fund  a  replacement  program  for  signal  controllers, 
new  controllers  will  be  capable  of  multiple  phase 
programming  and  are  necessary  for  implementation 
of  the  transit  sienal  Dreemotion  program. 

1    24.   For  cities  which  currently 
1    have  programs,  secure  funds 

to  maintain  traffic  flow 
I  benefits. 

See  above. 
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GLOSSARY  OF  CMP  RELATED  TERMS 


Association  of  Bay  Area 
Governments  -  (A3AG) 


The  regional  agency  that  is 
responsible  for  regional 
planning  other  than  for 
transportation.  ABAG  publishes 
forecasts  of  projected  growth 
for  the  region. 


Air  Quality  Attainment 
Plan 


The  plan  for  attainment  of  state 
air  quality  standards,  as 
required  by  the  California  Clean 
Air  Act  of  1988.  It  is  adopted 
by  air  quality  districts  and 
subject  to  approval  by  the  State 
Air  Resources  Board. 


Average  Daily  Traffic  The  average  number  of  vehicles 

(ADT)  passing  a  specified  point  during 

a  24  hour  period. 


Bay  Area  Air  Quality  The  regional  agency  which  adopts 

Management  District  -   (BAAQMD)  and    enforces     regulations  to 

achieve  and  maintain  state  and 
federal  air  quality  standards  in 
the  nine  county  Bay  Area . 


California  State 

Department  of  Transportation 

(Caltrans) 


Responsible,  as  the  Department 
owner/ operator  of  the  state 
highway  system  for  its  safe 
proposed  operation  and 
maintenance.  Proposes  projects 
for  Intercity  Rail, 
Interregional  Roads,  and  sound 
walls  in  the  PSTIP.  Also 
responsible  for  the  HSOPP,  Toll 
Bridge,  and  Aeronautics 
programs.  The      TSM  and 

State/Local  Partnership  Programs 
are  administered  by  Caltrans. 
Caltrans  is  the  implementing 
agency  for  most  state  highway 
projects,  regardless  of  program, 
and  for  the  Intercity  Rail 
Program. 
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Capital  ImDrovement  Program 
(CIP) 


As  used  in  this  document:  A 
seven  year  program  of  projects 
to  maintain  or  improve  the 
traffic  level  of  service  and 
transit  performance  standards 
developed  by  the  CMP. 


Capital  Priorites  A     process     used     by     MTC  to 

evaluate  and  prioritize  transit 
projects  in  the  region.  All 
sources  of  transit  funding, 
including  UMTA  grants,  state 
programs,  and  other  sources  are 
considered.  This  process 

involves  all  of  the  transit 
operators  in  the  region, 
including  bus,  rail,  and 
ferries . 


Congestion  Management  Agency 
(CMA) 


Congestion  Management  Program 
(CMP) 


The  agency  responsible  for 
developing  the  Congestion 
Management  Program  and 
coordinating  and  monitoring  its 
implementation. 


A  Legislatively  required  county- 
wide  program  which  addresses 
congestion  problems. 


Flexible  Congestion  Relief 
(FCR) 


One  of  the  state  funding 
programs  for  local  or  regional 
transportation  projects  that 
will  reduce  congestion.  State 
highway  projects,  local  roads, 
and  rail  guideway  projects  are 
all  eligible  for  FCR  funds. 


Highway  System  Operation 
Protection  Plan  -  (HSOPP) 


A  program  created  by  state  and 
legislation  that  includes 
projects  related  to  state 
highway  safety  and 
rehabilitation,  seismic  safety, 
and  traffic  operational 
improvements.  HSOPP  is  a  four 
year  program  of  projects  adopted 
separately  from  the  STIP. 
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Level  of  Service  -  (LOS) 


A  qualitative  measure  describing 
operational  conditions  within  a 
traffic  stream;  generally 
described  in  terms  of  such 
factors  as  speed  and  travel 
time.  Expressed  in  range  of  A 
through  F,  with  F  being  the 
worst. 


Model 


A  mathematical  description 
of  a  real-life  situation  that 
uses  data  on  past  and  present 
conditions  to  make  a  projection 
about  the  future. 


Model  -  Land  Use  A  model  used  to  predict  the 

future  spatial  allocation  of 
urban  activities  (land  use)  , 
given  total  regional  growth,  the 
future  transportation  system, 
and  other  factors. 


Model  -  Traffic  A     mathematical     equation  or 

graphic  technique  used  to 
simulate  and  predicts  traffic 
movements,  particularly  those  in 
urban  areas  or  on  a  freeway. 


Peak  -  (Peak  Period, 
Rush  Hours) 


1.  The  period  during  which  the 
maximum  amount  of  travel  occurs. 
It  may  be  specified  as  the 
morning  (a.m.)  or  afternoon  or 
evening  (p.m.)  peak. 

2.  The  period  when  demand  for 
transportation  service  is  the 
heaviest. 
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Principal  Arterial 


A  functional  classification 
system  which  defines  a  street  or 
roadway  in  terms  of  the  nature 
and  composition  of  travel. 
Principal  arterials  derive  their 
importance  from  service  to  rural 
oriented  traffic,  but  equally  or 
even  more  importantly,  from 
service  for  major  movements 
within  the  urbanized  area.  The 
principal  arterial  system 
carries  the  major  portion  of 
trips  entering  and  leaving  the 
urban  area,  as  well  as  the 
majority  of  through  movements 
desiring  to  bypass  the  central 
city.  The  US  Department  of 
Transportation  provides  the 
guidance  that  40-65%  of  the  VMT 
should  be  accounted  for  on  the 
principal  arterial  system. 


Proposed  State  Transportation 
Improvement  Program  -  (PSTIP) 


This  seven  year  program  is  based 
on  the  adopted  STIP  and  the  most 
recent  Project  Delivery  Report. 
It  is  developed  by  Caltrans  for 
CTC  approval  and  includes 
projects  developed  through  the 
IRRS,  Intercity  Rail,  Sound 
Wall,  Toll  Bridge,  and 
Aeronautics  programs. 


Proposition  116 


Passed  by  the  voters  in  June  of 
1990,  this  initiative  sponsored 
by  the  Planning  and  Conservation 
League  provides  $1.9B  in  rail 
bonds,  primarily  to  projects 
specified  in  the  legislation. 
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Regional  Transportation 
Improvement  Program  - 
(RTIP) 


A  list  of  proposed 
transportation  .projects 
submitted  to  the  CTC  by  the 
regional  transportation  planning 
agency,  as  a  request  for  state 
funding  through  the  FCR  and 
Urban  and  Commuter  Rail 
Programs.  The  individual 

projects  are  first  proposed  by 
local  jurisdictions  (CMAs  in 
urbanized  counties) ,  then 
evaluated  and  prioritized  by  the 
MTC  for  submission  to  the  CTC. 
The  RTIP  has  a  seven  year 
planning  horizon,  and  is  updated 
every  two  years. 


Regional  Transportation 
Plan  -  (RTP) 


Regional  Transportation 
Planning  Agency  -  (RTPA) 


A  comprehensive  20  year  plan  for 
the  region,  updated  every  two 
years  by  the  regional 
transportation  planning  agency. 
The  RTP  includes  goals, 
objectives,  and  policies,  and 
recommends  specific 
transportation  improvements. 

The  agency  responsible  for  the 
preparation  of  RTPs  and  RTIPs 
and  designated  by  the  State 
Business  Transportation  and 
Housing  Agency  to  allocate 
transit  funds.  RTPAs  can  be 
local  transportation 
commissions,  council  of 
governments,  metropolitan 
planning  organizations,  or 
statutorily  created  agencies. 
MTC  is  the  RTPA  for  the  nine 
county  Bay  Area. 


Short  Range  Transit  Plan  A  five  year  comprehensive  plan 

(SRTP)  required  by  UMTA  for  all  transit 

operators  receiving  federal 
funds.  The  plans  establish  the 
operator's  goals,  policies, 
objectives;  analyzes  current 
and  past  performance,  and 
describes  short  term  operational 
and  capital  improvement  plans. 
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State  Implemention  Plan  -  (SIP)        State    plan    required    by  the 

Federal  Clean  Air  Act  of  1990  to 
attain  and  maintain  national 
ambient  air  quality  standards. 
It  is  adopted  by  local  air 
quality  districts  and  the  State 
Air  Resources  Board. 


Transportation  Control 
Measure  -  (TCM) 


A  measure  intended  to  reduce 
pollutant  emissions  from  motor 
vehicles.  Examples  of  TCMs 
include  programs  to  encourage 
ridesharing  or  public  transit 
usage,  city  or  county  trip 
reduction  ordinances,  and  the 
use  of  cleaner  burning  fuels  in 
motor  vehicles. 


Transportation  Demand 
Management  -  (TDM) 


Demand  based  techniques  for 
reducing  traffic  congestion, 
such  as  ridesharing  programs  and 
flexible  work  schedules  enabling 
employees  to  commute  to  and  from 
work  outside  of  peak  hours. 


Transportation  System 
Management  -  (TSM) 


U/C  Rail  - 
Rail 


Urban  and  Commuter 


That  part  of  the  urban 
transportation  planning  process 
undertaken  to  improve  the 
efficiency  of  the  existing 
transportation  system.  The 
intent  is  to  make  better  use  of 
the  existing  transportation 
improvements  that  generally  cost 
less  and  can  be  implemented  more 
quickly  than  major  capital 
improvements . 


A  state  funding  program  financed 
by  the  sales  of  bonds  authorized 
by  Proposition  108.  Two 
additional  bond  measures  to  fund 
this  program  will  be  placed  in 
front  of  the  voters  in  1992  and 
1994.  All  projects  must  be 
matched  50%  by  local  funds. 
Projects  are  proposed  through 
the  CMP  process  to  regional 
agencies,  which  then  may  include 
them  in  their  RTIPs. 
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Urbanized  Area 


Vehicle  Miles  of  Travel  -  (VMT) 


Vehicle  Occupancy 


Vehicle  Trip 


As  defined  by  the  Bureau  of  the 
Census,  a  population 
concentration  of  at  least  50,000 
inhabitants,  generally 
consisting  of  a  central  city  and 
the  surrounding,  closely 
settled,  contiguous  territory 
(suburbs) .  The  boundary  is 
based  primarily  on  a  population 
density  of  1000  people/mile  but 
also  includes  some  less  densely 
settled  areas,  as  well  as  such 
areas  as  industrial  parks  and 
railroad  yards,  if  they  are 
within  areas  of  dense  urban 
development.  The  boundaries  of 
urbanized  areas,  the  specific 
criteria  used  to  determine 
urbanized  areas,  or  both  may 
change  in  subsequent  censuses. 


1.  On  highways,  a  measurement 
of  the  total  miles  traveled  in 
all  vehicles  in  the  area  for  a 
specified  time  period.  It  is 
calculated  by  the  number  of 
vehicles  multipled  by  the  miles 
traveled  in  a  given  area  or  on 
a  given  highway  during  the  time 
period. 

2.  In  transit,  the  number  of 
vehicle  miles  operated  on  a 
given  route  or  line  or  network 
during  a  specified  time  period. 


The  number  of  people  aboard  a 
vehicle  at  a  given  time;  also 
known  as  auto  or  automobile 
occupancy  when  the  reference  is 
to  automobile  travel  only. 


A  one-way  movement  of  a  vehicle 
between  two  points. 
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Transportation  Level  of  Service  Definitions, 


"  Volume/Capaci  ty 
Description  V/C  Ratio 


A         Level    of    Service  A  describes  a  condition  where  the  0  -  0.60 

approach  to  an  intersection  appears  quite  open  and 
turning  movements  are  made  easily.    Little  or  no  delay 
is  experienced.    No  vehicles  wait  longer  than  one  red 
traffic  signal  indication.    The  traffic  operation  can 
generally  be  described  as  excellent. 


Level  of 
Service 


B        Level  of  Service  B  describes  a  condition  where  the  0.51  -  0.70 

approach  to  an  intersection  is  occasionally  fully 
utilized  and  some  delays  nay  be  encountered.  Many 
drivers  begin  to  feel  somewhat  restricted  within 
groups  of  vehicles.    The  traffic  operation  can  be 
generally  described  as  very  good. 

C         Level  of  Service  C  describes  a  condition  where  the  0.71  -  0.S0 

approach  to  an  intersection  if  often  fully  utilized 
and  back-ups  may  occur  behind  turning  vehicles.  Most 
drivers  feel  somewhat  restricted,  but  not  objectionably 
so.    The  driver  occasionally  may  have  to  wait  more 
than  one  red  traffic  sigr-al  indication.    The  traffic 
operation  can  generally  be  described  as  good. 

D         Level  of  Service  D  describes  a  condition  of  increasing       0.81  -  0.90 
restriction  causing  substantial  delays  and  queues  of 
vehicles  on  approaches  to  the  intersection  during 
short- times  within  the  peak  period.    However,  there 
are  enough  signal  cycles  with  lower  demand  such  that 
queues  are  periodically  cleared,  thus  preventing  exces- 
sive back-ups.    The  traffic  operations  can  generally 
be  described  as  fair. 

E        Capacity  occurs  at  Level  of  Service  E.    It  represents        0.91  -  1.00 
the  most  number  of  vehicles  "that  any  particular  Inter- 
section can  accommodate.    At  capacity  there  may  be 
long  queues  of  vehicles  waiting  up-stream  of  the  -'• 
intersection  and  vehicles  may  be  delayed  up  to  several 
signal  cycles. 

F         Level  of  Service  F  represents  a  jammed  condition.    Bacx-  1.01* 
ups  frcm  locations  downstream  or  on  the  cross  street  may 
restrict  or  prevent  movement  of  vehicles  out  of  the 
approach  under  consideration.    Hence,  volumes  of  vehicles 
passing  through  the  intersection  vary  from  signal  cycle 
to  signal  cycle.    Because  of  the  jammed  condition,  this 
volume  would  be  less  than  capacity. 

Source:     Highway  Research  Board,  Hizhwev  Caoacirv  Manual,   1963  and 
Environmental  Science  Associates,  Inc. 
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